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THE BATTLE CRY OF INDUSTRY 

The Railway Business Association, as shown by 
a statement printed elsewhere in this issue, as its 
part in the war-time duty that falls on all of us, 
has started a movement for efficiency in the use of 
freight equipment by the promotion of co-opera- 
tion among shippers for fuller utiliziation of exist- 
ing facilities. The patriotic purpose back of this 
action is emphasized by the fact that the associa- 
tion is composed of manufacturers of cars, engines, 
track appliances, and other railway necessaries, 
and to increase efficiency in the way suggested 
means loss of business for these men, since it will 
cut down the purchases of the roads. 


The movement is undertaken under the auspices 
of the Council of National Defense in response to 
an assignment given by Daniel Willard of the Ad- 
visory Committee, to George A. Post, president of 
the association. It accords with the purposes and 
plans of the special committee on national defense of 
the American Railway Association, now in com- 
plete authority over the railways of the country, 
mobilized for operation as a unit in the war emer- 
gency. It is the practical expression of the idea 
that shippers must help the railroads in the effi- 
cient operation of their facilities that the utmost 
may be obtained from them. We expressed the 
opinion last week that shippers must realize their 
patriotic duty to assist in the releasing of freight 
equipn:: nt, but that someone must take the ini- 
trative in the practical solution of the problem. Here 
Is the initiative and the practical means offered. The 


THE TRAFFIC WORLD 


965 


association will urge shippers’ organizations to ex- 
change information as to methods and results and 
to join hands; it will inform shippers and con- 
signees of organizations through which they can 
co-operate; where there is no avenue the associa- 
tion will propose its creation by some existing 
body or itself.create it. 

The subject of prompt loading and unloading 
and heavier loading is not new. We have discussed 
it in season and out of season, and so have many 
others. There have been many sincere attempts 
thus to increase efficiency and as the propaganda 
has spread results have grown. But, at best, the 
movement has been spasmodic and _ individual. 
Now, to the usual causes of the frequent necessity 
for this kind of economy of time and space, we 
have added a war emergency which requires the 
realization that if Uncle Sam is to transport his 
armies with their food and equipment and con- 
tinue its supplying of munitions to our friends, the 
European allies, railroad equipment must be con- 
served to the utmost, the obligation falling no less 
on the shipper than on the carrier. To the usual 
means of accomplishing the end may be added a 
greater effort at proper timing of orders at seasons 
when there is a return movement of empty cars, 
and it may even come to the pass that shippers 
of luxuries will be asked to take the side track 
for the movement of necessities. 

For our part we offer the use of our columns to 
the Railway Business Men’s Association or to any 
others who have plans to propose or suggestions 
to offer looking toward the accomplishment of the 
end desired. Even individuals who desire merely 
to express their personal ideas are welcome, and 
we solicit shippers to use us as a medium through 
which to tell others what they have done or pro- 
pose to do. We venture the hope, however, that 
those who consider the matter will do so in a con- 
structive, patriotic spirit and that even criticism 
will be offered in the realization that all concerned 
are moved by proper motives and are striving to 
obtain practical and proper results. 


On the other hand, it is to be taken for granted 
that plans promulgated by the railroad special com- 
mittee on national defense are also subject to dis- 
cussion and criticism, though the same sympathetic 
attitude ought to prevail in this matter. We shall 
give full publicity to the plans, rules, regulations, 
and orders of this committee and shall attempt to 
obtain from it reasons for its actions, when there 
is any question as to their wisdom or propriety, 
to the end that our readers may not only be in- 
formed as to what is required in the movement of 
freight, but as to the reasons for the requirements. 
We believe if reasons are sought and examined 
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before criticism is uttered and we all maintain the 
patriotic and sympathetic attitude, keeping in mind 
that everybody is doing the best he can to meet 
the war crisis, much misunderstanding and recrim- 
ination will be avoided. Many things may be un- 
wisely or improperly done, and if they are they 
should, of course, be pointed out and corrected. 
But the attitude of mind that we must keep is the 
main thing. We are all citizens of one country, 
and that country is at war. Our interests are 
identical and our patriotism is an unquestioned 
fact. Let us, then, fight together, shoulder to 
shoulder, as our brothers who bear arms may 
shortly be doing on the battlefields of France. 
They do not doubt their fellows in the brother- 
hood of arms. Let us not look each other askance. 
Co-operation is the battle cry of the forces of in- 
dustry. 


DECISIONS IN RATE CASES 


We suppose the average person who follows the 
subject of railroad regulation, if asked to state his 
opinion off hand, would say that in the last year 
or two the decisions of the Interstate Commerce 
Commission had been more favorable than other- 
wise to the railroads. In the report just issued by 


the Bureau of Railway News and Statistics for the 
year ending June 30, 1916, however, Slason Thomp- 


son says the balance of decisions in rate cases 
“still continues to run against the industry in most 
urgent need of rate advances. Moreover, the de- 
cisions on the other side are negative blessings 
that ‘butter no parsnips.’ They merely leave rates 
as they were.” 

Mr. Thompson’s figures, under the method he 
uses, support his statement, though, even so, the 
margin against the railroads is not wide. He 
shows that on the general docket of the Com- 
mission 326 cases were dismissed and in 359 cases 
there were reductions or reparation orders—a per- 
centage of 47.59 to 52.41 against the railroads. On 
the advance tariff docket, he shows, there were 61 
decisions permitting advances and 54 denying ad- 
vances—a percentage of 53.04 to 46.96 in favor of 
the railroads. He does not total the two, but the 
total would show 387 cases decided in favor of the 
railroads and 413 against them. 

We do not consider this an overwhelming per- 
centage even on its face, and merely as it stands it 
does not mean much anyway. To be conclusive, 
the figures should show the dollars and cents in- 
volved. By the method used, the present fifteen 
per cent advanced rate case, for instance, if the 
advance is allowed, would count as one case de- 
cided in favor of the railroads, and a small repara- 
tion order would count as one case against them— 
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a “fifty-fifty’ showing that would not be a: all 
warranted. 

The report put out by the bureau conducte:! by 
Mr. Thompson is exhaustive and valuable in :many 
respects. We print excerpts from it elsewhere in 
this number. 


EFFECT OF CONGESTION ON REVENUE 


In some of our recent -correspondence irom 
Washington it was stated that until I. P. Blanton, 
speaking for the Ashland-Ironton furnace interests 
at the recent ore rate hearing, suggested the thicory, 
no one appeared to have thought that the decreas- 
ing net revenue of the eastern carriers might be 
due in any appreciable degree to the congestion 
and resulting embargoes of last winter. We do 
not know that the point has been made before 
with respect to the eastern carriers, but it is not 
a new idea that increased cost of railroad opera- 
tion in general has been gaused by congestion and 
embargo conditions, making necessary much over- 
time and other unusual expense. This idea was 
brought out by cross-examination of Vice-Presi- 
dent Maxwell, of the Wabash, by H. G. Wilson, of 
Toledo, in the recent Chicago hearings on the pro- 
posed C. F. A. class rate scale. Mr. Minnis inter- 
rupted the cross-examination of his witness to say 
that he thought the higher cost of operation last 
September was due chiefly to congestion and em- 
bargo conditions. 

Certainly congestion and embargoes increase the 
cost of operation and thus decrease net revenue. 
They not only make it more expensive to handle 
the business that is handled but they, of course, 
deprive the roads of revenue that might be earned 
from tonnage offered to them, and refused, result- 
ing as they do from the very inability of the roads 
to take care of this tonnage. It is perhaps a proper 
question to ask why the roads should be entitled 
to higher rates when one very important reason 
for their falling off in net revenue is the higher 
operating expense resulting from their own em- 
bargoes and the congestion caused by their inabil- 
ity to take care of business offered; and it is per- 
haps a proper answer to say that the reason for the 
expensive congestion and embargoes is the lack of 
rates high enough to enable the carriers to increas¢ 
their facilities to the point where they may handle, 
with proper dispatch, business that is offered to 
them. 

Everybody realizes that at least a part 0° the 
serious condition of last winter was caused by cit- 
cumstances against which the carriers would ; rob- 
ably not have guarded and would not have 
expected to guard, no matter how much re 
they had been earning; and yet it is probabl; 
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also that a good deal of it would have been impos- 
sible if the carriers had been equipped with the 
rolling stock and the terminal facilities they should 
have had. The carriers say they are not respons- 
ible even for that part of the embarrassing condi- 
tion jor which they might seem responsible on the 
face of things, because government regulation had 
been SO parsimonious as to deny them the revenue 
necessary to buy the needed equipment and develop 
the proper terminal facilities. Whether they would 
have spent the money for these purposes if they 
had had it, is a question that, of course, cannot be 
answered ; but it is possible to determine their pres- 
ent needs, and they ought not only to be allowed 
but to be compelled to better their facilities to the 
proper point of efficiency. Whatever increases are 
necessary to do this should be granted. Whatever 
guarantees are expedient that the money will be 
thus expended should be exacted. 


RAILROADS AND FOOD SUPPLY 

The railroads have enthusiastically adopted the 
suggestion that they are in excellent position to 
co-operate with the government in the movement 
for increased food supply. Their agricultural de- 
partments and development bureaus are busy and 
many and varied are the schemes that have been 
and are being put into operation. They have been 
among the first to credit the possibility that, with 
the increasing obligation to feed our European 
allies, the food supply may run short, and to real- 
ize that however prosperous we may be in a com- 
mercial way we cannot eat dollars—there must be 
food or even the rich cannot buy it. 

Several of the roads have adopted the idea— 
whether as a result of our suggestion or not we 
do not know—that in the demand for increased 
acreage devoted to the raising of food products 
there ought to be some way to utilize the great 
stretches of railroad right-of-way lands, now idle 
and unproductive. The C. B. & Q., for instance, 
offers its right of way over the entire system for 
the cultivation of. gardens. Any one living near 
the line may procure tracts for cultivation pur- 
poses, although employees of the road have the 
nce. Tracts may be obtained by application 
nearest station agent or section foreman. 
nce and advice regarding the growing of 
gi on these tracts is being furnished gratis. 

er 
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ad has also designed a poster, headed “In- 
Your Production of All Food Products,” 
of which are being sent to all stations and 
vithin the territory of the Tine. 

Amng other roads that have told their em- 


ploye. 


and others that they can cultivate unused 
railw; 


property are the Pennsylvania, the Central 
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of Georgia, the C. & N. W., the Chicago, Mil- 
waukee & St. Paul, the Erie, the Lehigh & New 
England, and the St. Louis, Iron Mountain & 
Southern. The development bureau of the Illinois 
Central has issued an attractive booklet entitled, 
“How to Grow an Illinois Central Garden.” It 
tells of parcels of vacant land not leased scattered 
over the entire system and points out that there 
are also available portions of the waylands adapted 
for agriculture, a greater part of which can be used 
for small farming and gardening. 

“We feel,” it says, “that it is a patriotic duty to 
have produced upon this land crops that will add 
to the general storehouse which it is predicted will 
be seriously depleted in the near future by reason 
of certain adverse conditions growing out of the 
war now in progress. There should be idle no 
land adapted to such purposes and no idle labor 
that can be employed to till it. Many employees 
have odd hours in which they can help themselves, 
their families and their country by using this 
ground. It is appreciated that many who desire 
to supplement their incomes in this way are not 
skilled in agricultural matters. It is the purpose 
of these companies to assist any such and to co- 
operate in this movement beyond the donation of 
the land for such purposes. It is, however, neces- 
sary that those interested should help themselves 
as much as possible. 

“Select suitable ground, make application to 
your immediate superior for its assignment. If 
you do not know of a suitable parcel of ground 
vacant, he may be able to assign ground for the 
purpose. There is no objection to using the way- 
lands in the incorporated towns or in close prox- 
imity to stations. It may be advantageous at some 
of the larger towns to effect a community method 
of gardening, which need not be composed of em- 
ployees altogether, but preferably handled by the 
agent or some other responsible employee. Selec- 
tion of waylands several miles from the town may 
be made and the work placed in the hands of an 
adjoining landowner or farmer or some one em- 
ployed for the purpose. 

“Work contributed by those interested or their 
families can be credited to the amount to be re- 
turned to each at the harvest. In fact, many meth- 
ods of utilizing the vacant ground will suggest 
themselves. Ground adjacent to section houses 
should preferably be assigned to maintenance of 
way employees. In the vicinity of shops, to those 
there employed; that in the vicinity of yards to 
employees in the yard and train service. 

“When the selection is made, have it plowed and 
otherwise prepared immediately. Buy your own 
seeds and tools and in other ways rely upon your- 
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self. If you meet with difficulties, apply to those 
to whom you report, who will, if unable to handle 
the matter locally, refer it to the chief gardener, 
who will render any reasonable assistance or give 
such information as may be sought. 

“A list of those who decide to cultivate gardens 
will be kept and. valuable information will be 
mailed to them periodically during the season. It 
is desired to keep a record of all activities em- 
braced in this garden propaganda and those par- 
ticipating are asked to keep a record of their ex- 
pense and the results obtained, which will be com- 
piled for general information at the end of the 
growing season. 

“If employees do not in any locality desire to 
use the vacant ground, it may be assigned to those 
not directly connected with the company by em- 
ployment, preference being given to pensioned 
employees, or the families of former employees, or 
others whose interests are allied with the company. 
Judgment must be exercised to not assign any 
part of the waylands to those who will be jeopar- 
dized in crossing tracks, or in other ways subject- 
ing themselves to risk of personal injury.” 





















ILLINOIS AND SHREVEPORT CASES 


Another phase of the Illinois passenger fare muddle 
began its progress through the judicial mill in the federal 
court at St. Louis on April 30, when Chief Counsel Folk, 
of the Commission’s staff, argued to the court that it 
should issue its mandatory injunction forbidding the rail- 
roads in Illinois to cease ignoring the Commission’s order 
directing them to supersede the Illinois two-cent pas- 
senger fares with the 2.4 cent per mile rates prescribed 
by the federal regulating body. At the same time the 
chief counsel moved to strike from the answer made by 
the railroads all the history they have put into it, setting 
forth the fact that they asked for an injunction forbid- 
ding the state authorities to prosecute them for failure 
to obey the state law, and Judge Landis declined to issue 
that injunction. 


An order was issued by United States Circuit Judge 
Hook May 1 that the railroads of Illinois comply with the 
instructions of the Interstate Commerce Commission to 
discontinue discriminatory passenger rates against St. 
Louis. According to the order the interstate and intra- 
state rates must be the same. Joseph W. Folk was in- 
structed to draw up the form of the court order. 

The litigation at St. Louis is of a rare kind. It is a 
suit to compel the railroads to obey an order. Usually 
the litigation is that brought by the railroads to enjoin 
the Commission’s order. This time they desire to obey 
the order of the federal body, but are afraid of the pen- 
alties the state authorities might impose upon them if 
they collected the rates prescribed, at their suggestion, 
by the federal body. There has been wonder what would 
happen if the court did strike out that history and require 
them to make an answer as to why they had not obeyed 
the order of the Commission. 

The status of the main Shreveport case is much bet- 
ter than the Missouri-Illinois outgrowth of that celebrated 
case. Judges Pardee, Walker and Batts have made per- 
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manent the injunction issued by Judge Pardee at A‘ lanta, 
Sept. 2, 1916, forbidding the Texas authorities to visit op 
them penalties prescribed by the Texas statutes for faj). 
ure to observe the Texas classification and Texas rates, 

While the judges made permanent their injuncticn, the 
opinion of the majority and the concurring opirion of 
Judge Batts make it clear that the court issued the injune. 
tion without formally considering (because they had no 
right to do so) the merits of the long-standing dispute 
between the state and national governments. Appzarently 
the majority of the court based its determination to make 
the injunction permanent largely on the fact that the case 
is still before the Commission and that the railroads, by 
reason of the conflicting orders, are placed in jeopardy. 
They are therefore entitled to the protection of the court. 

In his concurring opinion, Judge Batts took occasion 
to point out that an order of the Commission striking 
down state rates is an exercise of the Commission’s ju- 
dicial power and is not entitled to a holding of conclusive. 
ness such as attaches to an order prescribing a reason. 
able rate. He commented on the fact that an attorney for 
the Commission, in his argument, suggested that while 
the Supreme Court, in the Minnesota rate case, said Con- 
gress had not given the Commission power to prescribe 
intrastate rates, the Commission, by indirection, could 
exercise such power. It also occurred to him that the 
Shreveport order of July, 1916, points out no reason why 
the Texas classification should be stricken down and that 
the Commission had made rates on traffic that could not 
possibly cause discrimination against Shreveport. He 
also said the order would ruin industries in Texas through 
the striking down of rates to which the Texas railroads 
had acquiesced. 

The majority, in its opinion, carefully directed atten- 
tion to the fact that it must assume the order to be lawful 
because its lawfulness could not be attacked in a collat- 
eral way. The three judges were a unit that issuance of 
the injunction would cause the minimum of harm, espe 
cially inasmuch as the Commission had reopened the case. 


COMMISSION ORDERS 

The petition of the Pacific & Idaho Northern for author- 
ity to establish rates on live stock dependent upon the 
value of the live stock transported, denied, ordinary live 
stock being excepted from the property as to which the 
Commission is to authorize the establishment of rates de 
pendent upon declared or released values. This opinion of 
the Commission is based upon its decision in released rates 
43 I. C. C. 510. 

The Commission has authorized the Oregon-Washington 
Railroad & Navigation Company to establish upon not less 
than ten days’ notice a rate of $4 per ton on ore and 
concentrates valued or released to a value not to exceed 
$60 per ton from Seattle and Tacoma, Wash., to Kellogg 
and Wadner, Idaho. ; 

The Commission has modified its report of November 25, 
1916, in Case 8356, Champion Fiber Company Vs. Southern 
Railway, by striking out the words “carload minimum 
weights 40 net tons, or marked capacity of the car if 
less,” appearing in the last paragraph on page 312 of said 
report. 


VALUATION HEARING 
The Commission has ordered the taking of further testl- 
mony on the protest of the Kansas City Southern against 
the valuation made by the Commission of its property. 
The further hearing is to be had May 23 at the office of 
the Valuation Division. 
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iCurrent Topics 
in Washington 


Unification of Railroads.—At this 

time it looks as if it would take a 

much stronger reaction than one can 

well imagine to carry the transporta- 

tion system of this country back to 

ante-bellum conditions. Unification of 

all the rails into one national rail- 

road and pooling of all the cars are 

steps, the retracing of which now 

seems as impossible as that politics, 

which has a way of making strange 

bed fellows, should ever bring President Wilson and the 

German emperor into alliance on anything. Unification 

is the end which clear thinkers among shippers have 

thought about, probably much more than railroad oper- 

ating officials. Fnanciers have thought about it as a 

method for putting money into their own pockets, al- 

thought it may be uncharitable to say that that was all 

they had in mind when they planned great consolidations. 

Nobody has thought out clearly how the road that does 

not originate or receive much of what is now considered 

the absolutely essential tonnage is to be cared for under 

the rule that a box car may be sent to the point calling 

for the freight that may be placed therein at the track 

where it is standing. It is submitted, however, that 

greater problems than that can be have been solved 

under the stress of necessity. Perhaps the price the 

American people will have to pay for the accomplish- 

ment of the President’s purpose regarding Germany may 

be less, in the end, than solving the railroad problem 

by the concededly expensive expedient of government 
ownership. 


Shipping Board Busy with War.—The Shipping Board, 
so far as the regulation of rates and practices of common 
carriers by water, in their relations with their customers 
is concerned, has never actually come into existence. In 
a letter to John B. Daish, attorney for the truck farmers 
of the eastern shore of Virginia, in regard to their com- 
Plaint against the Baltimore, Chesapeake & Atlantic, 
Commissioner Stevens said the Board was so busy with 
its plans for beating the submarine blockade that it had 
not been able to give much attention to other matters. 
However, Mr. Stevens said that some time the Board 
would be able to givé Mr. Daish opportunity to be heard 
on the jurisdictional ‘question that has been raised re- 
specting port-to-port rates and the general question as 
to whether the Board has any jurisdiction over ships 
owned by a railroad company. Lord Eustace Percy, one 
of the British commissioners that came here to get money 
and talk about war plans, frankly said, May 1, that the 
submarines were destroying ships much faster than the 
allies can build them and that the situation in all the 
allied countries was becoming very serious. surprisingly 
frank declarations have been made in the newspapers 
to the effect that unless the submarine is beaten, the 
military and financial plans of the allies and the United 
States might as well be tossed into the waste basket. 
They have been jarred into a réalization that transporta- 
lation by water is the primary problem in this war and 
that uniess the United States solves it, England may feel 
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constrained some morning to trade her navy to the Ger- 
mans for one good breakfast. 


Reconsignment and Advanced Rates.—There is some 
growling among representatives of shippers over the fact 
that the Commission, May 1, declined to change the 
assignment of the reconsignment case for hearings in 
Chicago for the two-weeks beginning: May 7. They think 
it should have made some arrangement whereby they 
would have had opportunity to hear what the railroad 
witnesses will say during the time they are on the stand 
in the advanced rate case the week beginning May 7. If 
has been pointed out to the dissatisfied ones that the 
cross-examination of the railroad witnesses in the ad- 
vanced rate case will be put off until May 23. But the 
shippers argue that that is not a good arrangement be- 
cause they will be engaged in the Chicago hearing until 
May 19, thus giving them three days in which to travel 
from Chicago to Washington and prepare for cross-ex- 
amination on a week’s tetsimony. The reconsigning mat- 
ter is one which drew to Washington one of the largest 
crowds of shippers ever in Washington. The objectors 
pointed out that if the railroads could or would give 
assurance that cars would arrive in the order of their 
dispatching, the necessity for reconsignment would prac- 
tically disappear. ‘There is no reason to believe the 
testimony given by the railroad men has changed their 
views one whit. Therefore, they will want to put into 
the record to be made by Examiner Burnside all the 
facts they can to show the fallacy of the proposal to 
penalize reconsignment as a method for increasing car 
efficiency. Many of them will be seriously crippled in 
their business by the change in relationships produced 
The two matters 
are vitally important to a good many and they feel an 
unnecessary handicap was placed on them by the Com- 
mission’s refusal to postpone the reconsignment hearings. 


The High Price of Wheat.—The cause of the high price 
of spot wheat, explained to the members of the car com- 
mittee of the American Railway Association by A. C. 
Loring, a big Minneapolis miller, will probably open the 
eyes of other shippers who-have been thinking their 
own lot respecting car supply has been worse than that 
of any other class. The millers, in bidding forty and 
fifty cents a bushel more for spot wheat than they bid 
for contracts for future delivery, it is believed, will con- 
vey some idea as to the serious condition this country 
is confronting. Mr. Loring said he had paid fifty-odd 
cents more for spot than for future delivery wheat, so 
as to get cars for loading with flour. He did not need 
the wheat for grinding, because his bins were full. He 
needed the cars, and he was willing to pay $550 for the 
use of a car containing 60,000 pounds, or 1,000 bushels 
of wheat. In the normal days $550 would have paid 
for an ordinary wooden freight car that had been in 
use for some time and gone a long way.toward paying 
the cost of a new one. The wheat and flour men -told 
the car committee there is no such extreme shortage 
of wheat as might be inferred from the prices, but there 
are not enough cars to carry to market what there is 
on hand. According to the declaration of an American 
newspaper correspondent recently returned to Washing- 
ton, there is food in Germany to feed the population 
well, but the Germans are finding it increasingly difficult 
to distribute it, because their roads have run down and 
their equipment is in need of repairs. In that respect 
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they are a good deal like the Americans. The troubles 
of Herman Ballin, the ruler of German railroads, are 
not unlike the tasks confronting Charles M. Schaeffer, 
chairman of the car committee. Gen. George Goethals, 
the man who is working to overcome the German sub- 
marine, it may be remarked in passing, is also fighting 
a transportation problem, even as Ballin and Schaeffer 
are. They could probably exchange views on their re- 
spective tasks that would be worth knowing. 





interned German Ships.—The Senate, April 30, agreed 
to the first part of the Shipping Board’s program. That 
part relates to the seized German ships. That part of 
Congress, by adopting S. J. R. 42, authorized the President 
to seize the ships, a thing that was done before war 
was declared, and turn them over to the Shipping Board, 
which also was done in advance of the formality of legis- 
lation. The Court of Claims was authorized to pass upon 
the claims of anyone, other than a German subject, as- 
serting that he had an interest in any of the ships. Per- 
sons who furnished supplies for the ships, other than 
Germans, have valid claims which the part of the reso- 


lution pertaining to the Court of Claims is intended to 
protect. A. BB. HH. 


CANADA UNIFICATION PLAN 


Ottawa, Ont., May 2.—Canada is considering a solution 
for her railroad problem in a plan put forward by the Royal 
Commission appointed to inquire into the railways and 
transportation, made public here to-day. The plan provides 
for uniting all the Canadian railways except the Canadian 
Pacific into a single system in the hands of a new company 
to be called the Dominion Railway Company. It is pro- 
posed that the ownership shall be vested in and the opera- 
tion conducted by a board of public trustees on account of 
and for the benefit of the people of Canada on a commer- 
cial basis under their own politically undisturbed man- 
azement. 

The report of the Commission, which analyzes the 
transportation situation of the Dominion in detail, is sub- 
mitted by Sir H. L. Drayton and W. M. Acworth as ma- 
jority members, but is not signed by the third member 
of the Commission, A. H. Smith, president of the New 
York Central Lines, who is submitting a separate report 
differing in some conclusions from his associates. The 
report discloses an unusual state of affairs, which prompts 
the unusual recommendations made. It finds that more 
railways have been built than are warranted on commer- 
cial grounds under present conditions. It points out that 
while the development of Canada justified two transcon- 
tinental lines it did not justify three and that the Grand 
Trunk and Canadian Northern systems should have been 
amalgamated. 

Although both roads are nominally private companies, 
more than three-fourths of the capital of the Canadian 
Northern and nearly two-thirds of that of the Grand Trunk 
Pacific has been either provided or guaranteed by the 
Dominion and provincial governments and municipalities. 
In spite of this lavish assistance these two companies can- 
not meet their liabilities from their resources and are 
at present living from hand to mouth on public advances 
made monthly as liabilities accrue. The liability of the 
Grand Trunk Railroad under its guarantees to the Grand 
Trunk Pacific is found to amount to over $5,000,000 per 
annum and its accumulated arrears of maintenance 
amount to $21,000,000. 

The Commission expresses its belief that much new 


THE TRAFFIC WORLD 











Vol. XIX, No. 18 









capital expenditure can be avoided by combining these 
three companies into a single system. It finds that the 
Grand Trunk needs immediately to expend $51,000,000 in 
order to put its own system into a position to provide 
adequate service and that it is entirely unable to carry 
the burden which it has undertaken in respect of the 
Grand Trunk Pacific; further, that the Canadian Nortiiern, 
if it remained as a separate system, would require $70, 
000,000 of new capita] within the next five years. A sum- 
mary of the financial requirements of the companies men. 
tioned shows an estimated annual deficit of $12,500,000 
to be met at the present time. The report concludes that 
it is not possible to form a private company or companies 
to carry this burden. 

The Commissioners do not regard government own- 
ership of Canadian railways as the solution of the prob- 
lem. On this subject they say: “In our judgment it is not 
in the interests of Canada that the operation of its rail- 
ways should be in the hands of the government. We 
know no country in the world where a democratic state 
owns and operates its railways, in which politics has not 
injuriously affected the management of the railways and 
the railways have not had an injurious influence on polit- 
ics. We do not think government ownership of the Cana- 
dian railways would tend to,reduction of rates, but rather 
in the contrary direction. For the carriage of one ton 
of freight one mile the Canadian shipper pays at present 
on the average three-fourths of one cent. On the rail- 
ways of New South Wales, the oldest and most important 
Australian state, where the railways have been in gov- 
ernment hands from the outset, the shipper pays well over 
two cents. But we see no cause to enlarge here on such 
general considerations. There are several reasons pe- 
culiar to Canadian conditions why state ownership and 
operation should be avoided.” 

One of the special reasons against the extension of gov- 
ernment operation in the opinion of the commissioners, 
is that in fairness it would require the government to 
purchase the Canadian Pacific, which otherwise might be 
ruined by competition in rates by a government with the 
taxpayer behind it. 


“Another strong argument against government opera- 
tion,” the report continues, “is to be found in the fact 
that the three great Canadian companies amongst them 
either own, lease or control no less than 7,000 miles of 
railway situated in the United States. And some at least 
of these lines are necessary economic complements of the 
Canadian systems. It is clearly impossible that the 
Dominion government should be subjected, not only to the 
regulating authority of the Interstate Commerce Commis: 
sion and the several state railway commissions of the 
United States, but also to the police regulations of all 
the states which these lines enter. We cannot think that 
such a situation would conduce to international harmony.” 

As the only feasible alternative the report recommends 
that the Canadian people take over the control of the 
Grand Trunk, Grand Trunk Pacific and Canadian North- 
ern, that they be united into one system, which it is pro 
posed to call the Dominion Railways, and that they be 
operated by a board of trustees, who would acquire the 
stock of the three companies and maintain the rights of 
bond and debenture holders undisturbed. The govern: 
ment would enter into no direct relation with security 
holders, but would undertake towards the trustees the 
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Decisions of Interstate Commerce Commission 


LUMBER AND FOREST PRODUCTS 


In a report by Commissioner Harlan, No. 8329, Cadillac 
Lumber Exchange vs. Ann Arbor et al. opinion No. 4377, 
43 J, C. C., 636-40, has been dismissed. The Commission 
held that rates on lumber and other forest products from 
Cadillac and Jennings, Mich., to interstate points east, 
south and west thereof, were just and reasonable and 
had not been shown to be unduly prejudicial or disad- 
yantageous to the complainant. Commissioner Harlan 
said that while rates paid by the complainants differ in 
amount and the ton-mile earnings from those paid by 
some of their competitors, the fact was undisputed that 
water competition influenced some of them, if it did not 
actually force their making. The report says there was 
no testimony other than the statement of their inequality 
to show that the rates assailed are unreasonable or other- 
wise unlawful. The complainants are in business near 
the center of the southern peninsula of Michigan. Their 
competitors are in Wisconsin, in the upper peninsula of 
Michigan, and also at Bay City, Saginaw and other points 
near the water, and have the benefit of water-influenced 
rates. 


DEMURRAGE ON EXPORT FREIGHT 


In No. 9393, Lucas E. Moore Stave Co. vs. Boston & 
Albany, opinion No. 4381, 43 I. C. C., 679-80, Commissioner 
Clark has written a report holding the demurrage rules 
of that carrier on export freight in effect at Boston and 
East Boston had not been shown to be violative of the 
act in any way. The imposition of demurrage charges 
amounting to $27 caused the complaint. A carload of 
staves was started from Greensborough, Ala., on a domes- 
tic bill of lading, Cincinnati being the first destination. 
The car was diverted to Boston, still moving on a domestic 
bill. Export freight to Boston was embargoed at the 
time. The export demurrage rule allows fifteen days’ free 
time. The privilege is limited to traffic moving on export 
bills, through or local. The carload in question was not 
moving on an export bill, although the lading was ex- 
ported. “The practice attempted by the complainant,” the 
report says, “was not permitted by the tariffs or by 
the terms of the embargo. Entirely apart from the em- 
bargo or any occasion therefor, complainant’s failure to 
indicate on the bill of lading that the shipment was for 
export would deprive him of the fifteen days’ free stor- 
age, for which he éontends.” If he had indicated the 
staves were for export, the embargo would have caused 
them to be held either at Cincinnati or Greensborough. 


LUMBER TO EASTERN COLORADO 


In a :cport by Commissioner Clements on I. and S. No. 
959, Lunber to Eastern Colorado, Opinion No. 4383, 43 
.C. © 687-8, advances on lumber from the coast and 
Trucke groups in California to destinations east of Brush 
and Ste ling, Colo., were held to have not been justified. 
The ta: fs must be canceled by June 1. The advances 
Were mode at the instigation of the Burlington to cure 
What S »kane lumbermen claimed was a discrimination 
against ‘hem. At the hearing the Burlington’s witness 
guesse’ that that carrier, in its anxiety to mollify the 


Spokane lumbermen, who give it the long haul into that 
territory, had overdone the thing a little. The Burlington 
offered to put in graded rates instead of rates grouped as 
to points of origin and as to destinations. The Commis- 
sion condemned both propositions as an unreasonable way 
to make the proposed readjustment. It did not say whether 
there should be any readjustment at all. 


CLASS RATES FROM HUTCHINSON 


In No. 8272, Hutchinson Traffic Bureau vs. C., R. I. & 
P. et al., opinion No. 4384, 43 I. C. C., 689-94, the Commis- 
sion has condemned as unreasonable the first four class 
rates from Hutchinson to points southwesterly from Santa 
Rosa, to and including Alamogordo, as unreasonable. It 
found that the same rates from Hutchinson to Santa Rosa, 
including points in Oklahoma, after taking into account 
corrections made by the carriers,“ had not been shown to 
be unreasonable or unjustly discriminatory. The Com- 
mission also examined the fifth and A classes and found 
them not subject to the criticisms which were passed 
on the first four classes applying between Santa Rosa 
and Alamogordo. The carriers admitted the complaint 
was justified in so far as it applied to the first four 
classes to most of the points southwest of Santa Rosa on 
the El Paso & Southwestern. They offered to readjust 
them by establishing jobbing rates from Hutchinson based 
on differentials under Kansas City. The Commission ex- 
pects them to carry out their agreement within thirty 
days, else it will issue an order to that effect. 


NAMING OF PROPER PARTIES 


In No. 8904, McDavitt Brothers et al. vs. St. Louis, 
Brownsville & Mexico et al., opinion No. 4385, 43 I. C. C., 
695-6, the Commission has strictly enforced its rule re 
quiring proper parties to be named in complaints. This 
complaint was dismissed, without prejudice, because the 
proper railroads were not named. The complaint, as filed, 
was laid against rail carriers having their rails wholly 
within Texas. It attacked as unreasonable and unjustly 
discriminatory tariff rules to which rail carriers in other 
states are parties and which require that weights of 
cabbages and other vegetables shipped to interstate des- 
tinations shall be ascertained at points of origin; that 
correction of rates will be made only in case of “obvious 
error;” that ventilating racks used in shipping cabbages 
shall be furnished by the shippers, and that “charges will 
be assessed on gross weights of contents of cars,” includ- 
ing the racks, subject to the established carload minimum. 
The St. Louis, Brownsville & Mexico moved to dismiss 
for lack of proper parties. At the hearing the facts de 
veloped that the shipments were sent to St. Louis, Chi- 
cago and other points east of the Mississippi and north 
of the Ohio rivers. The Commission could not have made 
an orier against them, because they had no opportunity to 
be heard. 


DECISION AFFIRMED - 


The Commission, in a report by Commissioner Mc- 
Chord, on rehearing, has declined to change its decision 
in No. 7514, Fairmont Creamery Co. vs. Adams Express 
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Co. et al., opinion No. 4388, 43 I. C. C., 724-5. That opin- 
ion was and continues to be that the Commission has no 
jurisdiction over the joint express rates on cream from 
points in Canada to Buffalo. The complainant, on re- 
hearing, pointed to that part of the statute which says 
the Commission shall have jurisdiction over property 

“shipped from a foreign country to any place in the United 

States and carried to such place from a port of enti 
either in the United States or an adjacent foreign coun- 

try.” The Commission adhered to its finding that its 

decision in International Paper Co. vs. D. & H., 33 I. C. C., 

207, controls in this case. Im that case the Commission 

said it undoubtedly controlled that part of the rate per- 

taining to the haul in this country, but it could see no 

good to the complainant in ordering the American carrier 

separately to establish its rate, thereby forcing the traffic 

to move on a combination higher than the through rate. 

In the instant case the Commission called attention to 

the fact that Buffalo is the port of entry and also the 

destination. 


MILWAUKEE GRAIN SWITCHING 


In a report written by Commissioner McChord on No. 
8870, Chamber of Commerce of the City of Milwaukee vs. 
C., M. & St. P., opinion No. 4389, 43 I. C. C., 725-6, the 
Commission has found that the carrier’s practice of ab- 
sorbing switching charges at Milwaukee on grain accorded 
transit at interior Wisconsin points and forwarded East 
through Milwaukee via lake-and-rail lines, while refusing 
to absorb such switching on like products accorded transit 
at Milwaukee, subjected millers at Milwaukee to undue 
prejudice and disadvantage. The Milwaukee millers, by 
reason of the refusal of the defendants, were compelled 
to pay a switching charge of 1.5c on a 60,000-pound mini- 
mum. As applied to the average car of grain products 
that charge, the report says, has been equivalent to about 
2c per 100 pounds. This situation, so far as the Mil- 
waukee road is concerned, has existed since September, 
1910, but the outbound lake lines have always absorbed 
the switching charge on this as well as other traffic until 
the Great Lakes Transit Corporation came into existence. 
The latter refused to absorb the switching of cars across 
Milwaukee, and the shippers had to pay. Commissioner 
McChord said the question as to what the Great Lakes 
Corporation should do was not before the Commission in 
this case. He could see no reason for the Milwaukee’s 
switching transit grain at interior Wisconsin points and 
refusing to perform a like service for the miller at Mil- 
waukee. The carrier must mend its ways on or before 
July 2, either by refusing to switch at interior points or 


by switching at Milwaukee. 


RATING CASE DISMISSED 


An order of dismissal has been entered in No. 7598, 
Industrial Traffic Association vs. Baltimore & Ohio et al., 
opinion No. 4391,-43 I. C. C., 729-31, the decision being 
that second class rating on chain hoists, L. C. L., in Offi- 
cial Classification territory had not been shown to be 
unreasonable or unduly prejudicial. Chain hoists, as the 
Commission views them, are glorified pulley or tackle 
blocks, of greater value per pound, and much more in- 
tricate, being equipped with devices whereby the lifting 
power is made much greater than the simple pulley block 
rated third class in L. C. L. quantities. Until June 1, 
1915, they were rated as machinery not otherwise speci- 
fied. On that day they were separately classified and 
given second class rating. The complainants alleged the 
railroads were transporting chain hoists for competitors 
not represented in the complaining association at third 
class. The Commission expects the carriers to examine 
that declaration and apply the proper rating, if the fact 
is as asserted. 


UNREASONABLE RATE 


An order of reparation has been made in No. 8226, 
L. Natenshon & Co. et al. vs. C., M. & St. P., opinion 
No. 4392, 43 I. C. C., 731-3, on account of an unreasonable 
rate on green salted hides and pelts shipped after July 
1, 1914, from LaCrosse, Wis., to Chicago, because they 
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wery in excess of the rates on packing-house pro:djucts 
from and to the same points. 


OVERCHARGES ON GRAIN 


It was all right for the Great Northern to comp: ! the 
cancellation of surplus transit billing on Aug. 14, 1912, at 
Melrose, Osakis and Janesville, Minn., Huron and Water. 
town, S. D., and Lidgerwood, N. D., according to the 
report of the Commission in No. 7077, Melrose Milling 
Co. vs. Great Northern, and related cases, about ‘ifteen 
in number, opinion No. 4395, 43 I. C. C., 741-4. It was 
wrong, however, for the carrier to compel the complain. 
ants to pay more than the local rate to the milling points, 
on grain which had been shipped in under transit privi. 
leges, and then consumed locally, even if the inbound part 
of the transit rate was higher than the local to the milling 
point. The part of the transit rate up to the milling point 
accrued only in the event that the product went beyond, 
Inasmuch as the product did not go beyond, refund will 
have to be made down to the basis of the local rate as 
soon as the complainants have filed data showing over. 
charges. 


RATE ON COAL 


A rate of 15.8 cents per 100 pounds on ground soft coal 
from Rillton, Pa., to Chicago is not unreasonable, there- 
fore the Commission has dismissed No. 8509, S. Ober- 
mayer &Co. vs. Pennsylvania Co. et al., opinion No. 4396, 
43 I. C. C., 745-7. The complaining company asked for 
the application of the commodity rate of $1.90 per ton 
on bituminous coal between the points in question. Prior 
to 1913 the complainant shipped its product as ground 
coal and paid sixth class, which has been the rating in 
Official Classification territory since 1903. In that year 
the carriers compelled it to change its description to 
foundry facings, which is the trade name the ground coal 
bears among, those who use it to dust over their sand 
molds. The railroads showed that ground coal does not 
compete with coal as fuel. Neither does coal compete 
with foundry facings. They also showed that coal for 
fuel moves on an average load of 99,000 pounds, while 
the foundry facings move in box cars with an average 
loading of 49,000 pounds. They obtain a revenue of $94 
per car from coal and only $77.72 from a carload of ground 
coal used for foundry castings facings. Coal briquettes 
and boulets, which take eighty per cent of sixth class, 
the carriers pointed out, compete with coal as fuel, and 
must move as fuel or not at all, while ground coal suit- 
able for use as foundry facings has no such competition. 
The complainant pointed out that dry core compound and 
foundry flour moved at less than sixth class, but the 
Commission answered that by directing attention to the 
fact that in Core Compound and Foundry Flour in Official 
Classification Territory, 43 I. C. C., 734, it found the car- 
riers had justified an increase in the rating on such arti- 
cles up to sixth class, so whatever discrimination there 
had been between the two commodities has been removed. 


REPARATION AWARDED 


Reparation has been awarded in No. 7828, Knoxville 
Iron Co. vs. A. B. & A. et al., opinion No. 4397, 43 I. C. C, 
747-8, on account of an unreasonable charge on a carload 
of iron ore from Chalybeate Springs, Ga., to Knoxville. 


PINE TIES AND LUMBER 


In accordance with its well-established rule the Com- 
mission has ordered reparation in No. 8363, James Craw 
ford vs. Texas & Pacific et al., opinion No. 4399, 43 I. C. C: 
753-4, on shipments of pine ties from Paxton, Lamont, 
Sacul, Trawick, Nivac, Thoms, Splendora, Shawnee and 
Huntington, Tex., to El Paso, destined to Pearson, Mex 
ico, because they exceeded the rates contemporaneously 
applicable to pine lumber from and to the same points. 


CLEANING LIVE STOCK CARS 


The Commission has dismissed No. 8319, South Omaha 
Live Stock Exchange vs. Chicago Great Western et al. 
opinion No. 400, 43 I. C..C., 755-6. The Commission held 
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that charges for cleaning and disinfecting live stock cars 
had been properly imposed. They were $4 for a double 
and $2.50 for a single deck car. The attack was not on 
the reasonableness of the rates, but on the applicability 
of the charges to the cars in question, because the ani- 
mals transported therein were admitted to be free of 
disease. The question rested wholly on the meaning to 
be attached to the words in the rules, “concerning the 
transportation of diseased, exposed, or infected live stock.” 
They have since been eliminated from the tariff note, say- 
ing. the published rates will not include charges for the 
cleaning and disinfecting of cars, “made necessary by 
federal, state, county or municipal regulations concerning 
the transportation of diseased, exposed, or infected live 
stock.” The carriers. contended that the words merely 
described the regulations and not the live stock. The 
regulations require the cleaning and disinfecting of all 
cattle cars during quarantine periods, regardless of the 
condition of the animals transported therein. The Com- 
mission agreed with them, holding that the obvious in- 
tention was to make the shipper bear the cost of such 
cleaning and disinfecting as was made necessary by rules 
and regulations concerning the transportation of diseased, 
exposed, or infected live stock. The railroads have avoided 
the possibility of dispute by simply omitting their descrip- 
tion of the character of the government regulations re- 
quiring cleaning and disinfection. 


GASOLINE AND NAPHTHA 


An award of reparation has been made in No. 8550, Gulf 
Refining Company vs. St. Louis, San Francisco & Texas et 
al., Opinion No. 4401, 43 I. C: C. 757-9, on account of unrea- 
sonable rates on gasoline and naphtha shipped from North 
Fort Worth, Tex., to Kiefer, Okla. The rates imposed were 
forty-seven and forty-five cents per 100 pounds. The first 
rate, the Commission found, was not the legal one. The 
forty-five-cent rate was. The carriers admitted the 45- 
cent rate to be unreasonable to the extent that it exceeded 
the rate of 32 cents subsequently established and now in 
effect. The matter was informally presented, but not set- 
tled. Owing to the failure of the complainants to file the 
case formally within six months after being advised the 
claim could not be informally adjusted, only such ship- 
ments as were delivered after December 20, 1913, will be 
subject to reparation. 


FORMER DECISION AFFIRMED 


Affirming its former findings in No. 7000, A. L. Green- 
berg Iron Company vs. Chicago & Eastern Illinois et al., 
opinion No. 4403, 44 I. C. C., 263-5, the Commission has 
entered an order of dismissal. The former finding was 
that the Western Classification rating of fourth class, 
20,000 minimum, subject to rule 6-B, on galvanized sheet- 
steel culverts, set up, from Terre Haute to Texas points, 
applying in 1912 and 1913, had not been shown to be 
unreasonable or unjustly discriminatory. The complainant 
thought it unreasonable that the galvanized culverts should 
be rated higher than cast-iron pipe. 


CHARGES ON POTATOES 


Complaint No. 8048, Skallerup Brothers vs. A., T. & 
S. F. et al., opinion No. 4404, 44 I. C. C., 266, has been 
dismissed. The Commission held that charges on a Car- 
load of potatoes from Holt, Cal., to Chicago were not 
based on erroneous weights, as alleged. The complain- 
ants showed an invoice saying the potatoes weighed 30,100 
pounds. The track scales at a point seven miles east of 
Holt showed 32,600 pounds. 


REPARATION FOR SWITCHING 


CASE NO. 1023 (44 I. C. C., 267-274) 
BUFFALO UNION FURNACE COMPANY ET AL. VS. 
LAX<E SHORE & MICHIGAN SOUTHERN RAILWAY 
COMPANY ET AL. 
Submitted Dec. 10, 1915. Opinion No. 4405. 


usther hearing with respect to the question of reparation 
™ vitching services performed by the Buffalo Union 
co. saa: R. R., the plant facility of the Buffalo Furnace 


“2 of undue prejudice in the original report, 21 I. C. C., 
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620, in favor of the Cleveland F'urnace Company affirmed 
and made to include certain other furnace companies. 

2. Reparation awarded upon the basis of the cost of the inter- 

change switching service performed by the Buffalo Union 

Terminal R, R 


McCHORD, Commissioner: 


The further hearing of this case, which was originally 
reported in 21 I. C. C., 620 (The Traffic World, Dec. 2, 
1911, p. 940), involves the determination of the amount 
of reparation to be awarded for the service of switching 
cars from and to the plant of complainant, Buffalo Union 
Furnace Company, performed by its industrial railway, the 
Buffalo Union Terminal Railroad Company, which is also 
a complainant. In the original report we held that the 
defendant carriers had unduly preferred the Cleveland 
Furnace Company, located at Cleveland, Ohio, by making 
allowances to the Cuyahoga Valley Railroad Company, its 
plant facility, for switching and spotting services, while 
refusing such allowances to complainant railroad com- 
pany, thereby subjecting complainant furnace company to 
undue prejudice, in violation of section 3 of the act. The 
defendants were required to cease and desist from such 
violation, and the case was held open for further hearing 
upon the question of reparation. An order entered under 
date of Dec. 6, 1911, postponed indefinitely the order re- 
quiring the removal of the undue prejudice pending -our 
investigation in Docket No. 4181, the Industrial Railways 
case, and allowed the complainants to proceed to present 
their proofs of the amount of reparation which should be 
awarded. Reports have beem handed down in the inves- 
tigation referred to, 29 I. C. C., 212 (The Traffic World, 
Jan. 31, 1914, p. 218), and 32 I. C. C., 129 (The Traffic 
World, July to December, 1914, p. 919), but a final order 
has not yet been issued in this proceeding. 


The finding of undue prejudice to the complainant fur- 
nace company upon the facts stated in the original report 
is hereby affirmed, not only as to the Cleveland Furnace 
Company, but also as to the various other furnaces through- 
out these districts which received allowances’ or free 
spotting. 

The record shows clearly that the practice of making 
such allowances to blast furnaces and steel plants was 
an established custom and usage, not only within the 
Buffalo switching district, Lackawanna and Cleveland, 
but extending through that industrial region. Complain- 
ants have been made the exception to this rule. The 
record discloses no explanation for this flagrant exception. 
We find that the discrimination in favor of the Cleveland 
Furnace Company and others was continued from Aug. 
1, 1905, until April 1, 1914, when the carriers voluntarily 
withdrew their tariffs providing for an allowance on switch- 
ing performed by the Cuyahoga Valley Railway Company 
and others. No order for the future based upon the find- 
ing of discrimination is deemed necessary. We are here 
concerned solely with the question of the amount of rep- 
aration due, based on our previous finding of undue preju- 
dice. 


This case was set down for further hearing in May, 
1915, at which time the parties stipulated that the allow- 
ances to the Cuyahoga Valley Railroad Company had been 
continued until April 1, 1914; that certain evidence and 
exhibits submitted in the Industrial Railways case be 
made a part of the record herein; and that, generally 
speaking, the spotting of cars without charge by the 
trunk line carriers at points in the Pittsburgh and Ma- 
honing and Shenango Valley districts had been continued 
up to the date of the hearing. Tariffs proposing to make 
a charge therefor were then under suspension in Inves- 
tigation and Suspension Docket No. 435, Car Spotting 
Charges. With respect to their demand for an allowance 
the following additional evidence was submitted by the 
complainants: At a meeting of the Buffalo Freight Com- 
mittee in February or March, 1906, representatives of 
practically all of the railroads entering Buffalo and offi- 
cers of complainants were present. The latter called 
attention to the fact that the complainant railroad was 
spotting cars for the furnace company; that the defend- 
ants were making allowances to certain furnace companies 
for like work and for certain other furnace companies 
were doing the work themselves, and asked that a similar 
allowance be made to them. The committee replied to 
this demand under date of March 29, 1906, as follows: 


The matter was duly considered at a meeting of the roads in 
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the Buffalo freight committee on the 27th instant, and it has 
appeared, on thoroughly looking into the subject in conjunction 
with the operating officials of the respective roads, that the 
Buffalo Union Terminal R. R. was not doing any work for the 
Buffalo roads that would otherwise be performed by them- 
selves; the conclusion was reached that the Buffalo freight 
committee had no ground upon which to recommend the grant- 
ing of the application for the switching allowance in question. 


The carriers contend that no reparation should be 
awarded because it was testified by one of complainants’ 
witnesses that it would be uneconomical, undesirable, and 
impracticable for the line-haul carriers to switch within 
the plan. This contention is without merit, as the record 
shows that the same conditions existed at the plant of 
the Cleveland Furnace Company. 

The question is raised whether shipments which. moved 
during the period from April 1, 1907, to and including 
Dec. 1, 1909, are barred by the statute of limitations. The 
complaint, filed April 3, 1907, prays that the defendants 


be required to-reimburse the furnace company in the’ 


amounts paid by it to the terminal company for trans- 
ferring and switching “since the first day of August, A. D. 
1905, which sums are as follows, to wit: * * *,” This 
is followed by a statement setting forth the number of 
cars handled by each defendant and the amount of rep- 
aration claimed. We think that the general prayer for 
reparation contained in the complaint is sufficient to toll 
the statute as to all shipments on which reparation is 
claimed. The specific prayer for reparation merely sets 
forth the amounts demanded from the various defendants 
on shipments which had moved prior to the filing of the 
complaint. 

The carriers rely in large measure upon the contention 
that the complainants have failed to prove damages, under 
the decision of the Supreme Court in Pennsylvania R. R. 
Co. vs. International Coal Co., 230 U. S., 184. In that case 
the Supreme Court held that the fact that shipments were 
made at a discriminatory rate did not, as a matter of 
legal right itself, entitle the complainant to an award of 
reparation based upon and measured by the difference 
between*the published rate paid by the complaining ship- 
per and the lower rate extended to a favored shipper in 
the form of a rebate. The court said, pages 197 and 200: 


But although this suit was brought to enforce a cause of 
action given by this section (section 8) to any person injured, 
it is a noticeable fact that in its pleading the plaintiff does not 
claim to have been damaged, and there is neither allegation nor 
proof that it suffered any injury. * * * Before any party 
can recover under the act he must show not merely the wrong 
of the carrier, but that that wrong has in fact operated to his 
injury. * * * It is exceedingly doubtful whether there was 
at common law any right of action for any sort of damages in 
a case like this, while this statute does give a clear, definite 
and positive right to recover for unjust discrimination. 


In the instant case no rebate is involved; the pleadings 
sufficiently allege damages arising out of the unlawful 
discrimination which we have found to exist; and there 
is sufficient evidence to prove that the wrong of the car- 
rier has in fact operated to complainants’ injury. 

The furnace company was in competition with the Lack- 
awanna Steel Company, the Cleveland Furnace Company 
and many other iron manufacturers located in western 
Pennsylvania and eastern Ohio. There was competition 
between these manufacturers in the purchase of coal, 
coke, limestone, iron ore and various other materials. 
Other furnaces in the Buffalo-Black Rock switching district 
received their raw materials at the same line-haul rate, 
and the cars consigned to certain of these furnaces were 
spotted by the trunk lines or allowances for spotting 
were made to the industrial roads. The transportation 
charges paid by the furnace company were higher than 
those paid by its competitors for a service substantially 
similar in all respects. Complainant furnace company and 
these competing furnaces were engaged in manufacturing 
the same kinds of iron, which were sold in the same 
competitive markets. 21 I. C. C., 625. It was forced to 
meet and did meet the prices at which its competitors 
sold. Under such circumstances it was impossible to add 
the cost of performing the terminal switching to the sell- 
ing price of such products. In consequence complainant 
was compelled to absorb that cost out of its profits. It 
inevitably follows that the complainant furnace company 
suffered a loss in profits measured by the cost of that 
interchange switching service, and we find that it was 
damaged to the extent of such cost. 

There remains for consideration the determination of 
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the amount of damages proven, having in mind that a 
reasonable allowance, if voluntarily made by the carrier, 
would be the cost of the service to the industry, o: not 
greater than the approximate cost of that service t« the 
carrier; and that any greater allowance would savor of 
a rebate. Chicago, West -Pullman & Southern Rai'road 
Co. case, 37 I. C. C., 408, 414 (The Traffic World, Jaz. &9, 
1916, p. 241). The parties have entered into a stipu! ition 
as to the number of cars handled by complainant ter?iina] 
railroad. The total number of cars which complai: ants’ 
statements of operations show were interchanged diiring 
the entire period was 162,524, of which 46,745 were hap. 
dled to or from Buffalo on rates of less than 50 cenis per 
ton, leaving 115,779 on which the claim for reparation was 
based. Complainants have further reduced their claim 
to the number of cars which the carriers were able and 
willing to stipulate had been interchanged to 85,915. The 
effect of the stipulation is an abandonment upon the part 
of complainant of its claim covering 29,864 cars. The 
allowances to the Cuyahoga Valley Railroad Compaiuy at 
the different periods involved herein were as follows: 


(1) $1.50 per car of raw materials inbound, between Aug. 1, 
1905, and July 1, 1906; 

(2) $2.50 per car of finished products outbound, between Aug, 
1, 1905, and July 1, 1906; 

(3): $2.50 per loaded car inbound or outbound, between July 
1, 1906, and March 31, 1914. 

Limited at all times, however, to cars upon which charges 
were paid at a rate of 50 cents: per ton or more. 


The stipulations as to the number of cars handled were 
prepared upon this basis. 

The record also contain statements filed as exhibits, 
showing the expenses and receipts of the terminal railroad 
for the periods of Aug. 1, 1905, to June 30, 1906; July 1, 
1906, to Dec. 31, 1906; January 1 to December 31 for the 
years 1967 to 1913, inclusive; and January 1 to March 31, 
1914. There is also shown the total number of cars 
switched or spotted by the terminal railroad to points 
of delivery and from points of loading at the plant of the 
furnace company from or to the main sidetracks of con- 
necting line-haul carriers, which traffic moved in inter- 
state commerce beyond the switching limits of Buffalo 
at a freight rate of 50 cents or more per ton. These 
statements are uniform, and the one covering the year 
1907 will suffice to explain our method of arriving at the 
cost of operation. 


STATEMENT OF COST AND REVENUE OF OPERATING 








THE BUFFALO UNION TERMINAL R. R. CO. FROM 
JANUARY 1 TO DECEMBER 31, 1907. 
EXPENSES. 

Item No. ; 
1. Superintendents, foremen, clerks and timekeepers..$ 4,377.08 
ee re rs Sr amipciena mee 29,809.14 
38. Locomotive and Car repairs ......cceceeeeesceececes 11,844.30 
4. Track and yard MAINtENANCE. .... cccccccccdcccccseece 8 323.25 
i RON | bs ar alemare heme e eb oeeewhenenr ene eed Pa 537.86 
6. Tools and miscellaneous supplies case Lee 
en oo orn ciate a Rae ore ea am ale card Ga aaa ter Re A Lg nee 371.69 
RES Re See ie Cee NA 10,178.59 
SN CN ooo kein. edn On ante co bacoe cckuneeeeeewne 2,497.16 
RR cep ree een re enn gre rare 2,795.21 
ee en GUE ow. ewalpagans wainere Giniaae ack nian Oat eS 1,178.98 
IIIS cide aataraata Jace pak acai awk wae Gira mie moe Re Oe Rian FAIRo® 9,999.94 
Oe. 5c Fann moe cinmoucae sos coms canes aeseaenenios-s 1,200.00 
ND tts oe hs ks wine al weg eleb ae aaa aeene wale nreines $84,329.91 
RECEIPTS. oe 
Sie NEE on Oe aa ae olan nara sii Set iaer Bena eee Wiaraeors $ 220.34 
16. From the Niagara Cement Co, et al. for switching __. 
Ses came. Oh SEP MOP GAP. sickp.cincecclecdnesensnce 5,552.50 
17. From the Empire Lime Co. for switching 3 cars at : 
EAP Ri tee ere 3.00 

18. From the Buffalo Union Furnace Co. on internal 
movement of 53,918 cars at 75 cents each..... isi 10,438.00 
19. From the Buffalo Union Furnace Co. on their in- _ a 
Deowund and OULDOUNA CAFE oocccc cecvcdccsccescsses 28,116.07 
| ET te Pee ee mR My See Serres aa Seen $54,329.91 


There were handled inbound and outbound for ‘he fur 
nace company an aggregate of 19,229 cars, of whic! 13,630 
moved at a freight rate of 50 cents per ton or more. | 

Items 1 to 11, inclusive, appear proper and not ex«essive. 
The plant of the furnace company occupies about ”5 acres 
of land, which is leased upon a sliding scale at : rental 
averaging approximately $78,000 per year. The directors 
of the furnace company charge the terminal railro: 1 about 
$10,000 per year for rent, this amount including 1 >t only 
right-of-way but also cars and locomotives. Item 2 must 
be eliminated, following the principle that where a private 
siding owned by an industry is used by a carrier in spot 
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ting cars billed to and switching cars from that industry 


no allowance is made to the industry by the carrier for 
the use of the private siding; and for the reason that no 
division is made showing the proportion properly ap- 
plicable to the interchange movement. 
reason item 13 should also be eliminated. 

In iiem 18 the internal movements for the furnace com- 
pany are shown as 53,918 cars at 75 cents, or $40,438, 
cents is an arbitrary 
charge for such a movement, it is based upon the judg- 
ment of the terminal railroad’s officers from actual ex- 
perience, taking into consideration the short length of 
movement and the number of cars handled. 


which it must stand. While 75 


After eliminating the items “rent” 


and 


For th 


e latter 


“taxes,” the 


cost of the interchange movement is derived as follows: 


AVERAGE COST PER CAR APPORTIONED TO AGGREGATE 
INTERCHANGE MOVEMENT PERFORMED FOR THE 
LINE-HAUL CARRIERS BY PERIODS. 


Cost 

of in- 

terchange 

Period. movement. 
Aug. 1, 1905, to June 30, 1906.$26,717.49 
July 1, 1906, to Dec. 31, 1906.. 16,628.68 





Oe rrr err 26,916.13 
ed SOUR. camwenann nee was ene 14,404.71 
MT 2908 occasaccc se esse eaexs 36,161.07 
Me SONG 6 iticescues cmabae Genes 40,842.77 
OS > ee ere eee eae 25,129.78 
ee | ee eee ener 28,628.20 
ee ee err er 38,512.60 
Jan. 1 to Mar. 31, 1014.......<+ 7,344.39 

EL. sos specie aiaeiceecone $261,285.82 


*Includes the 46,745 cars interchanged but handle 


Number 
of cars; 
aggre- 
gate 
inter- 
change. 
20,458 
10,295 
19,229 
13,661 
18,017 
19,186 
18,547 
20,396 
19,100 


3,635 


$162,524 





Aver- 
age 
cost 
per 
car al- 
lowed. 
$1.306 
1.615 


1.054 





to or from Buffalo of less than 50 cents per ton. 


The number of cars switched by the terminal railroad 
from or to the point of loading or delivery within the 
plant of the furnace company are stipulated and agreed 
upon by months and years, beginning Aug. 1, 1905, and 
ending March 31, 1914. The stipulations also show the 
number of cars of raw materials which moved Aug. 1, 
1905, to June 30, 1906, and the number of cars of finished 


products moved within the same period; 


Aver- 
age 
cost 
per 
car as 
cl’med. 
1.80 
2.159 
1.982 
1.876 
2.629 
-717 
.96 
.959 
-61 
79 


Doe bo 


dat a tate 


and cover, 


throughout that time, and up to March 31, 1914, only the 
cars upon which the rate of freight paid was 50 cents 
per ton or more. The average cost of operation has been 
applied to the agreed and stipulated number of cars, and 
the results are shown in the following table: 


The Delaware, 
Lackawanna & 


Western R. R. Co. Erie R. R. Co. 
Num- Amount Num- Amount 
ber of repa- ber of repa- 

Period, cars. ration. cars. ration. 
Aug. 1, 1905, to June 30, 1906: 

Average per car, $1.306; 

PAW MAECTIAT ss 0ccies5060 3 $3.92 96 $125.38 

Average per car, $1.306; 

finished products ...... 55 71.83 742 969.05 
July 1, 1906, to Dee. 31, 1906: 

Average per car, $1.615.. 17 27.45 749 1,209.63 
1907, average, $1.40........ 71 99.40 1,064 1,489.60 
1908, average, $1.054....... 18 18.97 709 747.29 
1909, average, $2.007....... 44 88.31 826 1,657.78 
1910, average, $2.129....... 56 119.22 1,185 2,522.87 
1911, average, $1.355....... 317 429.54 1,474 1,997.27 
1912, average, $1.40........ 118 165.20 2.000 2,800.00 
1913, average, $2.016....... 33 681.41 5,118 10,317.89 
Jan, 1, 1914, to Mar. 31, 1914: . 

PUCVAEC, $2.02 econ cc oss 197 397.94 1,463 2,955.26 








NM aso od Veclouso nate 1,234 $ 1,103.19 
Grand Trunk Lehi 
Ry. Co. of Canada. 
Num- Amount Num- 
; ber of repa- 
Period. cars. ration. cars. 
Aug. 1, 1905, to June 30, 1906: 
Average per car, $1.306; 
ew material .....<.66. 0 $0.00 1 
Average per car, $1.306; 
finished products ..... 127 165.86 65 
July 1, 1906, to Dee. 31, 1906: 
say ras" per car, $1.615.. 59 95.28 14 
ine average, $1.40.......- 43 60.20 10 
1909" average, oe ee 128 134.91 163 
1910" average, $2.007....... 82 164.57 125 
19 » Average, $2.129....... 26 55.35 65 
a average, $1.355....... 65 88.08 76 
= average, $1.40........ 244 341.60 65 
; 3, average, $2.016....... 351 707.61 51 
an. 1, 19 to Mar. 31, 1914: 
Average, $2.02 .....0..0.. 22 44.44 19 
ee 1,147 $ 1,857.90 654 $ 











15,426 $26,792.02 


gh 


Valley R. R. Co. 


Amount 


ber of repa- 


ration. 


$1.31 
84.89 


22.61 
14.60 
171.80 
250.88 
188.39 
102.98 
91.00 
102.82 


38.38 


1,019.06 


Period 


The Lake 


Aug. 1, 1905, to June 30, 1906: 


Average per car, $1.306; 
raw muterial 
Average per car, $1.306; 


finished products ...... 


July 1, 1906, to 


Dec. 31, 1906: 


Average per car, $1.615.. 


1907, average, 
1908, average, 
1909, average, 
1910, average, 
1911, average, 
1912, average, 
1913, average, 
Jan. 1, 1914, to 


RR aca ok e's 
Or eegeee 


Mar. 31, 1914: 


Revere SEGE 65 shececkee 


Period, 
Aug. 1, 1903, to 


Average per 


975 





Shore & Michigan Michigan 
Southern Ry. Co. Central R. R. Co. 
Num- Amount Num- Amount 
ber of repa- ber of repa- 
cars. ration. cars. ration. 
1,885 $2,461.81 67 $87.50 
486 634.72 49 63.99 
2,284 3,688.66 35 56.53 
3,511 4,915.40 92 128.80 
1,063 1,120.40 18 18.97 
993 1,992.95 117 234.82 
1,294 2,754.93 99 210.77 
1,627 2,204.59 298 403.79 
2,052 2,872.80 519 720.60 
1,58 3,100.61 273 550.37 
200 404.00 10 20.20 
16,983 $26,150.87 1,577 $2,502.3 


The New York 


Central & Hudson 


River R. R. Co. 


Num- 
ber 
cars. 


June 30, 1906: 


car, $1.306; 


TOW IOTOTIOE ics i<cc:0 05. 
Average per car, $1.306; 
finished products ...... 
July 1, 1906, to Dec. 31, 1966: 


Average per 
1907, average, 
1908, average, 
1909, average, 
1910, average, 
1911, average, 
1912, average, 


1913, average, $2 


car, $1.615.. 


Jan. 1, 1914, to Mar. 31, 1914: 
Avera@e, S208 cececcccdic 


Total .... 


Period. 


Aug. 1, 1905, to June 30, 1906: 


Average per 


raw materi 


Average per 


car, $1.306; 
~ See 
car, $1.306; 


finished products ...... 
July 1, 1906, to Dee. 31, 1906: 


Average per 
1907, average, 


1908, average, $§ 


ear, $1.615.. 
fF 


1909, average, $2, 


1910, average, 
1911, average, 
1912, average, 
1913, average, 


$2016 5c. 


Jan. 1, 1914, to Mar. 31, 1914: 
Arveragw@e, $2.07 ...0cscsces 


0 


3,578 
1,358 
2,684 
1,965 
2,872 
2,935 
2,713 
2,258 
2,210 


517 
23,091 





The Pennsylvania 





Amount 
of repa- 
ration. 


$0.00 


Osh 


$37,046.09 


KR. KR. Ce. 

Num- Amount 
ber of repa- 
cars. ration. 
1,913 $2,498.38 
33 43.10 
1,137 1,836.26 
2537 3,551.80 
4,563 4,809.40 
5.767 11,574.37 
2,552 5,433.21 
409 554.19 
2,922 4,090.80 
3,194 6,439.10 
139 280.78 
25,166 $41,111.39 


The New York 
Chicago & St. 
Louis R. R. Co. 


Num- Amount 
ber of repa- 
cars. ration. 
11 $14.37 

26 33.96 

59 95.29 

83 116.20 

74 78.00 
196 393.37 
68 144.77 

54 73.17 

47 65.80 

47 94.75 

22 44.44 





687 $1,154.12 


Total. 
Num- Amount 
ber of repa- 
cars. ration. 


3,976 $5,192.67 
5,161 6,740.27 


5,713 ~ 9,226.50 
10,095 14,133.00 
8,701 9,170.85 
11,022 22,121.15 
8,280 17,628.12 
7,033 9,529.72 
10,225 14,315.00 
13,120 26,449.92 


2,589 5,229.78 
85,915 $139,736.98 





From Aug. 1, 1905, to June 30, 1906, raw materials and 
finished products were being switched for the Cleveland 
Furnace Company at $1.50 and $2.50 per car, respectively, 
but as the cost of this service to the terminal railroad 
during this period, shown in the first horizontal column, 
was $1.306 per car, that average cost is applied to cars 
of raw material and finished products alike. The ver- 
tical columns show the total amount of reparation due 
from each carrier. 


Upon all the facts of record we are of the opinion and 
find that complainant Buffalo Union Furnace Company 
made the shipments as described, and paid and bore the 
cost of the interchange switching service performed by 


its plant facility, 


the Buffalo Union Terminal Railroad 


Company, which cost of service, being in addition to the 
rates for the line-haul movements, is herein found to have 
been unduly prejudicial; that it has been damaged to the 
extent that the cost of service herein found reasonable 
exceeded the charges that would have accrued thereon 
at the rates for the line hauls; and that it is entitled to 
reparation in the sums set forth in the above table, with 
interest. An order will be entered requiring the defend- 
ants to pay to the complainant furnace company the 
amounts shown in the table above, with interest calculated 
upon the amount stated for each period at 6 per cent per 
annum from the day following the close of that period. 

HARLAN, Commissioner, dissents. 


































































LUMBER TO TEXAS PORTS 


l. AND S. NO. 968. (44 I. C. C., 275-277) 
Submitted Feb. 12, 1917. Opinion No. 4406. 


Proposed readjustment of rates on lumber and articles taking 
lumber rates from points in Louisiana and Texas on lines 
of respondents to Texas ports for export or coastwise move- 
ment found justified. 


HALL, Chairman: 

By tariff filed to become effective November 18, 1916, 
the New Orleans, Texas & Mexico Railway Company, and 
other Gulf Coast lines, together with the Kansas City 
Southern Railway Company, the St. Louis, Iron Mountain 
& Southern Railway Company, and several short connect- 
ing carriers, proposed rates on lumber and articles taking 
lumber rates from points in Texas and Louisiana on their 
lines to Beaumont, Galveston, Orange, Port Arthur, Port 
Bolivar, Sabine and Texas City, Tex., when for export or 
coastwise movement beyond the state of Texas. 

Upon protest by the Beaumont Chamber of Commerce, 
hereinafter termed protestant, we suspended operation of 
the tariff until September 18, 1917, pending investigation. 
The Orange Board of Trade was permitted to intervene. 
Rates are stated in cents per 100 pounds. 

The protest was against certain rates included in two 
items of the tariff. Item No. 5 named a rate of 6 cents 
from specified stations in Texas, and No. 10 rates of 7 
cents from one group and 6 cents from another group of 
stations in Louisiana, to Beaumont and to Orange when for 
such movement beyond. These rates were designated in 
‘the tariff as being reductions from the rates then in effect. 
Protestant contended that they were increases. Our con- 
sideration will be restricted to these items. 

After suspension of the tariff but before its effective 
date respondents issued a corrected tariff purporting to 
cancel that under suspension. This was rejected under 
our order which prohibits changes in rates while under 
suspension pending investigation. They now propose in 
lieu of the svspended tariff, to issue the corrected tariff 
with certain modifications of the rates under suspension. 
The contemplated readjustment is satisfactory to the 
Orange Board of Trade and would be satisfactory to the 
protestant if the rates applied to ship side. 

Beaumont has recently become a port of transshipment 
by completion in January, 1916, of a deep-water channel. 
Prior to the issuance of the tariff under suspension no 
rates to Beaumont for export or coastwise movement had 
been published. Orange became a port of transshipment 
at the same time as Beaumont. The tariff under suspen- 
sion was published primarily to provide rates for the 
large movement of lumber to Orange for export. To place 
the ports on a parity equal rates were published to Beau- 
mont for prospective movements of lumber for export. 

It is now proposed to publish rates from certain mills 
to Beaumont and to Orange which will reduce to 5 cents 
the 6-cent rate now under suspension on lumber and arti- 
cles taking lumber rates, and increase the rates on pine 
logs and squared timbers from 4 cents to 5 cents. 

The New Orleans, Texas & Mexico Railway admitted 
that the rates on lumber from its Louisiana mills to Beau- 
mont, for local delivery, were lower than the rates pro- 
posed in the tariff under suspension, but stated that they 
were to be advanced in harmony with increases made 
within the year to Houston and Galveston, Tex. 

As previously indicated, the protestant would approve 
the contemplated adjustment if the rates applied to ship 
side. Switching charges at both Orange and Beaumont 
are absorbed on competitive traffic and are not absorbed 
on noncompetitive traffic. Practically all of the points of 
origin are competitive. 

The protestant introduced no evidence. Its position is 
that Beaumont should be on a rate parity with Orange. 
It appears that there will be such equality in so far as 
line-haul rates are concerned. Any difference in the 
amount of traffic upon which switching charges are as- 
sessed is due to the proportion moving to each port from 
non-competitive points and to the different terminal facili- 
ties at the ports. The situation regarding switching 
charges is one which is not wholly within the compass of 
this proceeding, protestant admitting that when the lines 
serving Beaumont construct a line there to ship side the 
disadvantage will be eliminated. The representative of the 
Orange Board of Trade stated that in a short time, when 
the new municipal terminals at that port were completed, 
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a larger proportion of the shipments exported through 
Orange would be assessed switching charges. The cues- 
tion cannot be determined on the issue and record be!ore 
us. ° 
Upon the whole record we are of opinion and find that 
the adjustment proposed at the hearing has been justified 
and should be permitted to become effective. In order to 
avoid confusion our order will require the cancellation of 
the suspended tariff. Respondents may publish, effective 
upon not less than five days’ notice in the manner pre- 
scribed in section 6 of the act, rates in conformity with 
these views. 


HELENA-THEBES LUMBER 


In a report by Commissioner Harlan on I. & S. No. 951, 
Helena-Thebes Lumber, opinion No. 4407, 44 I. C. C., 277-8, 
the Commission has decided that the carriers have not 
justified the proposed cancellation of a tariff note provid- 
ing that rates on lumber from Helena will be made on the 
basis of 1 cent over the contemporaneous rates on the 
same commodity from Memphis. The protestants in the 
case were interested in the proportional rates from Helena 
to Thebes because they use it on shipments beyond that 
gateway and especially to destinations in Central Freight 
Association and in Western Trunk Line territories. The 
proportional from Memphis to Thebes is 8 cents on every- 
thing except to destinations in Western Trunk Line, to 
which it is seven cents; the proportional proposed will be 
one cent higher. If the proportionals were cancelled only 
the local rate of 11 cents would be available for making 
through rates to points in C. F. A. and Western Trunk 
Line where, through inadvertence, no through rates have 
been published. The protestants thought that in view of 
the fact that there might be points to which there are no 
through rates and that so long as the proportional rate is 
maintained from Memphis to Thebes in addition to the 
joint through rate from Memphis to points beyond Thebes 
there would seem to be no good reason why the note in 
question should not be retained. The Commission thought 
that no injustice would be done the railroads if they were 
required to maintain that note. 


PETROLEUM AND PRODUCTS 


Adhering to its findings in the Midcontinent Oil case, 
36 I. C. C., 109, the Commission, in a report writien by 
Commissioner Harlan, has dismissed No. 8688, Pierce Oil 
Corporation vs. Missouri, Kansas & Texas et al., opinion 
No. 4408, 44 I. C. C., 279-285. The gravamen in the com- 
plaint was that the rate of twenty cents on petroleum 
products from Kansas and Oklahoma refineries to St. 
Louis was unjust and unreasonable. The -Commission is 
of the same opinion it was when it decided the Mid- 
continent case. The Pierce Oil Corporation made a pro- 
test when the carriers, in compliance with the decision 
in that case, filed the twenty-cent rate, which is three 
cents higher than when the Commission ordered a get- 
eral investigation because there were many complaints. 
One of them was that, the seventeen-cent rate was too 
high because in excess of fifteen cents. 

The protest was disregarded and the oil corporation 
converted it into a complaint, with the result before indi- 
cated. Mr. Harlan treated the complaint as, in effect, a 
rehearing in the general investigation. On nearly every 
point made by the complainant he called attention to the 
fact that that consideration was urged on the Commis- 
sion in the Midcontinent case. He said experience might 
show defects in the readjustment based on the increase 
in the rate to St. Louis. He said it was obvious, however, 
that the rate to the gateway through which the largest 
volume of oil traffic passes, could not be made without 
affecting all other rates in the adjustment, hence the 
declination to disturb it. 

As to the contention of the independent oil refiners 
that the increase in rail rates makes it harder than ever 
for them to do business in competition with the pipe lines 
of the Standard, Mr. Harlan remarked that that situation 
also was referred to in the prior case. “But if the rail- 
roads do not feel that they cannot undertake toc meet 
these conditions the Commission should not compe! them 
to do so by forcing upon them rates than are less than 
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reasonable for the service they perform,” says the re- 
port, dismissing that phase of the subject. 


RATES ON MILL WORK 


In a report on No. 8894, William Cameron & Co. VS. 
Atchison, Topeka & Santa Fe, and portions of fourth sec- 
tion applications Nos. 618, 623, 627 and 630, filed by F. A. 
Leland, opinion No. 4409, 44 I. C. C., 286-96, the Commis- 
sion has condemned as unreasonable carload rates and 
minima on sash doors and other millwork from Ft. Worth 
and Waco, Tex., to destinations in Oklahoma. The report, 
written by Commissioner Meyer, also awards reparation, 
the amount of which is to be ascertained in accordance 
with rule 5 of rules of practice. 


The order of the Commission is that the railroads put 
into effect on or before July 1 a rate not to exceed 17.5 
cents with a minimum of 26,000 pounds to all points in 
Oklahoma in a territory bounded on the left and north by 
the lines of the St. Louis & San Francisco, El Dorado to 
, Altus, inclusive; of the Wichita Falls & Northwestern, 
Altus to and including Elk City; of the Chicago, Rock 
Island & Pacific, Elk City to and including Clinton; of the 
Kansas City, Mexico & Orient, Clinton to and including 
Thomas; of the St. Louis & San Francisco, Thomas to and 
including Okeene; of the Chicago Rock Island & Pacific, 
Okeene to and including Enid, Okla.; of the San Fran- 
cisco, Enid to and including Claremore; of the Iron Moun- 
tain, Claremore to and including Ft. Gibson; of the Frisco, 
Ft. Gibson to and including Westville; on the east by the 
Oklahoma-Arkansas line from Westville to the Red River; 
and on the south by the Red River; and including points 
located on the lines of the railroads before mentioned. 
From Ft. Worth and Waco, Texas, to Oklahoma, outside of 
the territory described, they are to establish rates not ex- 
ceeding 21.5 cents. 

The rates on sash, doors and other mill work from Okla- 
noma into Texas were prescribed by the Commission. The 
rates in the opposite direction were established by the 
railroads. The Commission said in its repert that the 
argument that rates southbound from Oklahoma to Texas 
prescribed by the Commission were not a fair measure of 
the reasonableness of rates in the opposite direction pre- 
supposed that the Commission considered commercial con- 
ditions in determining the reasonableness of the south- 
bound rates. Higher rates in one direction than in the 
opposite direction over the same railroad, the report says, 
require satisfactory explanation. In Corporation Commis- 
sion of Okla. vs. A. & S., 23 I. C. C., 688, the Commission 
prescribed a scale of class rates between Oklahoma and 
Texas, the rates to apply northbound and southbound. 
The Commission said that class rates between Oklahoma 
and Texas points are maintained on that basis at the 
present time and it could see no reason why rates on mill- 
work could not be similarly adjusted, hence the order 
establishing the rates before mentioned. 

Authority to continue fourth section violations on mill- 
work from Fort Worth and Waco, in accordance with the 
Leland applications before mentioned, was denied in Fourth 
Section Order No. 6633, contained in and made a part of 
the report on the formal complaint. The long and short 
haul rule must be. observed from and after July 2. 


REPARATION AWARDED 


In a report on a supplemental hearing in No. 6797, Stand- 
ard Roofing Co. et al. vs. M., K. & T. et al:, opinion No. 
4420, 44 I. C. C., 358-60, the Commission has made an 
award of reparation. In the original report, 34 I. C. C., 3, 
It found that rates on prepared roofing paper and build- 
ing paper from East St. Louis, St. Louis and Kansas City 
to Muskogee, Tulsa and McAlester, Okla., were unrea- 
sonable, because in excess of the rates stated in the re- 
ports, namely, from St. Louis and East St. Louis to Mus- 
kogee, 37 cents to Tulsa, 38 cents; and to McAlester, 40 
cents, and from Kansas City to Muskogee, 26 cents, to 
Tulsa, 27 cents, and to McAlester 29 cents. The award 
Tuns to the Russell Hardware Company, the Patton Vul- 
seb Roofing Company and the Minnetonka Roofing 

pany. 
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UNLAWFUL DEMURRAGE CHARGE 


An order of reparation has been entered in No. 7416, 
American Radiator Co. vs. Lehigh Valley, Opinion No. 
4421, 44 I. C. C., 361-8. The Commission found that $338 
of demurrage charges on 104 carloads of various com- 
modities held at Bayonne, N. J., during July and August, 
1912, had been unlawfully assessed. During the period in 
question the daily receipts of cars for the complainant was 
in excess of the capacity of its unloading track. The rail- 
road placed them on a storage track at Constable Hook, 
N. J. It claimed constructive placement of the cars on 
the storage track. That claim produced a sharp issue be: . 
tween itself and the radiator company, causing the Com- 
mission to construe rules 4 and 5 of the Lehigh Valley’s 
demurrage code. The radiator company rested its case 
wholly upon the allegation that notice of the constructive 
placement of the cars was not given in accordance with 
the provisions of the tariff. It claimed that until the bill 
for demurrage was presented it was unaware that such 
charges had accrued; that had it been notified promptly 
that the cars were being held for placement it could have 
arranged to unload them on its siding within the free 
time. The dispute was between employes of the railroad 
and the radiator company as to whether notice had been 
served and received. As to thirty of them the Commis- 
sion found that notice had been given. As to the other 
74 cars Commission found that complainant received no 
notices. The railroad company, therefore, will have to 
refund $338. 


RICE PRODUCTS TO JACKSON, MISS. 


In I. & S. 948, Rice Products to Jackson, Miss., opinion 
No. 4422, 44 I. C. C., 364, the Commission has forbidden 
the New Orleans Great Northern to raise its commodity 
rate of 9 cents on rice bran, rice chaff, rice polish and 
ground rice hulls from New Orleans to Jackson to 14 
cents, minimum 24,000 pounds. The railroad could not 
satisfactorily explain its reason for undertaking to make 
this advance of 5 cents per hundred pounds in the face of 
a rate of 10 cents from New Orleans to Memphis. With- 
out passing upon the reasonableness of the 14-cent rate 
the Commission forbade the proposed disregard of the 
fourth section and the supplement must be cancelled on 
or before July 3. 


IRON ORE RATE CASES* 


(44 I. C. G., 368-378) 
Submitted Feb. 3, 1917. Opinion No. 4424. 


Upon supplemental proceedings, the findings and conclusions 
announced in the original report herein are confirmed and 
the tentative tariffs submitted by the respondents as re- 
quired are, with certain minor exceptions, approved. Order 
entered accordingly. 


*The proceeding embraces No, 6210, In the Matter of Rates 
on Iron Ore in Carloads from Lake Erie Ports to Points in Ohio, 
West Virginia and Pennsylvania; and complaints in No. 4608, 
Youngstown Sheet and Tube Co. et al. vs. Lake Shore & Mich- 
igan Southern Ry. Co. et al.; No. 6026, Wheeling Steel and Iron 
Co. vs. Pennsylvania Co. et al.; and No. 6027, Pittsburgh Steel 
Co. vs. Lake Shore & Michigan Southern Ry. Co, et al, 


HARLAN, Commissioner: 

Supplemental proceedings were desired by the Com- 
mission in this case in order that the amended tariff sched- 
ules proposed by the respondents in compliance with the 
findings and suggestions of the original report, 41 I. C. C., 
181 (The Traffic World, September 9, 1916, p. 581), might 
have the scrutiny of the parties in interest and the care- 
ful examination of the Commission before a final order 
is entered fixing the maximum rates, charges, rules and 
regulations to be observed for the future by the respondent 
carriers in the handling of their iron ore traffic in the 
territory in question. The whole matter is now before us 
for final disposition in the light of the comments and crit- 
icism made upon the further argument. 

The history of this important investigation and the 
occasion for entering upon it were explained in the orig- 
inal report (id., pp. 183, 185), where reference is made to 
the complaints then pending or disposed of, in which vari- 
ous phases of the iron ore rate adjustment were involved. 
The Commission’s purpose in instituting the inquiry was 
to take a close look at the entire situation with a view 
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to establishing just, reasonable and nondiscriminatory 
rates, rules and regulations, and the need of such an in- 
quiry was emphasized as the investigation proceeded and 
the conflicting interests of the various industries and car- 
riers were developed. The statement on the supplemental 
argument that matters not complained of had been passed 
upon and that the Commission exceeded its authority in 
suggesting on certain movements higher aggregate charges 
than those now in effect, was therefore based upon a mis- 
apprehension of the scope of the investigation. In under- 
taking an examination of the whole rate adjustment with 
a view to ascertaining whether in any feature it is un- 
reasonable or discriminatory it was the Commission’s duty 
to point out any such inconsistencies appearing in it and to 
suggest a basis for their correction, eveh though that might 
involve somewhat higher rates for particular furnaces. 
That comment may therefore be dismissed with the state- 
ment that every phase of the situation investigated was 
the subject of formal or informal complaint by shippers, 
either before or after the general investigation was com- 
menced. , 

Relatively little was said upon the supplemental pro- 
ceedings respecting the general underlying principles an- 
nounced by the Commission in the original report. Much 
of the comment made was directed to specific findings 
with respect to existing rates, practices, etc., under which 
particular furnaces have enjoyed advantages that are 
inconsistent with the general revision suggested by the 
Commission, and the benefit of which they are naturally 
reluctant now to lose.. It was also said by counsel repre- 
senting certain of the furnaces that the schedule of charges 
submitted would result in an appreciable increase in the 
carriers’ revenues. In the original report we found that 
the iron ore traffic was not paying an undue proportion of 
the carriers’ earnings (id., p. 198), and under the rate 
adjustment there outlined by the Commission no sub- 
stantial impairment of their revenues was intended. On 
the other hand, no material increase was contemplated or 
was justified upon the record before us. 

The figures offered by one of the furnace interests, to 
show that the carriers’ revenues would be increased under 
the proposed adjustment, included revenues accruing under 
the charges now assessed by the carriers for handling slag 
and other waste materials from the furnaces, a service that 
had been performed by the carriers without charge until 
their right to make a charge was affirmed in Charges for 
Transportation and Disposal of Waste Material, 34 I. C. C., 
337 (The Traffic World, July 10, 1915, p. 68). The esti- 
mated increase in revenues also takes into consideration 
the discontinuance in some cases and the modification in 
others of allowances by the carriers to furnaces perform- 
ing certain services on their own industrial tracks. More- 
over, the estimate does not include the reduction in the 
carriers’ revenues resulting from the adjustment made un- 
der our findings and order in Pittsburgh Steel Co. vs. L. 
S. & M. S. Ry. Co., 27 I. C. C., 173 (The Traffic World, 
June 21, 1913, p. 1325). 

Both the furnace operators and the carriers seem to 
concur in thinking that under the proposed schedule there 
will be a decrease in the relative volume of dock ore, as 
to which some increase in the charges is proposed; but 
whether the application of the new charges will result, on 
the whole, in an increase of revenue or whether shippers 
will make less use of the storage docks and thereby de- 
crease the aggregate of carriers’ revenues for dock ore 
is a question resting in conjecture. In any event, a care- 
ful examination of the figures submitted on both sides 
satisfies us that if the revenues are increased as the re- 
sult of the proposed rates and charges it will be to a rela- 
tively small extent, and will not impose any substantial ad- 
ditional burden on the iron ore traffic. In this connection 
it will be recalled that the rates on this traffic were not 
considered and finally disposed of in The Five Per Cent 
Case, 32 I. C. C., 325, 331 (The Traffic World, December 
26, 1914, p. 1152), because this investigation was already 
in progress when the proposal of the carriers in 
that case to increase their general rate schedules was 
laid before the Commission. 

In view of the course of the supplemental hearings one 
or two of the questions raised may, with advantage, be 
briefly considered. 

Separation of Charges for Different Services 

In the original report the special conditions surround- 

ing the transportation of iron ore in this territory, and 


the need of a separation of the charges for the sever] 
different services performed by the carriers in connecti:«» 
with that traffic, were fully explained. As to the )- 
priety of separately stating the charges for the servics 
performed. at railroad docks, there can be no question. S 
to the proposed separate charge for making deliveries ..n 
private industry tracks, some of the furnace interests ;f- 
fered no objection upon the supplemental proceedinys. 
Other furnace interests, however, urged that a flat charze 
should be assessed to cover all services from the rail of 
the vessel to the point where the ore is finally unload:d 
within the plant. The matter was discussed at length in 
the original report (id., pp. 198-207), and some of the cases 
cited at the further argument are there considered and 
discussed. 

It will suffice, therefore, to point out here that in every 
proceeding in which we have had occasion to consider ithe 
traffic of steel industries in the territory embraced in this 
proceeding the great differences in the physical conditions 
affecting the receipt and delivery of freight within the 
plant inclosures have been brought to our attention and 
have been the occasion of comment by the Commission. 
In its supplemental report in the Industrial Railways Case, 
32 I. C. C., 129 (The Traffic World, July to December, 19/4, 
p. 919), with an exhaustive record before it showing sim- 
ple intérnal conditions at some steel industries and very 
complicated conditions at others, the Commission took the 
position that it was impossible to consider their industrial 
railways collectively, but that each must be examined into 
separately, and in a number of reports since announced we 
have been considering them one by one. 


Where the service inside the plant is performed by ihe 
industrial railway the conditions and complexities within 
the plant, so far as they affect the cost of making de- 
livery, will take care of themselves if the carriers’ charge 
for the line haul is separately stated. But at many of the 
industries the trunk lines are called upon to perform the 
work,. and it is manifest that the attempt here to establish 
a just, reasonable and nondiscriminatory rate structure for 
this traffic will fail unless their charges for making deliv- 
eries inside the plants are separately stated, varying ac- 
cording to the track complexities and other conditions ob- 
taining within the plant inclosure and directly affecting 
the cost to the carrier of performing the service. The chief 
objection offered to the separation of the delivery charge 
from the line-haul charge concedes that such differences in 
internal physical conditions exist and that they affect the 
cost of the service, and the suggestion made was that they 
be taken care of by differences in the allowances out of 
the rate to the industries performing the services. 


In our original report we suggested that the charges for 
the services on private industry tracks should be based on 
the engine-hour costs, and in the tariffs submitted for ex- 
amination the carriers have followed that suggestion, hav- 
ing, it appears, conducted a special inquiry as to the con- 
ditions obtaining at each individual furnace at which such 
charges are proposed. During the course of the supple- 
mental proceedings none of the furnaces offered any criti- 
cism of the charges as proposed by the carriers. 


Grouping of Furnace Points 


In our attempt to establish reasonable and nondiscrimi- 
natory rates applicable to the traffic here under considera- 
tion we found it necessary to make some changes in the 
grouping of destination points, and upon the supplemental 
proceedings objections to this course were made on behalf 
of several furnace interests that will be adversely affected 
by these changes. The principal objection came from fur- 
naces at Monessen and Donora, which we grouped with 
Johnstown, and from furnaces at Leetonia and New Castle 
which, together with Dover (formerly known as Canal 
Dover), were included in a new group designated in the 
original report as the Leetonia group. Under the present 
rate structure Monessen and Donora take the Pittsburgh 
district rate on ore and the other three furnaces take the 
valleys district rate. Under the proposed grouping each 
of the five furnace points will take higher rates than the 
other points in the district of which it is now a part 


Nn contention was made on the supplemental argvment 
respecting the proposed grouping of Dover, but is to 
Donora, New Castle, and Leetonia it was urged that they 
have for a number of years been accorded the same rates 
on ore and to a certain extent the same rates on other 
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raw materials and outbound manufactured products as the 
other furnaces in the district in which they now are, and 
thet commercial and competitive conditions require that 
the present grouping be not disturbed. These objections, 
however, were of a general nature and nothing specific in 
the way of alleged errors on the part of the Commission 
in fixing the groups was pointed out, the objections being 
largely confined to a general discussion in favor of the 
present grouping. The same argument was advanced with 
respect to Monessen, but in addition it is alleged that the 
Commission in Pittsburgh Steel Co. vs. L. S. & M. S. Ry. 
Co.. supra, definitely decided that this furnace point is in 
the Pittsburgh district and that now to disturb this group- 
ing would be to reverse our finding in thaf Gase. In that 
proceeding, ‘however, the only question passed upon was 
with respect to discrimination as between the Wheeling 
district and the Pittsburgh district as those districts ex- 
isted at that time. No investigation was made of the 
grouping as such, nor was that question raised or con- 
sidered. That the grouping was not there definitely ap- 
proved or established is evidenced by the fact that a few 
months after the report was issued certain carriers re- 
duced their rates to two points in the Wheeling district, 
thus disrupting that district, and this action was approved 
by the Commission (id., p. 185). 


In the original report the matter of grouping was dis- 
cussed at some length and the necessity for a regrouping 
of the furnace points in some of the districts in order to 
bring about a more just and equitable rate adjustment 
explained. No facts were called to our attention and no 
arguments were advanced upon the supplemental proceed- 
ings that would justify us in a further discussion of this 
subject except as to Donora and Monessen. While Donora 
entered only a somewhat general objection to the pr- 
posed change, there was a strenuous protest on the part 
of Monessen against being placed in a higher rate terri- 
tory than it now is. The question is one of no small im- 
portance and we shall therefore not now disturb Donora 
and Monessen as points in the Pittsburgh district; and 
while the order herein will not require that course, we 
shall nevertheless expect the carriers to establish for the 
present to Donora and Monessen the rates prescribed to 
the Pittsburgh-Wheeling group, pending a further consid- 
eration of the matter. 


Allowances to Private and Independent Docks 


No opinion was expressed in the original report as to 
what, if any, allowances should be made by the carriers 
on ore moved by them to inland points from docks not 
owned or operated by the carriers but owned and operated 
by independent or private interests. There are six or 
seven of such docks, of which only one, the dock of the 
Pittsburgh & Conneaut Dock Company at Conneaut Har- 
bor, is reached directly by the rails of a trunk line car- 
rier, namely, the Bessemer & Lake Erie Railroad. The re- 
mainder of these docks are reached only by industrial 
railways owned or controlled by the companies owning 
the docks. The Pittsburgh & Conneaut Dock Company is 
a subsidiary of the United States Steel Corporation and 
all the ore handled over its dock moves out over the 
Bessemer & Lake Erie, also a subsidiary of the corpora- 
tion, and practically all of it goes to furnaces owned or 
controlled by the corporation. In fact the Bessemer & 
Lake Erie publishes rates on ore only to furnace points at 
which there are corporation furnaces, the single exception 
to this rule being Butler, a nonfurnace point on its rails 
in the state of Pennsylvania, to which a very small ton- 
hage of ore is handled over the dock at Conneaut Harbor. 
The total tonnage of ore shipped from the Pittsburgh & 
Connerut dock exceeds the tonnage from any other dock at 
the lower Lake Erie ports. Notwithstanding the fact that 
all but an insignificant amount of this tonnage is for the 
steel corporation, it is claimed for this dock that it is a 
public utility and is therefore bound to handle the ore of 
other shippers when tendered. It is our understanding 
that ‘he Bessemer & Lake Erie, for the dock company, has 
now proposed the same dock charges, in cents per ton, as 
those suggested in the original report for application at 
the docks of the line-haul carriers. 


In ‘he original report the Conneaut dock is referred to 


’ @ an independent dock, while the other nonrailroad docks 


are d-signated as private docks. The distinction grows 
out of the fact that each of the latter docks is an adjunct 
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to or an integral part of a furnace plant immediately ad- 
joining on the lake front. The primary purpose of each of 
these private docks is to serve its own plant with the ore 
received by vessel, and at one or two of them practically 
all the ore received is used by the industry of which the 
dock is a physical part. From other of these docks a con- 
siderable tonnage of ore is forwarded to furnaces in the 
interior owned or operated by the same interests that 
own the dock. A small tonnage of ore is handled over 


“these docks and shipped to furnace operators having no 


interest in the dock, but such shipments are merely inci- 
dental to the main purpose for which the docks were con- 
structed and are used, namely, to serve the industry to 
which they belong. 

Under the tariffs now in effect the rates on ore are 
applicable from the rail of the vessel. Such through rates 
apply on the ore handled over all the docks whether they 
be railroad or private docks. The carriers in the tentative 
tariffs submitted proposed to continue the present arrange- 
ment with respect to the ore shipped from private docks. 
That is to say, the rates are to be applicable from the rail 
of the vessel, and out of the through charges the private 
docks are to be allowed 2 cents a long ton on direct ore 
and 10 cents a long ton on dock ore in accordance with 
the present practice. 

Certain of the private dock companies take the position 
that if the railroads are to be allowed to charge at their 
own docks 6 cents a ton for the service of handling direct 
ore from the rail of the vessel to the car and 26 cents a 
ton for handling dock ore from the rail of the vessel to 
the dock and thence to the car the same allowance should 
be made to the private docks for shipments of ore handled 
by them. It is further contended by certain of the private 
docks that our original report specified the charges which 
the carriers were entitled to receive for the line-haul serv- 
ices and that under the arrangement now proposed by 
them for shipments handled over private docks the line- 
haul charges will be exceeded to the extent of 4 cents a 
ton on direct ore and 16 cents a ton on dock ore. Some 
such difference in earnings results from the arrangement 
now in effect; for it is clearly and conclusively shown by 
the record that the allowances the carriers now make to 
the private docks are much less than the actual out of 
pocket costs to the carriers of the service they perform 
at their own docks. It must follow therefore that they 
receive a greater compensation for the line-haul service in 
connection with the ore handled over private docks than 
they receive for the line hauls when the ore moves over 
their own docks. The Commission’s investigation and re- 
port have simply brought this fact to light. 

The carriers take the position that under the findings in 
our original report they could have established the line- 
haul rates suggested and eliminated entirely any charges 
for the dock services performed by the private docks, 
leaving these charges to be determined by agreement be- 
tween the shippers and those operating the docks. It is 
further stated that this course would have been open to 
the following objections: 


1. It is in the interest of the shippers that the published 
tariffs should include the dock service, otherwise shippers would 
not know the rate paid by their competitors, even those ship- 
ping over the same private dock. 

2. The failure to include in the published rates the charges 
for the dock service over the private docks would have 
destroyed the present uniformity of rates and would have been 
likely to result in a diversion of tonnage from the carriers’ 
docks to the private docks. 


The carriers take possession of the ore handled over 
their own docks from the time it is removed from the hold 
of the vessel in which it reaches the lake port and it re- 
mains in their possession in transit until delivered to the 
consignee at destination, whether forwarded from the port 
immediately as direct ore or stored on the dock and later 
shipped out as dock ore. The ore handled over the private 
docks, however, does not come into the possession of the 
carriers, nor are they in any way liable or responsible 
therefor until it is loaded into the cars and accepted by 
them for shipment. It is in the possession and control 
of the private docks after its removal from the vessel until 
put into the cars. 

As heretofore pointed out, each of these private docks 
is an integral part of a furnace plant, and only one of 
them, the dock of the River Dock Company, is separately 
incorporated. With that exception none of them holds 
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itself out as a public dock. Under such conditions we see 
no reason why the carriers should make any allowance to 
the private docks or why rates should be published from 
the rail of the vessel on shipments of ore handled over 
such docks. It is of course in the interest of the carriers 
that the ore should move over their own docks, since the 
cost per ton for overhead expenses and to a certain extent 
for operating expenses tends to decrease as the tonnage 
handled over the docks increases; but the right of the 
shippers or others to operate docks of their own cannot be 
denied, and if they can perform the service at a less cost 
per ton than the carriers charge, or if they elect to assess 
a lower charge for the service than the maximum allowed 
to the carriers, these are matters with which, as the situa- 
tien is now understood, we are not concerned. The car- 
riers are entitled to a reasonable remuneration for the 
services they perform, which service in the case of ore 
handled over private docks begins when the ore is loaded 
on the cars and accepted for transportation. Any service 
performed by the private docks in the way of loading, 
handling, or storing the ore prior to the time of shipment 
is a matter to be disposed of between the dock and the 
shipper of the ore. We are of the opinion, therefore, that 
as to shipments of ore handled over private docks the 
carriers may properly publish rates applicable from the 
docks as such and not from the rail of the vessel. To 
publish and maintain rates applicable from the rail of the 
vessel on shipments handled over the private docks would 
apparently make those docks public transportation agen- 
cies and put them under the obligation to handle all car- 
goes offered; and we do not understand any such arrange- 
ment is intended either by the private docks or by the 
carriers. 

In view of the fact that at each of the lake ports at 
which private docks are located the line-haul carriers 
operate their own docks, and for the reason that none of 
the private docks are located on the rails of the line-haul 
carriers, and to reach them involves the use of the tracks 
and facilities of an intermediate industrial railway, we 
are of the opinion, and so find, that a reasonable rate on 
ore from the private docks served by short-line railroads 
that are entitled to receive allowances will be 4 cents per 
long ton higher than the line-haul rates herein prescribed 
to apply on shipments from the railroad docks. In ac- 
cordance with our findings in the Industrial Railways 
Case, 32 I. C. C., 129 (supra), carriers will be required to 
prepare and submit for our examination and approval a 
schedule showing the amounts which they propose to allow 
the industrials railways out of the rates applicable from 
private docks. 


Rates Over Routes Not Available Under Present Tariffs 


In the original report (p. 220) we indicated our expecta- 
tion that the rates prescribed would be established over 
the routes named in Table 5, or over other routes that 
were equally practicable and advantageous to shippers. 
Upon the supplemental proceedings the carriers objected 
to establishing the rates prescribed from Conneaut Harbor 
through Butler and thence over the Pennsylvania to Ave- 
nue-Brackenridge, Leechburg, Avonmore, Vanderegrift, 
Apollo, Kittanning, Verona, Latrobe, Josephine and Johns- 
town; and in the tariffs proposed by the carriers no rates 
over this route are shown. The Bessemer & Lake Erie re- 
gards the route as a practical one and said upon the sup- 
plemental proceedings that if rates over it were required 
by the Commission it would recognize its obligation to 
join in them. But the other lines do not regard it as prac- 
ticable, and assert that no ore has ever moved over it nor 
have such rates ever been published. The Cambria Steel 
Company, having a plant at Johnstown, asserted upon the 
supplemental proceedings that carload and less-than-car- 
load rates on certain commodities are in effect in both 
directions over that route; that the Pennsylvania and the 
Bessemer & Lake Erie have adequate physical connections 
with the usual yards and interchange tracks at Butler; 
and that in the past carload traffic has actually moved from 
Johnstown to Conneaut Harbor in no small volume. These 
statements were not controverted by the carriers, and no 
reason has been disclosed for holding the route to be an 
impracticable one for the purpose of fixing reasonable rates 
to Johnstown and the other points just named. 

Fourth Section Violations 

Certain of the tentative tariffs submitted by the carriers 

contravene the provisions of the fourth section of the act 
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in that the rates proposed by the Pennsylvania from 
Cleveland and Ashtabula Harbor to Sharon, Sharpsville. 
Farrell and other points in the Shenango Valley in west- 
ern Pennsylvania over routes passing through Leetonia or 
New Castle or both are lower than the rates suggested in 
the original report to the last-named points; and also in 
that the rates proposed by the Pennsylvania from Cleve- 
land, Ashtabula Harbor, and Erie to Neville Island and 
McKees Rocks are applicable through Allegheny and Pitts- 
burgh, to which points higher rates were suggested. There 
are perhaps other departures from the fourth section in the 
proposed tariffs not specifically pointed out during the sup- 
plemental proceedings. We said, however, in our original 
report, that the carriers, if they so désired, might meet the 
rates named therein over routes other than those spe- 
cifically set out in Table 5 (pp. 216-219). The proposed 
tariffs, so far as they involve fourth section departures, 
are hereby approved and an appropriate fourth section 
order will be issued upon formal application therefor. 


Miscellaneous Tariff Rules 


Only one shipper offered objections to the rules pro- 
posed in the tentative tariffs governing minimum carload 
weights, or to the rule applicable to direct ore unloaded 
upon the dock because of the inability of the carriers to 
supply cars in which to receive the ore as discharged from 
vessel. The latter rule as proposed is the same, or prac- 
tically the same, as the present rule, and no reason has 
been shown for modifying it. The only objection made 
to the rule making the minimum weight the marked ca- 
pacity of the car was with respect to its application to the 
last car of a cargo and to the last car when ore is shipped 
from storage. No definite finding on this point was made 
in the original report because there was no basis of record 
for a finding. The minimum weight rule itself appears to 
be reasonable, and as to its application to the last car from 
a cargo or stock pile we suggest that a minimum weight of 
30 long tons be fixed, to be subject, however, to further 
consideration by the Commission in case this adjustment 
is found not to work out satisfactorily. ‘ 


After a full re-examination of the original record and of 
the statements and arguments made upon supplemental 
proceedings, we see no reason for modifying the findings 
announced in the original report except in the particulars 
hereinbefore indicated. An order will therefore be issued 
giving effect to such findings. 


ORDER 


These proceedings coming on for further consideration, 
and having been duly heard and submitted by the parties, 
and full investigation of the matfers and things involved 
having been had, and the Commission having, on the date 
hereof, made and filed a supplemental report confirming 
the findings of fact and, in the main, the conclusions an- 
nounced in the original report herein (41 I. C. C., 181), 
and approving with certain minor exceptions the tentative 
tariffs submitted by the respondents, which original and 
supplemental reports are hereby referred to and made a 
part hereof: 

It is ordered, That the carriers respondent in the above- 
entitled proceedings, according as they participate in the 
transportation, be, and they are hereby, notified and re- 
quired to cease and desist, on or before June 1, 1917, and 
thereafter to abstain, from publishing, demanding, or col- 
lecting their present rates and charges, and from publish- 
ing, maintaining and applying their present rules, regula- 
tions and practices, in instances where such present rates, 
rules, regulations and practices conflict with those herein- 
after prescribed, in connection with the interstate trans- 
portation of iron ore, in carloads, from the so-called lower 
Lake Erie ports of Toledo, Rossford, Huron, Lorain, Cleve- 
land, Newburg, Fairport Harbor, Ashtabula Harbor, and 
Conneaut Harbor, O., Erie, Pa., and Buffalo, N. Y., to points 
of destination in the states of Ohio, Kentucky, West Vir- 
ginia, and Pennsylvania west of and including Johnstown, 
when such traffic is handled at said points of origin over 
docks operated by or for the said respondents. 

It is further ordered, That said respondents, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
June 1, 1917, and thereafter to maintain and apply in con- 
nection with said transportation separate and definite 
charges for— 
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1. Handling the ore from the rail of the vessel to the car 
when for immediate shipment to interior destinations; 
9, Handling the ore from the rail of the vessel to the storage 


yard; = a 
orage of the ore while held in the storage yard; 

. apy the ore from the storage yard to the car for ship- 
ment to interior destinations; 

5, Road haul from the ore docks to the point of interchange 
with the private industry track at the final destination; : 

. Switching the ore over private industry tracks and placing 
it at the point or points of unloading within the inclosure of 
the industrial plant; 

7. For the detention of shipments en route from the ore docks 
to the point of interchange with the private industry track at 
fnal destination, when such detention is made at the request or 
direction of the consignee. y 

It is further ordered, That said respondents, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
June 1, 1917, and thereafter to maintain and apply in con- 
nection with said transportation dock charges at the said 
lower Lake Erie ports which shall not exceed the follow- 
ing: 
as In cents 

per long ton. 
For handling the ore from the rail of the vessel, or point 
where it is received by carriers for transportation by rail, 

into the cars when for immediate shipment to interior 


destinatioNS ...... cece seeeecccecccseececcecercescseeceees see 6 
For handling the ore from the rail of the vessel, or point 
where it is received by carriers for transportation by rail, 


to the storage yard .....--.+-s+06. pccccccccces jo ecceccccecs - 16 
For handling storage ore from the storage piles into the 

cars for shipment to interior destinations .............+++. 10 
For storing ore on the docks, per month, from date of un- 

loading from VeSSel .....ccccccccccccsccccccecs SE Re A AS 1 


It is further ordered, That said respondents, according 
as they participate in the transportation, be, and they are 
hereby, notified and required to establish, on or before 
June 1, 1917, and thereafter to maintain and apply in con- 
nection with the transportation indicated in the following 
table and over the routes shown therein, rates on ore in 
carloads which shall not exceed the following and which 
shall be applicable only from the tracks of the line-haul 
carriers at the lake ports after the ore has been loaded 
into the cars, to the points of interchange with private in- 
dustry tracks at destination: 

Lake ports from 


Destination which rates are Routes. 
points, prescribed, 
YOUNGSTOWN GROUP—Rate 50c per long ton. 
Niles, Ohio...... .. airport Harbor....B. &O. | 
: Ashtabula Harbor..P. Co.; Erie.* 
Cleveland ......... Erie. : 
Cleveland ..cccceck. Co.: Erie.* 
Shenango, Pa...... Conneaut Harbor..B. & L. E. 
ee er Co. 


eee eee TF te 5 
soe OCIOVOlOMd .ccccoccek. CO. 
... Ashtabula Harbor..L. S. & M. S. 
Cleveland .........B. & O.f: Erie. 
Canton, Ohio ..... Cleveland ....cccccscas & O, 
Girdard, Ohio ..... Fairport Harbor...B. & O. 
Ashtabula Harbor..P. Co. 
Cleveland ...ccccee mre, 
CloVElANd ..ccccceck. CO. 
Youngstown, Brier Fairport Harbor...B. & O. 
Hill and Hasel- Ashtabula Harbor..P. Co. 


Alliance, Ohio . 
Hubbard, Ohio 


ton, Ohio ........Ashtabula Harbor..L. S. & M. S. 
Cleveland ......... Erie. 
CIQVEIREE scccsccost- Gee 
Farrell, Pa. ....... Ashtabula Harbor..L. S. & M. S. 
OCRVille, PR. *...< SEIS. «ceccssccceccsckl > OO 
Sharon, Pa. .......Ashtabula Harbor..L. S. & M.S. 
TING, DE. ...c. cE wcaueedecaes cn ©. BR. B.; D. A. V. & P:* 
Sharpsville, Pa, ..Ashtabula Harbor..L. S. & M. S. 
SE inccscnes a asubere P. Co. 
Massillon, Ohio ...Lorain ...........- B. & O. 


Cleveland <<<... «cabs, a 
..Ashtabula Harbor..L. S. & M.S.; P. & L. E, 

Ashtabula Harbor..P. Co. 

Cleveland ..... oece brie: P, & Ll. E. 
Wheatland, Pa. ...Ashtabula Harbor..L. S. & M. S. 
Lowellville-Bentley Ashtabula Harbor..L. S. & M. S.; P. & L. E. 

a .....-Ashtabula Harbor..P. Co. 

W. Middiesex, Pa..Ashtabula Harbor..L. S. & M. S. 


LEETONIA GROUP—Rate 55c per long ton. 


Leetonia, Ohio ....Cleveland ......... P. Co. 
CIGVGIBME ..cocccce Erie. 
Ashtabula Harbor..P. Co. 
.. Ashtabula Harbor..L. S. &M.S.; P. & L. E. 
Fairport Harbor...B. & O. 
Ashtabula Harbor..P. Co. 


Struthers, Ohio . 


New Castle, Pa. 





Cleveland .-Erie; P. & L. E. 
Cleveland We 
‘ , i ee ee P, Co. 
Dover, Ohio .......Cleveland ......-. -B. & O. 
OO EES B. & O. 


—_— i, . Co. 

Rlowklin, Pa. .....Ashtabula Harbor..L. 8S. & M. S.; P. & L. E. 
Wood City, Pa, . Fairport Harbor...B. & O. 

Ashtabula Harbor..L. S. & M.8.; P. & L. E. 
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New Philadelphia, 


Beaver Falls, Pa. . 


MIDLAND GROUP—Rate 64c per long ton. 


.- Ashtabula Harbor..L. S. & M.S.; P. & L. E. 
-~eeeeltrie: P. & L. E. 
Ashtabula Harbor..L. S. & M.S.; P. & L. E, 
Cleveland ..........krie: P. & L. B. 
S.&M.S.;P. & L. E. 
csccesnteee: Fs @ te BB. 


Monaca, Pa. ..... 
Aliquippa, Pa. .... 
Woodlawn, Pa. ... 


Hatter, Pas .6ccese 
Midland, Pa. ..... 


Ambridge, Pa. 
Coraopolis, Pa, ... 
Steubenville, Ohio 


Mingo Junc., Ohio.. 
Neville, Pa. ..... 


Ae ae B. 
B. 
par 





Cleveland .... 


Ashtabula Harbor..L. S. & M.S.; P. & L. E. 


Ashtabula Harbor..P. 


Cleveland .... 


Ashtabula Harbor..L. 
Cleveland .”.. 
Conneaut Harbor..B. 
Cleveland ..... 


Cleveland ......cc.F, 
Ashtabula Harbor..P. 


...e-Ashtabula Harbor..P. Co. 


Cleveland .... 


re, 
Ashtabula Harbor... S.& M.S.;: P.& L. E. 
eoootrie: P. & L. BW. 
P. Co. 


Cleveland ..... 
Clevelnmd) «.....6esee 
Clevetand .....ces. =, 


.. Ashtabula Harbor..L. S. & M.S.: P.& L. E. 
McKees Rocks, Pa. Ashtabula Harbor..L. S. & M.S.; P. & L. E. 


PITTSBURGH-WHEELING GROUP—Rate 76c per long ton. 
Pittsburgh, Pa, ... Ashtabula Harbor..L. S. & M.S.; P. & L. E. 


Ashtabula Harbor..P. 


eeeee rie; P. Co, 
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& O. 
& O. 
Co. 


Co. 


& L. E. 
Co. 
Co. 


Co. 


Co. 


Cleveland ..........Erie; P. & L. E. 
Fairport Harbor...B. & O. 
Cieveland ........ ee. Co 
SOM -citacaauisaseens P, Co. 
Allegheny, Pa. .,..Ashtabula Harbor..P. Co. 
CIOVOIBEE ccccccss PrP. Ca 
Fairport Harbor...B. & O. 
Ree cher r.. ©e. 
Follansbee, W. Va.Cleveland ........ -. Co. B.C. C. aM. is 
Hays, Homstead Ashtabula Harbor..L. S. & M.S.;P.&L. E. 
and Lucas, Pa...Ashtabula Harbor..P. Co.: P. R. R. 
Cleveland .........Erie; P. & L. E. 
CACVOIOME 6 nivscees Pr. Co.: PF. B. 2. 
Conneaut Harbor..B. & L. E.; U. R.R 
Etna-Sharpsburg, Ashtabula Harbor..P. Co.: P. R. R. 
Wee” sspewcetne -»..Fairport Harbor...B. & O. 
Cleveland ..... week» Gas 2. RR. 
DU ccagsccveseossst Cl 2. a 
‘ Cleveland ......... B. & O. 
Carnegie, Pa. ...../ Ashtabula Harbor..P. Co.; P.C. C. & St. L. 
Cleveland ..... wk. One. © 6. 6a i 
Avenue Bracken- Conneaut Harbor..B. & L. E.; P. R. R. 
ridge, Pa. .......Ashtabula Harbor..P. Co.: P. R. R. 
Rankin, Pa. .......\shtabula Harbor..L. = &M.S.;P.&L. E.; 
; - Re 
Fairport Harbor ...B. & O.; U. R. R.* 
Cleveland .....00% Erie: P. & L. E.; U. R. R.* 
; Conneaut Harbor..B. & L. E.; U. R. R. ; 
Martin’s Ferry, O.,Cleveland ......... P. Co. 
Cleveland .........W. & L. EB. i 
EPRI cccccsccs vee Ws Oe Ene 
“ SO ices & OG, f 
ESUION: cvcccncsecéve Wo Ge. ta ED. i 
Conneaut Harbor..B. & L. E.; P. R. R 
Leechburg, Pa. ...Ashtabula Harbor..P Co.: P. B. B 
Veron, FR. sccc0cClOVGIMNN Sssccoecs rv. Co. FP. BR 


Vandergrift, Pa. 


Bridgeport, Ohio ..Cleveland ..........P. Co. 
STEM onccce vices -B. & O. 
Bessemer, Pa...... Ashtabula Harbor..L. S. & M.S.; P. & L.-E.: 
U. BR. BR. 
Ashtabula Harbor..P. Co.: P. R. R.; U. R. R. 
Cleveland ..........hrie; P. & LE.;U.R.R 
Conneaut Harbor..B. & L. E.; U. R. R. 
Cleveland ..ccccoceekr, Co: P.R.R.: U. BR. B.* 
Munhall, Pa. ..... Ashtabula Harbor..P. Co.; P. R. R.; U. R. R.* 


So. Duquesne, Pa., 


McKeesport, Pa. .. 


Cochran, Pa: «<< 


Bellaire, Ohio ... 


R. 
-Conneaut Harbor..B. & L. E.; P. R. R. 


Conneaut Harbor. . bv. & 4 E.; P. } 


Cleveland ....ccce woe, Cars 
Conneaut Harbor..B. & L. E.: U. R. R. 


P.B.R.: UR. B® 


BIG .vccssessccneeds OMe 2. a aes UO. BR: 


Ashtabula Harbor..P. Co.; P. R. R. 
Cleveland ....cceccc.F. Co.: P. RB. R. 
Conneaut Harbor..B. & L. E.: U. R. R. 
BM cv ccasas sococsosk, COs FP. BR. RB. 
Ashtabula Harbor..L. S. & M.S.; P. & L. E. 
Ashtabula Harbor..P, Co.; P. R. R. 
Cleveland ..........mrie: P. & L. E. 
Fairport Harbor ...B. & O. 


Cleveland .ascces ook. Co: P. R. R. 
Conneaut Harbor..B. & - E.: U. R. R.; P. 
L. E. 
ae ‘nigats a eS & 
Ashtabula Harbor..P. Co.; P. R. R. 
COVE asicciccand C2 B. BR. ER. 
Conneaut Harbor..B. & L. E.; U. R. R. 
re eee r. tna: F. 2. 
- Cleveland .. €e, 
Fe en a S&S 
Ashtabula Harbor..P. 


Braddock, Pa. .... 


Apolo, PR....02020% 
Benwood, W, Va.. 
Glassport, Pa. . 


Canonsburg, Pa. 


Co.; P, R. R. 


CURVOIAME io.0ccs00e LS.&M.S8.;P.&L. E. 


CIGVOGIBIG «6 000660600 Erie; P. & L. E. 
CTBVOIEGE 600000080 r. Co.: PF. BR. B. 
TOD nine neice aeheciee P. Ca: BP. K.. B. 
Conneaut Harbor..B. & L. E.; P. R. R. 


Cleveland ... P, Co 


.. Ashtabula Harbor..L. S. & M.S.;P.&L. E. 


CIOVORIBEG «« c0c0c0ece Erie; P. & L. E. 


. Ashtabula Harbor..P. Co.; P. C. C. & St. L. 


CIOVSIGRE cscccccsest®. COI F.C. C. Ore 


a Sere 
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Kittanning, Pa. ...Conneaut Harbor..B. & L. E.; P. R. R. 
Wheeling, W. Va. Cleveland ..... coset, cea 2S. Cc. Cae. Be 
BE eee W. & L, E.; W. T. 
ERS eS Ld é&tiL. Bi: W. T. 
Clairton-Wylie, Pa.Ashtabula Harbor... S. & M.8.; P. & L. E. 
Ashtabula Harbor.. bP cs: 2. B.. E. 
Cleveland ..... ....Erie: P. & L. E. 
Avonmore, Pa. ....Conneaut Harbor..B. & L. E.: P. R. R. 
Epwin, PA... -Ashtabula Harbor..P. Co. P. R. R. 
Briquette, Pa. .... Conneaut Harbor..B. & L. E.; U. R. R. 
Mifflin June., Pa...Conneaut Harbor..B. & L. E.; U. R. R. 
JOHNSTOWN GROUP—Rate 88c per inte ton. 
Latrobe, Pa, ......Ashtabula Harbor..P. Co.; P. R. R. 
CIOVGIBEE accesses or. Coa.: PB. BR. RR. 
Conneaut Harbor. 7 & I. E.: P. R, R. 
Josephine, Pa. ....Conneaut Harbor. .B. Es L. E.: P. RR. 
Newell, Pa. .......: Ashtabula eee .8.&M.8.;P.&L. E. 
Cleveland ...<.cc. Erie; P. & L. E. 
Scottdale, Pa. ....é Ashtabula Harbor..P. Co.; P. R. R. 
Ashtabula Harbor..L. S.& M.S.; P. & L. E.: 
B. & O. 
Cleveland ......0<. r. On: 2. 2 R. 
Cleveland «...cbscces Erie; P. & L. E.; P. R. QR. 
ae cock. Co: F BE. E. 
lL Erie: P. & L. E. B. & O. 
Everson, Pa. ...... Ashtabula Harbor..P. Co.: P, R. R. 
err er. Co: PF. K.. BR. 
' Fairport Harbor...B. & O. 
Connellsville, Pa. .Ashtabula Harbor..P. Co.; P. R. R 
Ashtabula Harbor..L. S. & M.S.; P. & L. E 
CTVOIAME 6.6060 cscs Erie: P. & L, E. 
eee P,. t.° F.. R. Be 
Duster, Pa. ..ccsel Ashtabula Harbor..L.:S. & M.S.; P. & L. E.: 
oe 
Ashtabula Harbor..P. Co.; P. R. R. 
CHOVGIRMG 6c.0 ccc Erie; P £-L. BE: P. 8... 
og | eer Erie+ P. & L. E.: B. & O. 
Johnstown, Pa. ...Conneaut Harbor..B. & L. E.;: P. R. Rf. 





*Switching road at destination point. 
tSwitching road at lake port. 







It is further ordered, That said respondents, according 
as they participate in the transportation, be, and they are 
hereby, noticed and required to establish, on or before 
June 1, 1917, rates on iron ore in carloads, when shipped 
from private docks served by short-line railroads that are 
entitled to receive allowances, that shall not exceed by 4 
cents per long ton the rates established by the line-haul 
carriers in conformity with the preceding paragraph from 
the docks located on their own rails. 

Provided, however, That for good cause the carriers 
respondent may establish the maximum rates shown above 
to the points of destination indicated via other routes than 
those specified or from other lower Lake Erie ports than 
those designated, so long as such other routes are equally 
advantageous and satisfactory to the shippers. 

And it is further ordered, That this order shall continue 
in force for a period of not less than two years from the 
date when it shall take effect. 

By the Commission. 



















CANADA UNIFICATION PLAN 
(Continued from page 970) 
obligation to find any necessary margin between fixed 
charges and net operating income, 

It is proposed that the Intercolonial and the National 
Transcontinental railways, which are now operated di- 
rectly by the Canadian government, be handed over to 
the trustees and operated as part of the Dominion Rail- 
way. The report recommends that the trustees be pro- 
hibited by act of parliament from making any general re- 
duction of rates until their property earns a reasonable 
net return. 

The trustees would be named in the first instance, by 
the act of parliament creating the board which thereafter 
would be self-perpetuating except that further nomina- 
tions by the board would require confirmation by the 
governor-general in council. The trustees would serve 
for periods of seven years and be eligible for renomina- 
tion and reappointment. The report suggests that three 
of the five should be men of railway experience, while one 
of the others should be selected on the ground of expert- 
ence in financial and business affairs, and the other as 
possessing the confidence of raflway employes. 

The commissioners strongly emphasize their belief 
that democratic governments are unsuited to own and 
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operate railways and that they have recommended even 
indirect public operation for Canada only because of » holly 
exceptional circumstances existing there. On this point 
they say: 

“Our personal belief is strong that, in normal «ircum- 
stances, railway enterprise is a-matter best left in ; rivate 
hands, subject to proper regulation by the government. 
Were we asked to advise in the case of the railwiys of 
the United Kingdom or the United States, which have 
been constructed by private companies, with money found 


' by private investors, we should give effect to this belief, 


We go further and consider that in the case of the Cana- 
dian Pacific Railway, as to which.the government does 
instruct us to advise, the fact that it received large help 
from public sources in its early days is not any reason 
why the existing status of the company should be 
disturbed. This company has carried out its bargain. 
It has repaid to the government large advances made in 
earlier years. We believe that Canada has had good value 
for what it has given. We think that it is in the interest 
of the country that this company should be rich and pros- 
perous, for such companies can be expected, not only to 
give the best service, but to be best able to provide in time 
to meet new developments as they arise. We have had no 
hesitation, therefore, in coming to the conclusion that the 
status of the Canadian Pacific Railway should be left 
undisturbed. 

“But in the case of the Canadian Northern, the Grand 
Trunk and the Grand Trunk Pacific, the circumstances 
are not normal. These companies have broken down, We 
see no way to organize new companies to take their place. 
Their only possible successor is in our view a public au- 
thority. We are confronted with a condition and not a 
theory.” 


FURTHER HEARING ASKED 


The Trafic World Washington Bureau. 
Application for further hearing in No. 7838, Omaha 
Alfalfa Milling Co. vs. Union Pacific, was made May 1. 
That is the more or less celebrated case in -which the 
Union Pacific confessed it charged the complainant an 
unreasonable rate from Kearney, Neb., to South Omaha and 
is willing to make reparation amounting to about $1,200, 
but the Commission will not allow it to do so. Two hear- 
ings have already been had. The complaint was dismissed 
the first time on the ground that certain testimony had 
not been introduced. E. J. McVann showed that he offered 
it and that the examiner had waved it aside on the well- 
known principle that inasmuch as they respondent ad- 
mitted the facts there was no need of proof. 


A second dismissal resulted because there was 10 show- 
ing that the rate was unreasonable, except by comparison 
with the Nebraska state rate of 10.5 cents, which is now 
also the interstate rate, or was soon after the compiaint 
was first filed. 

The complainant now desires to show by — 
traffic men that the 14-cent rate, discarded by the Union 
Pacific, was unreasonable in comparison with netic 
rates for transportation under substantially like circum 
stances and conditions. 

The traffic moved under the 10.5-cent rate unti! it was 
discovered that it was moving through a bit 0! ground 
that belongs to Iowa and that therefore the intersiate rate 
of 14 cents was applicable. The complainant paid the 
undercharge, upon assurance that the railroad wo.ild, 80 to 
speak, confess judgment and return the money. 
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Defense Committee Takes Action 


Revolution in Car Service Practices Ordered by A. R. A. in War Emergency—Coal and Iron 
Ore Preferred—‘Keep the Cars Moving” is the Slogan 


The Trafic World Washington Bureau. 


A revolution in car service practices has been ordered 
by the American Railway Association on the recommenda- 
tion of the executive committee of its national defense 
committee. The latter is the organization which has 
decided that for the period of the war all the railroads 
of the country shall be treated as parts of a single trans- 
portation system. It is the organization which co-operates 
with the military authorities in the handling of trans- 
portation problems. To the extent that the Interstate 
Commerce Commission has hitherto exercised jurisdiction 
over the physical operation of railroads, which is not very 
great, the recommendations of the executive committee 
have been substituted for the advice of the Commission. 
The advice of the last-named body has had some potency 
by reason of the Commission’s order in the car supply 
investigation, although it never was made operative. The 
Commission has retained power to make that order op- 
erative and as a rule the railroads have observed the ideas 
of the Commission. 


The revolution is greatest in regard to the rule to be 
observed in the return of box cars. Under April 26, when 
this new order mentioned briefly in The Traffic World 
of April 28, was issued, the rule was that box cars, when 
unloaded, should not be again loaded unless the new 
lading was consigned to a destination on the home road 
or in the direction which the car must travel in reaching 
the proprietary rails. 

All penalties accruing by reason of the violations of the 
old box car rule have been cancelled and no new penalties 
have been prescribed for failure to observe the new rule, 
which leaves the question of how a box*car shall be used 
for decision by the company which has it on its side- 
track. The advanced per diem has been cancelled. That 
charge was increased from 45 cents to 75 cents per day 
on the demand of the shippers who acceded to higher 
demurrage charges on condition that the railroads charge 
each other more for the use of equipment than they have 
been, in view of the fact that the shippers were being 
asked to pay heavier penalties for such car detention as 
might be properly chargeable to them. The higher demur- 
tage charges were superseded on May 1 by.those agreea 
on in the conferences between the carriers and members 
of the National Industrial Traffic League. Shippers were 
hot generally advised that the railroad committee would 
undertake to make any change in the relations between 
shippers and carriers established as a result of confer- 
ences under the supervision of the Interstate Commerce 
Commission. Inasmuch as the high demurrage charges 
Were to disappear May 1, the action of the executive com- 
mittee dited April 26 may be regarded as having been 
taken with an appreciation of the fact that the terms of 
the old agreement would become inoperative at the end 
of April. 

Under the new car service rules of the association 
Preference is still to be given to coal and iron. The 
tule, hoy ever, will not be as strict as that formulated by 
the Com::nission. The regulating body required that coal 
oe 0: other open-top equipment when unloaded must 
be imn ‘iately returned to the proprietary road. Under 


the new rule such open-top equipment, when unloaded, 
must be sent loaded or empty, either directly or in the 
general direction of the home road. That is a concession 
to shippers who have demanded that they be allowed to 
load such cars instead of having them instantly returned 
to thé lines by the most direct route. 

The association thinks this change from the practices 
enjoined by the Interstate Commerce Commission will be 
the same as if the roads had just acquired 75,000 cars. 


Fairfax Harrison’s Statement. 

The following statement was authorized by Fairfax Har- 
rison, chairman of the executive committee of the special 
committee on national defense of the American Railway 
Association: 

“As the welfare of the nation, and the nation’s defense, 
are absolutely dependent upon an adequate supply of coal 
for all purpdses, and of iron ore for the iron and steel 
mills, the executive committee of the special committee 
on national defense of the American Railway Association 
has ordered all railroads of the United States to give 
coal and iron ore preference over all other traffic. 

“For four days the executive committee has considered 
some of the transportation problems before the country 
at the present time, having in mind first the war with 
Germany and the country’s preparations for it. The com- 
mittee has decided that, in view of the depletion of the 
reserve. stocks of coal in many sections of the United 
States, due largeiy to an unprecedented consumption dur- 
ing the past year, the paramount need is to insure the 
largest possible movement of coal to every part of the 
country during the coming warm months. 

“Similarly the executive committee recognizes the ne- 
cessity, particularly in view of the war with Germany, of 
keeping the steel mills abundantly supplied with iron ore. 
For this reason iron ore is placed second in importance 
to coal in the order issued to the railroads. 

“The supreme purpose of the railroads is to see that 
on every day of every week the greatest possible amount 
of coal and iron ore is handled by their lines, and the 
executive committee is confident that the response of the 
carriers to the order of to-day will be immediate, and will 
evidence a complete desire on their part to do everything 
in their power to aid in the nation’s defense. 

“The action of the executive committee is the first im- 
portant step of the railroads, following their pledge of 
April 11, to the government and the American people, 
that during the war with Germany they would co-ordinate 
their Operations in a continental railway system, merging 
all their merely individual and competitive activities in 
an effort to produce a maximum of national transportation 
efficiency.” 


The Committee’s Order. 


The order of the executive committee, directed to all 
railroads, is as follows: 


Conditions affecting the movement of coal and iron ore have 
been carefully investigated by the executive committee and an 
order is hereby issued requiring, until further notice, that on all 
lines, the movement of these commodities shall be given special 
and continuous preferential service. 

The facts ascertained by the executive committee have es- 
tablished the conclusion that the national situation and the 
welfare of the country make it imperative that every energy 
of the railroads must now be continuously exerted to move 
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daily the maximum of coal and iron ore in distinct preference 
to all other commodities. 

To accomplish this result and thereby fulfill the pledge given 
by the railroads to the government and the country ‘“‘that they 
will co-ordinate their operations in a’*continental railway sys- 
tem, merging during such period all their merely individual and 
competitive activities in the effort to produce a maximum of 
national transportation efficiency,’’ the executive committee 
hereby calls special attention to the emergency rule hereto 
attached, issued by the Commission on Car Service, governing 
the use and handling of gondola and hopper cars and by virtue 
of its authority, this committee hereby directs the railroads to 
comply with and carry the same into effect. 

This committee realizes that opportunities are often discov- 
ered, by interpretation or otherwise, to evade the spirit of rules 
governing the distribution and use of cars whereby the results 
sought to be secured are defeated. 

It therefore deems it its duty to state that it will and does 
look to the president of each road personally to see to it, as 
an especial charge upon the good faith of himself and his rail- 
road, that this rule is not evaded nor abused, but is applied 
to accomplish daily the purpose intended. This committee 
expects that upon each road the president will by order require 
all officers, particularly those having jurisdiction over the 
handling, loading and distribution of gondola and hopper cars, 
to observe this rule. 

This order must be brought to the personal attention of all 
shippers using gondola and hopper cars so that no abuse nor 
evasion of the rule governing the use and movement of such 
ears will occur. 

If failure occurs, this committee will take prompt and ef- 
fective steps to correct all such cases by disciplinary’ measures, 
including the publication, where’ deemed necessary, of names 
of officers and railroads refusing or failing to respond to this 
appeal. Each road is hereby required in the daily distribution 
of available gondola and hopper equipment, as well as other 
equipment available for or used for coal and iron ore loading, 
to give preference over all other traffic in assigning cars for 
loading. In like manner, loaded and empty gondola and hop- 
per equipment will be given preferred movement, 

In order that this committee shall be fully advised it has 
directed its sub-committee, the Commission on Car Service, to 
require and maintain a system of reports showing the current 
movement of coal and iron ore, including cars loaded and orders 
for cars unfilled and such other information as may be neces- 
sary to keep this committee currently informed; these reports 
will be checked and supplemented by such inspection as the 
Commission on Car Service may from time to time direct and 
all roads are directed to submit their records to examination as 
may be required by that commission. 

In this connection, notice is given that from time to time, as 
conditions arise, the Commission on Car Service, under the au- 
thority and direction of this committee, will direct preferential 
service for the transportation of other commodities, as the 
urgency of such conditions may require and the same measure 
of résponse from the railroads of the country will be expected 
as in this instance. 


Approval of Proposed Rules and Regulations to Govern 
Handling of Freight Cars. 


The executive committee, having considered and weighed the 
problem of car service efficiency as an essential element of 
success in promoting the largest measure of national trans- 
portation efficiency, approves the proposed rules and regula- 
tions to govern the handling of freight cars established by the 
Commission on Car Service, as set forth in its General Order 
No. C. S. 1, dated April 26, 1917, and hereby calls upon all the 
railroads to make effective said rules and regulations. 

It is furthermore brought to the attention of the railroads 
that the Commission on Car Service (which is now a sub- 
committee of the Special Committee on National Defense) is 
vested with full authority to amend or suspend any or all 
rules affecting the handling of freight cars; to relocate such 
equipment; to issue such rules, regulations or instructions as 
the exigencies of the general situation may, in its judgment, 
require. 


Following is General Order No. C. S. 1 of the Commis- 
sion on Car Service: 

“To carry out policies announced by the executive com- 
mittee, the Commission on Car Service has revised the 


Car Service Rules as follows, viz.: 


Effective this date, Car Service Rules 1, 2, 3, 4, 19 and that 
portion of No. 5 and note thereto, which refers to the handling 
of the owner’s Continuous Home Route Card, and Per Diem 
Rule 3, are suspended; 

All diversion penalties which have accrued under Per Diem 
Rule 8 are cancelled. 


“The following regulations governing the handling of 
freight equipment shall apply until further notice: 


Emergency Rule 1. Framed to give preference to coal and, 
iron ore traffic, 

Gondola and Hopper Cars (designated in the Official Railway 
Equipment Register under M. C. B. classes “G’’ and “H’’), 
when made empty, must be sent loaded or empty to, or in the 
direction of, the home road. Every movement of the car must 
be in the interest of prompt return to the home road; if neces- 
sary, short routing empty cars without charge to accomplish 
this purpose. 

2. Automobile, Furniture, Ventilated Box, Stock, Flat, railroad 
owned and controlled Refrigerator, and railroad owned Tank 
Cars, which were designed by the owner for a special service, 
shall be so recognized, receive special attention, and sent loaded 
or empty to, or in the direction of, the home road. 
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3. Box Cars shall be used in the best interests of the : equire. 
ments of traffic originating on each road. System cars shoulg 
be used to the fullest extent to meet demands of shipments 
local to each line, and should also be used for loading off ling 
when. foreign equipment is not available. Foreign cars shoulg 
as far as practicable, be loaded to, or in the direction of, the 
home road. 

Surplus empty box cars may be delivered to connections tg 
meet their demands; delivered to the owner if a direct eon. 
nection; or delivered to the road from which received. 

4, An empty car at junction point with the home road must 
be delivered to the home road at such point either loaded oy 
empty. 

5. Local arrangements may be entered into by two or more 
roads for local or joint use of cars owned, also to determine 
the junction point at which their empty equipment shall he 
interchanged, all in the interests of car efficiency. 


6. The Commission on Car Service will undertake to regulate 
car supply as the exigencies may require, and will issue a bulle. 
tin semi-monthly showing location of cars with respect to per. 
centage of ownerships, separated as to classes. Roads having 
on line in excess of 100 per.cent ownership of equipment, treat. 
ing each classification separately, must so regulate their car 
handling as not to exceed percentage on line as of April 1, 
1917, or as may be designated by the Commission on (Car 
Service. 

7. A railroad may refer to the Commission on Car Service 
any situation where car efficiency is involved, or may appeal 
concerning the handling and use of its freight equipment by 
another railroad. The Commission on Car Service will investi- 
gate such cases and render decisions as the facts and condi- 
tions may warrant. Its decision in such matters shall be final, 


“In all cases, keep the cars moving, and settle differ. 
ences of opinion afterward.” 



























A Continental System. 






Appreciation of the revolution the war has already 
caused in the American railroad world, it is believed, 
cannot be had until the event is old enough to afford a 
perspective. These are the outstanding facts: 









All rails are now parts of a continental system, in 
accordance with the pledge given by the railroad presi- 
dents at their meeting in Washington on April 16 and 
following days. 


All cars, for practical purposes, have been pooled, there 
being only a minimum recognition of the proprietor’s title. 

As a result of this combining of rails into one system 
and the pooling of cars, there is no such thing as obedi- 
ence to the rule of the fifteenth section of the Act to regu 
late commerce forbidding short-hauling, when there is 
any reason for disregarding it. So long as the present 
volume of traffic continues, that rule will probably be 
kept on the shelf. 


In this way the most glaring evils of private ownership 
in the operation of railroads have been eliminated. Many 
persons will probably think their-suppression will save 
the country from the probably greater evils of public 
ownership. 


In England the road that collects the freight keeps the 
money. If at the end of the year, or whatever peridd 
less than twelve months is used, a particular road has 
taken in more than its percentage of the operating reve 
nue, it must give up, the overage to be distributed among 
those that have earned less than their percentage. I 
other words, earnings have been pooled. 


This combination, consolidation, merging, socialization 
or nationalization of the railroads (the words meamilé 
about the same) is largely the result of the inability of 
government officials, not connected with the enforcemetl 
of the anti-trust laws, to see any reason why a Pei 
sylvania Railroad car should not be used in sending 4 
load of military supplies from Washington, D. C., to For 
Oglethorpe, Ga. In the shipping of military supplies the 
government officials flouted every law and rule ever made 
in pursuit of the policy embodied in the anti-trust laws 
and the laws of private ownership. 


The railroad presidents took cognizance of the fact 
The car service rules issued on April 26 to be effective 
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that day constitute the first concrete manifestation of the 
new order of things. 

“In all cases, keep the cars moving, and settle differ- 
ences of opinion afterward,” is a black-letter, underlined 
injunction printed under the car service rules formulated 
under date of April 26 and put into the hands of those 


-eoncerned the next day. 


The rules were put out by the commission on car serv- 
ice, the body organized when the Interstate Commerce 
Commission, in February, forced the American Railway 
Association to appoint a plenary committee to sit in Wash- 
ington and co-operate with it in efforts to break up the 
car congestion with which Commissioner McChord began 
dealing at Louisville in November. It was appointed 
after a break between the regulating body and the asso- 
ciation, resulting from President Atterbury’s removal of 
the car committee to New York. That break, it is be- 
lieved, caused the regulating body to issue its car supply 
order which has never been made operative. The com- 
mittee or commission on car service, as the railroad asso- 
ciation calls it, is now a part of the special committee 
on national defense, organized by the railroad presidents 
on the suggestion of Daniel Willard, who is the railroad 
member of the Advisory Committee of the Council of Na- 
tional Defense, which is a body composed of cabinet offi- 
cers and others authorized by law and appointed by the 
President. 


That special committee on national defense has com- 
mitted the actual operation of the unified railroads to 
an executive committee composed of Fairfax Harrison, 
chairman; Howard Elliott, Hale Holden, Julius Krutt- 
schnitt and Samuel Rea. Daniel Willard and Interstate 
Commerce Commissioner Clark are ex officio members. 
The executive committee considered the revolution pro- 
posed by C. M. Sheaffer, chairman, and his associates on 
the commission on car service, who are W. L. Barnes, 
W. C. Kendall, G. F. Richardson, J. A. Somerville and 
D. E. Spangler. When it had considered them it issued 
“to all railroads” the special order relating to gondola 
and hopper cars and noted its approval of the new car 
service rules hereinbefore mentioned, as shown above. 

The canceled and suspended rules are those adopted 
by the American Railway Association during the period 
the Interstate Commerce Commission and the commis- 
sion on car service were operating under the theory that 
if the railroads themselves did not make regulations 
assuring the proper location of cars, the Interstate Com- 
merce Commission would d6 it for them, under the part 
of the law authorizing it to establish through routes and 
make rules for the operation of such routes. In theory 
the rules were the voluntary act of the carriers. As a 
matter of fact they were adopted to avoid the issuance 
of rules by the regulating body. ; 


It is helieved by those who should have a fairly ac- 
curate idea as to conditions, that the new rules will op- 
erate in such a way as practically to draw away the equip- 
Ment from railroads that have little or no government 
business and are not large originators of coal, iron or 
foodstuffs. In other words, the cars will operate largely 
on the rails on which materials having an immediate 
military value originate or are used. 

How such roads are to be compensated has not been 
figured out. But the chances are that, in the end, there 
will be a pooling of earnings—which is a scheme that 
has always excited the wrath of ardent believers in anti- 


tfust laws as a cure for the social and political ills of 
the country, 
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TRAFFIC EFFICIENCY AS WAR AID 


The Traffic World Washington Bureau. 

A movement which will tend to curtail orders for their 
own product by diminishing their customers’ requirements 
is the service to the country offered to the Council of 
National Defense April 26 by the Railway Business Asso- 
ciation, a national organization of manufacturers of cars, 
engines, track appliances and other railway necessaries. 

The peace-time interest of appliance makers is to foster 
demand and sell all the output they can. Their war-time 
duty, as they see it, is to depress consumption by cutting 
down waste. 

When George A. Post, president of the association, re- 
ported for duty two weeks ago to the Council of Defense 
the assignment handed to him by Daniel Willard was 
systematic promotion of co-operation among _ shippers 
everywhere for fuller utilization of existing facilities. 
By loading each car nearer to capacity, by avoiding ex- 
cessive calls for cars and needless delays in loading or 
unloading, and by ordering commodities at convenient sea- 
sons some shippers have released an aggregate of thou- 
sands of cars for use of other shippers. Efforts in this 
direction are to be systematized and thousands of cars 
more be set free to carry government freight, food for the 
allies and general merchandise. 

“The railways,” said President Post, in making the plan 
public, “responded to-day to a widely expressed desire of 
shippers by changing their car service rules and permit- 
ting the loading of box cars for points not in the direction 
of the road owning the car. I am-told this will add 75,000 
to the car supply. 

“Our general executive committee last week spent sev- 


eral hours discussing the project of promoting fuller use- 


of cars. It became known that the railways’ central ex- 
ecutive committee of five was considering the request of 
shippers for a modification of the car service rule. Be- 
lieving that our appeal for co-operation would bring a 


‘more cordial response if we waited for the new rule to 


be published, we postponed our announcement and added 
our voice to those of other shippers. 

“We have participated in conferences in Washington 
this week and have just learned that the change has been 
made. We are confident that in every avenue of co- 
operation among shippers an impulse will be felt to cut 
out waste of car supply.” 

Following is the statement authorized by the Railway 
Business Association: 

“The railways of the country having patriotically met the 
national emergency by mobilizing the facilities of all the 
companies for operation as a unit, the manufacturers who 
compose the Railway Business Association declare them- 
selves ready for any task to which they may be called 
by those to whom national leadership is confided. 


“President Wilson has called upon manufacturers to 
‘speed and perfect every process.’ Manufacturers of rail- 
way appliances, supplementing their loyal response as 
individuals to this summons of the commander-in-chief, 
will undertake in concert a service to the nation. This 
service is to promote transportation efficiency through 
co-operation of shippers and consignees for fuller utiliza- 
tion of existing facilities. 

“Such co-operation will be systematically fostered by 
the Railway Business Association. As makers of equip- 
ment, fabrics and supplies for the carriers our immediate 
interest ordinarily consists in creating a demand for and 
augmenting pureghase of locomotives, cars and track ma- 
terials. In the present national emergency our paramount 
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interest is to help bring success to the national arms. To 
that end we have enlisted to diminish waste in the use 
of our products and make every pound of tractive power 
pull all it can. 

“The Railway Business Association has offered its en- 
ergies to the Council of National Defense. It is upon the 
specification of the advisory commission to the council 
that we have entered upon this project. 

“Other phases of transportation are otherwise in hand: 

“Operation of the 250,000 miles of railways as a single 
system by the concentration of authority in a central com- 
mittee was proposed and approved at a memorable gath- 
ering of railway executives. This will eliminate every 
corporate impediment to effective carriage of military and 
auxiliary traffic. 

“Additional revenues for the roads wherewith to de- 
fray in part certain recent increases in their costs are 
now under consideration before the Interstate Commerce 
Commission. That body appears to be cognizant of the 
necessity for dealing with this situation as an emergency 
that precludes rigid adherence to ordinary procedure. 

“Congress, through a joint committee on interstate com- 
merce, is studying defects in the regulatory mechanism 
and can advance to immediate consideration any modi- 
fication of law which the conduct of the war may demand. 
Business men and economists are not losing their heads. 
They are not dropping amid war’s distractions their par- 
ticipation in this legislative undertaking. They see that 
war has made the completion of it more rather than less 
vital. Business organizations realize that the proposed 
readjustment ought not to reach enactment without their 
counsel and co-operation. One after another they are now 
forwarding to the Chamber of Commerce of the United 
States declarations of opinion with regard to the several 
proposed measures. 

“We are informed in this situation by the chairman of 
the advisory commission to the council of defense, Mr. 
Willard, that the most useful service remaining to which 
as an association we can devote our resources is the 
liberation for national needs of existing cars now need- 
lessly detained through imperfetcion of method. Shippers 
will assume that the railways themselves will redouble 
their efforts to expedite movement through yards and on 
line. By shippers, co-operation is possible through the 
following methods: 1. Fuller car loading; 2, proper load- 
ing and unloading; 3, timing of orders for fuel and staples 
at seasons when there is a return movement of empty 
cars. 

“Organizations of shippers, national and local, have long 
urged their members to co-operate for fuller use of cars. 
Individual shippers have in some instances scored star- 
tling achievements by increase in average car-loading and 
hence in liberation of cars for use of other shippers. 
Some railways, aided by shippers, have _ substantially 
raised the average of car performance in miles moved 
per day. We shall urge shippers’ organizations to ex- 
change information as to methods and results and to join 
hands. We shall inform shippers and consignees of or- 
ganizations through which they can co-operate. Where 
there is no avenue we shall propose its creation by some 
existing body or create it ourselves. 

“The primary function of every American interest is 
to win the war. America is in the conflict to stay. What- 
ever fortune may come to the entente allies, the United 
States must fight on. Even if we could assume that the 
entente allies would protect our shores from invasion in 
the present war, we have entered the struggle to estab- 
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lish our security for the future. We cannot even sume 
that we shall not be invaded during the presen: war, 
Every ounce of our strength is needed. Waste hy any 
one of us in any sphere is aid and comfort to the « .emy, 

“Transportation is an essential national arm. Railways 
move the troops, feed the iroops, equip the troops; rajj. 
ways feed the navy, equip and coal the navy, and build 
the ships. Specialization by localities has compiicateq 
industrial processes. No plant can perform its sovern. 
ment task without prompt movement to it of material, 
parts, supplies and fuel. Let no receiver of freighi forget 
that he who saves a pound of tractive power is fighting 
for his country and for the freedom of the world.” 


ROLLING STOCK FOR THE ALLIES 


The Trafic World Washington Bureau. 

Curtailment of passenger train service and shipment 

of rolling stock and rails to the allies were forecast May 

3 by Daniel Willard in a speech before the national de- 

fense conference of governors and representatives of state 
defense councils. 


Already, Mr. Willard said, the federal council’s general 
railroad board is working on a plan for readjusting 
schedules. Other nations at war, he said, have discon- 
tinued passenger schedules entirely, but the American 
government hopes to bring the railroads to their highest 
point of efficiency by eliminating duplication and reducing 
the number of passenger trains as far as possible without 
inconveniencing the public. 


Of the 14,000 passenger train locomotives in the United 
States the railroad board hopes to release 4,000 for freight 
trains. 


“It is vital that France and Russia have locomotives and 
cars,” said Mr. Willard. ‘“We will have to furnish them. 
How can we do it? We can do it by getting along with 
what equipment we have and by putting into force meas- 
ures of greater railway economy. 


“The general railroad board of the defense council, 
composed of five railway presidents who are operating the 
country’s lines as one continental system, is working on 
these measures now. By reducing the time allowed ship- 
pers to load and unload cars we will save 245,000 freight 
cars for one trip a year. Germany has reduced the load- 
ing and unloading time limit to six hours. We can reduce 
our present limit from forty-eight to “twenty-four hours, 
and, although it will cause some inconvenience, it is in 
the interest of all the people.” 

Rehabilitation of the railroads of France and Russia 
with American materials, ingenuity, and labor is to be 
one of the first undertakings of the United States as an 
allied nation in the war against Germany. 


That plans already have been worked out for sending 
10,000 railroad builders, from experts to laborers, to re 
construct the transportation systems of the two nations 
has become known through Mr. Willard’s speech. 


Amer- 
jocomo- 


Mobilization of materials, reorganization of th: 
ican transportation systems in order to furnish 
tives and equipment to the European allies and ile mar 
shaling of working forces for this undertaking already 
are well under way. 

The first step in this direction will be the dispatch of 
a commission of four railroad experts, including ‘ohn F. 
Stevens, a consulting engineer, who was chief engineet 
of the Panama Canal commission before General ethals. 
Other members will be John C. Greiner of Baitimoré; 
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Henry Miller, former president of the Wabash Railroad, 
and an official of the Burlington Railroad. 

The state delegates also were informed by General Har- 
ries, representing the electric railroads, that a large force 
of expert electric railroad builders already had been or- 
ganized for service in France and Russia. How soon 
this expert army will be sent to Europe was not disclosed. 


The executive committee of the railroad national de- 
fense committee is also making plans for giving various 
classes of freight ratings as to the order in which they 
may be shipped, leaving coal and iron ore in the first 
preferred class. 


RAILROAD OPERATION IN WAR 


Speaking at a dinner of the Civic Club of Brooklyn 
April 25 on the subject of mobilizing industry for war, 
A. C. Bedford, president of the Standard Oil Company of 
New Jersey, said in part: 


It would be impossible to go into the details of all 
England has done in mobilizing her industry for war, but 
let us see if we can get at the fundamental principles 
which have seemed to guide her main policies. If I may 
describe those policies 'in a phrase, it is in the statement 
that England has operated through an extraordinary de- 
velopment of government activity—a line of policy which 
the United States has so far effectively sought to avoid. 


For example, railroad service is, of course, vital to any 
mobilization either of men or industries. One of the very 
first acts of England at the beginning of the war was 
accordingly to take over into government hands entire 
responsibility for the management and conduct of the rail- 
roads. The English government set up a committee of 
high railroad officers to carry on the-work, but the govern- 
ment itself assumed responsibility for the finances of the 
companies, merely guaranteeing to each a continuance of 
the same net earnings which it had been receiving just 
prior to the war. The result has doubtless enabled the 
railroads to render a greatly increased service, but it has 
probably resulted in an enormously increased expense to 
the country. 


Our government has proceeded upon a different theory. 
Instead of taking over the railroads and assuming re- 
sponsibility for them, it has asked the railroads them- 
selves to organize themselves into an effective transcon- 
tinental railroad system, abandoning for the moment in- 
dividual and competitive activities, and devoting them- 
selves during the period of the war to rendering the ut- 
most practicable service for the benefit not only of the 
government but of.the public at large. 

The essence of this plan is that the government tells 

the railroads what it wants and the railroads themselves 
assume responsibility for rendering the service. This 
Places the burden exactly where it ought to belong, and 
Places a premium upon railroad efficiency and economy, 
instead of encouraging that wastefulness which would be 
Ievitabie if the government merely guaranteed minimum 
net earnings, as was done in England. 
_ And right here the question may very properly be raised, 
if, under the stress of war, acting under the strict govern- 
ment supervision and regulation, the railroads can, in co- 
operation, and with competition practically eliminated, 
give to the government and the public a greatly improved 
Service, is it conceivable that after the war the railroads 
should be forced to continue the waste and losses due to 
the ubnecessary competition practically forced by law 
prior te the war? 


MOVING AN ARMY 


Some idea of the adequacy of the equipment of the 
Tailroacis of the United States for the movement of troops 
May be obtained from a statement prepared by Lieutenant 
Colone! Chauncey B. Baker, of the Quartermaster Corps, 
United States Army, and distributed to the railroads of 
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the country by the special committee on national defense 
of the American Railway Association. 

To move one field army of 80,000 men, consisting of 
three infantry divisions, one cavalry division and a 
brigade, technically known as a brigade of field army 
troops—troops auxiliary to the infantry and cavairy divi- 
sions—requires a total of 6,229 cars made up into 366 
trains with as many locomotives. These 6,229 cars would 
be made up of 2,115 passenger, 385 baggage, 1,055 box, 
1,899 stock and 775 flat cars. 

This quantity of equipment represents .7 of 1 per cent 
of the locomotives owned by American railroads, 4.2 per 
cent of their passenger cars, and .2 of 1 per cent of their 
freight equipment. 

The railroad equipment required to move various or- 
ganizations of the army at war strength is as follows: 
Infantry Regiment—55 officers, 1,890 men; 177 animals, 
22 vehicles. Cars required—48 passenger cars, 5 baggage 
cars, 15 box cars, 9 stock cars, 8 flat or gondola cars; 
total, 85 cars. 

Cavalry Regiment—54 officers, 1,284 men; 1,436 animals, 
26 vehicles. Cars required—36 passenger cars, 8 baggage 
cars, 25 box cars, 72 stock cars, 9 open cars; total, 150 cars. 

Artillery Regiment, Light—45 officers, 1,170 men; 1,157 
animals, 32 vehicles; 24 guns. Cars required— 32 passen- 
ger cars, 9 baggage cars, 25 box cars, 58 stock cars, 46 flat 
cars; total, 170 cars. 

Artillery Regiment, Horse—45 officers, 1,173 men; 1,571 
animals, 35 vehicles; 24 guns. Cars required—34 passen- 
ger cars, 10 baggage cars, 25 box cars, 78 stock cars, 47 
flat cars; total, 194 cars. . 

Artillery Regiment, Mountain—45 officers, 1,150 men; 
1,229 animals; 24 guns. Cars required—30 passenger cars, 
7 baggage cars, 30 box cars, 61 stock cars; total, 124 cars. 

Engineers, Pioneer Battalion—16 officers, 502 men; 165 
animals, 12 vehicles. Cars required—14 passenger cars, 
2 baggage cars, 10 box cars, 8 stock cars, 4 flat cars; total, 
38 cars. 

Signal Corps, Field Battalion—9 officers, 171 men; 206 
animals, 15 vehicles. Cars required—6 passenger cars, 
2 baggage cars, 5 box cars, 10 stock cars, 5 flat cars; total, 
28 cars. . 


ROAD TO EMPLOY WOMEN 


To aid in the conservation of labor in the present na- 
tional crisis, the Pennsylvania Railroad has decided, 
wherever possible, to offer employment to girls and 
women. It is the intention not only to meet current needs 
existing through the shortage of labor, but, as far as possi- 
ble, to anticipate others that may arise. For this purpose 
steps will be taken to engage and train a reserve force 
of women employes who will be available should any 
crucial situation develop. 


With this object in view, every general superintendent 
on the Pennsylvania Lines East of Pittsburgh has been di- 


‘rected, by General Manager Elisha Lee, to investigate and 


report, as promptly as possible, in what capacities girls 
or women can be efficiently employed on all parts of the 
railroad; what numbers can be so utilized, and to what 
extent they can perform the work now being done by 
men. 

The object of this step by the management of the Penn- 
sylvania Railroad is twofold: First, to release men from 
work that can as well be performed by women, and thus 
increase the number of male employes available for those 
forms of railroad service for which women are not so 
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well adapted; second, to prepare for the probability that 
selective conscription will ultimately result in a consider- 
able depletion of the forces of male employes not actually 
engaged in the physical operation of the railroad. 

No men will be dropped from the payrolls to make way 
for women, although some may be called upon to change 
the form of their occupation. 

Stenography, typewriting and practically all other kinds 
of clerical work will be open to women at once. This 
will apply not only at the general offices in Philadelphia, 
but also at all other offices where large clerical forces 
are employed, including agencies, freight stations and 
transfers. ; 

The investigation to be conducted by the genera] super- 
intendents will also be directed to ascertaining whether 
or not girls and women may be advantageously employed 
in other positions, including the lighter forms of machine 
shop work, telegraphy, telephony, signaling, train dis- 
patching, ticket selling and car cleaning. 

For several months the experiment of employing women 
in some of the larger offices at Broad Street Station, Phila- 
delphia, has been tried, with successful results. The ex- 
periments, to date, have been confined to clerical work. 


PREFERENCE FOR FOOD STUFFS 


The Trafic World Washington Bureau. 
An appeal to have food products, especially grain and 
grain stuffs, put ahead of coal and iron ore was made to 
the car committee of the American Railway Association 
May 1, by a large delegation from the Grain Dealers’ Na- 
tional Association and its affiliated organizations, grain 
exchanges and the National Hay Association. ‘They said 
that unless such preference was given to food products 
handled by them, the condition of the country would be 
much more serious next winter than that of any other 
country engaged in war, The declaration was made that 
owing to the congestion in the winter of 1915-16, grain 
from the 1915 crop is still in country elevators. The same 
is true with regard to the crop of 1916. A. N. Steinhart, 
secretary of the Farmers’ Grain Dealers’ Association of IIli- 
nois, said that at the rate at which he has been receiving 
cars in the last few months it will take until 1920 to move 
the crops of 1915 and 1916. 


A. C. Lorind, one of the delegates from the Minneapolis 
Chamber of Commerce, and president of one of the big 
flouring mills in that city, said he has been buying spot 
wheat at 55 cents above the quotation for future delivery 
of wheat in order that he may obtain cars to load with 
flour. Practices of that kind, he said, account for the 
strange phenomenon of spot wheat selling for 40 or 50 
cents per bushel more than contract wheat. The millers 
have all the wheat they can grind, but no cars for for- 
warding wheat and grain. Minneapolis said it needed 400 
ears for flour, 400 for wheat and 100 for feed to move the 
accumulation of grain in elevators, and even if the 900 
cars per day were furnished, it would take 37 days to 
move the grain and get the eleyators ready for the 1917 
crop. At present that city is receiving about 250 cars a 
day. Minneapolis has about 18,000,000 bushels, Duluth 
20,000,000 and Chicago about 17,000,000 bushels of grain. 

Last week, according to the declarations of representa- 
tives of the Chicago Board of Trade, the grain dealers of 
that city shipped more grain by boat than has ever before 
been put afloat in one week. The shipment of oats that 


week by the water carriers was greater in total than for 
the whole season of 1916. 


This wonderful movement of 
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grain by water was made possible through the hiring of 
the boats laid up in Chicago last winter for storage pur. 
poses. The arrangement was that the grain showld be 
stored in them and carried to Buffalo at the beginning of 
navigation at charges higher than the all-rail rates. About 
6,000,000 bushels moved that week. 

Chairman Schaeffer said he could not make any prom. 
ises in regard to the matter, but assured the grain men 
that what they had said would receive careful considera. 
tion and would be brought to the attention of the national] 
Gefense committee with which the car committee is now 
working as a subsidiary organization. He said definite 
arrangements had been made for handling grain ordered 
by the allied governments, but thus far no special arrange. 


ments have been made respecting domestic grain move. 


ments. The cardinal point in the arrangement for the 
movement of grain’ to the allied countries is that no rail- 
road will receive grain for export until it has seen that 
arrangements have been made for ship space. The allied 
governments, of course, are working under the British 
admiralty, so the plan, in effect, is to have that govern- 
ment notify the railroads in this country that about such 
a day a ship or ships will be at a designated port pre- 
pared to receive about so much grain. When such notice 
is received the railroads arrange to have the cars for- 
warded. 

E. C. Eikenberry, president of the Grain Dealers’ Na- 
tional Association, made the chief address for the grain 
men and pointed out the essential facts mentioned. Others 
who spoke were: P. E. Goodrich, Indiana Grain Dealers’ 
Association; Frank H. Funk, Illinois State Public Utili- 
ties Commission; A. N. Steinhart, secretary, Illinois Farm 
Grain Dealers’ Association; C. E. Patterson, Memphis 
Merchants’ Exchange; C. B. Pierce, for the grain mer- 
chants in the Chicago terminal market; H. M. Stratton, 
Milwaukee Chamber of Commerce; Henry L. Goemann, 
Mansfield, Ohio, chairman of the transportation commit: 
tee of the Grain Dealers’ National Association; D. F. 
Piazzek, Kansas City Board of Trade; John L. Messmore, 
St. Louis Merchants’ Exchange; E. M. Wayne, [Illinois 
Grain Dealers’ Association; Guy M. Freer, Cincinnati Hay 
Exchange, and A. C. Loring and C. A. Magnusson, Minne: 
apolis Chamber of Commerce. 


The organizations and those representing them were: 

Chicago Board of Trade, J. S. Brown, manager Trals 
portation Department. Buffalo Corn Exchange, H. T. 
Burns, president; F. A. Pond, secretary. California Mill 
ers’ League, George B. Flack, San Francisco. Cleveland 
Grain and Hay Exchange, A. W. Clark, secretary. Okla 
home Millers’ Association, Oklahoma Grain Dealers’ Ass0- 
ciation, H. Dittmer, secretary and manager; Canadian Mill 
& Elevator Company, Oklahoma City, Okla. Duluth Board 
of Trade, M. L. Jenks, president; Chas. F. Macdonald, 
secretary. Indiana Grain Dealers’ Association, P. E. Good: 
rich, Winchester, Ind.. Farmers’ Grain Dealers’ Associa 
tion of Illinois, H. B. Price, chairman of transportation 
committee; A. N. Steinhart, secretary. State Public Utili- 
ties Commission of Illinois, Frank H. Funk, secretary. 
Indianapolis Board of Trade, H. E. Kinney. Memphis Mer- 
chants’ Exchange, Memphis, Tenn.; G. E. Patteson, J. T. 
Morgan, James McGinnis, freight commissioner. Chica80 
Terminal Market, C. B. Pierce, Chicago. Milwaukee Chal 
ber of Commerce, W. M. Bell; H. M. Stratton. Grain Deal: 
ers’ National Association, E. C. Eikenberry, president; 
Charles Quinn, secretary, Toledo, O.; A. E. Reynolds, chal 
man committee on legislation; Henry L. Goemann, chair 
man transportation committee; W. T. Cornelison, Peora 
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[ll.; James W. Sale, Bluffton, Ind. Nashville Grain Ex- 
change, Charles D. Jones. National Hay Association, D. 
S. Wright, president; J. Vining Taylor, secretary; W. A. 
Cutler, H. W. Robinson, Cleveland, O. New York Produce 
Exchange, L. W. Forbell. Kansas City Board of Trade, D. 
F. Piazzek. Omama Grain Exchange, E. P. Peck. Balti- 
more Chamber of Commerce, Herbert Sheridan, Charles 
England, George S. Jackson. St. Joseph Grain Exchange, 
St. Joseph, Mo.; F. R. Warrick, John M. Flynn. St. Louis 
Merchants’ Exchange, John L. Messmore, H. H. Langen- 
perg. Southwestern Millers’ League, L. E. Moses, Kansas 
City. Western Grain Dealers’ Association, S. W. Wilder, 
president. Farmers’ Grain Dealers’ Association of lowa, 
Frank M. Myers, secretary, Ft. Dodge, Ia. National Coun- 
cil of Farmers’ Co-operative Associations, J. W. Shorthill, 
secretary, York, Neb. Illinois Grain Dealers’ Association, 
E. M. Wayne. Peoria Board of Trade, Charles C. Miles. 
Louisville Board of Trade, R. L. Callahan, Alfred Brandeis. 
Cairo (Illinois) Board of Trade, J. P. Haynes. Millers’ 
Association of Indiana, Carl W. Sims, Frankfort, Ind. 
Millers’ National Federation, M. Mennel, Toledo, O. Cin- 
cinnati Grain and Hay Exchange, G. M. Freer. Minne- 
apolis Chamber of Commerce, F. B. Wells, C. W. Harring- 
ton, C. A. Magnuson, A. C. Loring. Ohio Grain Dealers’ 
Association, Henry L. Boemann, chairman transportation 
committee, Mansfield, O. Philadelphia Commercial Ex- 
change, James L. King. Norfolk Virginia Board of Trade, 
I. S. D. Sauls. Minnesota State Warehouse Commission, 
0. P. B. Jacobson. Winston Grain Company, Buffalo, N. Y. 
Union Elevator Company, Cleveland, O., H. W. Robinson. 
Shippers on Chicago & Alton Railroad, Grant C. Arm- 
strong, Pontiac, II. ; 


ADVANCED RATE QUESTIONS 


The Traffic World Washington Bureau. 

The Commission, May 1, laid the foundation on which 
the carriers are expected to build their justification for 
the proposed 15 per cent advance in rates, which justi- 
fication is to be begun May 7 and continue probably 
through the week. Seven questions, some having many 
subdivisions, were propounded to the carriers. 

The foundation differs from the base on which the 
Five Per Cent case was constructed in that it does not 
Suggest there may be some way other than that proposed 
by the carriers to meet the emergency which they assert 
exists. So far as now known, the Commission has no 
thought of introducing any special counsel or anything 
of that kind, but will allow. the contest to be between 
the railroads and the public, in so far as the latter can 
be represented by those who have the primary responsi- 
bility of finding the money which the carriers assert they 
must have. 

The questionaire prepared by the Commission is as 
follows: 

Referring to petitions filed by the carriers in Official, 
Western and Southern Classification territories, the fourth 
and six section orders entered, the supplements filed and 
to be filed thereunder, the protests thereto, and the setting 
of hearings thereon beginning May 7, 1917, it ih suggested 
that the matters to be presented to the Commission by 
the carriers in respect of their proposed increase in freight 
rates should include the following: 

1. The Emergency: 

; (a) Does an emergency exist which affects transporta- 
tion in such a way as to require emergency relief through 
increase in net earnings? Does it affect all carriers alike? 
To the same degree? Require the same relief as to each? 
Why should that relief take the form of a percentage in- 
crease in all freight rates, except as specified in the ap- 
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plications on file? 
per cent? 

(b) What, if anything, except our state of war and the 
Adamson act, create that emergency? To what extent, re- 
spectively, do those two factors necessitate the relief 
sought? To what extent do they call for relief at the 
hands of the Commission? To what extent do any other 
factors add to the emergency, and to what extent do they 
call for that relief? 

(c) Did the emergency exist prior to January 1, 1917? 
Prior to April 1, 1917? When did it become an emergency 
requiring emergency treatment in according relief? By 
what criteria can it be determined later that the emergency 
is past? 

2. War Conditions: 


(a) Carriers should state in detail by individual lines 
what additional burden the war is expected to impose upon 
them and the effect of these burdens upon operating rev- 
enues and expenses. To what extent is the relief neces- 
sitated by anticipated movement of government forces and 
material on “land grant” roads? 

3. Labor and Wages: 

(a) What is the total amount of the increase in wages 
during the period January 1 to March 31, 1917, resulting 
from advances in wage rates which became effective since 
December 31, 1916? This should be shown by individual 
lines and by territorial groups. 

(b) What part, if any, of this advance has been included 
in the monthly report of operating expenses made to the 
Interstate Commerce Commission since January 1, 1917? 

(c) How much of this advance is directly attributable 
to the Adamson eight-hour law? 

(d) What is the percentage which the increase shown 
under question (a) above is of (1) the total operating rev- 
enue; (2) the total operating expenses as reported, and 
(3) the net operating revenue as reported for these three 
months? 

4. Cost of Fuel, Materials and Supplies: 

(a) How do fuel contracts and costs now current com- 
pare with those in effect a year ago? What changes have 
been made since December 31, 1916, in divisions of freight 
rates on fuel accruing to the purchasing road, and what 
was for the year ended December 31, 1916, and what is 
now the resulting net cost per ton of 2,000 pounds for coal 
and per barrel for fuel oil, with the weighted average net 
cost of each? 

(b) The same question as to rails, ties and other mate- 
rials and supplies. 

5. Recent Changes in Rates: 

(a) What increase in gross operating revenues, abso- 
lutely and on a percentage basis, has resulted and may be 
expected to result from new rates and charges which 
have become effective since January 1, 1917? 

(b) What diminution in gross operating revenue has 
resulted from reductions in rates and charges which have 
become effective since January 1, 1917? 

(c) In the Southeast, what increase in gross operating 
revenues, absolutely and on a percentage basis, has re- 
sulted since January 1, 1916, from the readjustments inci- 
dent to the fourth section findings and orders? 

(d) In the Southeast, South and Southwest, what in- 
crease in gross operating revenues. absolutely and on a 
percentage basis, has resulted from increased rates on 
lumber and articles taking lumber rates, since January 1, 
1913? 

(e) As to increased net operating revenue in the year 
ending December 31, 1916, what has been done with it, 
and the accrual to it since? 

6. The Reasonableness of the Proposed Increased Rates: 
7. Application to Be Made of Proposed Increased Revenue: 

(a) Carriers should indicate the approximate amount 
of increase in gross and net operating revenues which in 
their estimate would result to representative individual 
lines and to territorial groups from the proposed increase 
as compared with gross and net operating revenues for 
the fiscal year ended June 30, 1916. 

(b) Carriers should file statements showing in detail 
the purposes to which the increased revenues which they 
hope to get are to be devoted. 

(c) Carriers should indicate the extent to which they 
are willing to limit the rate of dividends to be paid during 
the continuance of the war. 


The questionnaire has already winded the accounting 
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force of some of the railroads. It contains so many ques- 
tions they fear they will not be able to make even a 
respectable “stab” at answering some of them by the end 
of the week beginning May 7, when the carriers are ex- 
pected to put in the chief part of tehir case. 


“Why should the percentage be fifteen?” is the question 
that has attracted most attention. In Hale Holden’s ad- 
dress to the Commission in support of the petition of 
the western roads, he submitted figures to show that lines 
in the Southwest would need from fifteen to twenty per 
cent, roughly speaking, to enable them to do as well as 
they did in 1916. 

In the Senate and elsewhere the question has been 
asked why the railroads, or anybody else, should expect 
to do as well in time of war, in which the United States 
is engaged, as in time of peace. Senator Husting of Wis- 
consin suggested that the railroads should be saying 
they would take the minimum of profit, instead of the 
maximum, at a time like that. He pointed out that men 
are being asked to enlist in the army at a great financial 
sacrifice, who are at the same time also offering their 
lives. He suggested that a request for an assurance of 
maximum profit is not the thing to be made by anybody. 

“What, if anything, except our state of war. and the 
Adamson act create that emergency?” is another query 
that is somewhat embarrassing, not in and of itself, but on 
account of the subsidiary question, “To what extent do 
they call for relief at the hands of the Commission?’ Some 
read in the subsidiary question an inference that perhaps 
Congress is the body to ask for relief, inasmuch as that 
body passed the Adamson law and declared war, and they 
are acts of legislation having profound effect upon the 
situation that prevailed when the Act to regulate com- 
merce was created. 

The accounting officers are not so much concerned with 
the questions: mentioned as they are with the order that 
the carriers shall tell what increase in gross operating 
revenues, absolutely and on a percentage basis, has re- 
sulted and may be expected from new rates and charges 
which have become effective since January 1. What diminu- 
tion has taken place or may be expected as a result of 
reductions effective since January 1? What increase has 
resulted from the higher rates in the Southeast since 
January 1, the day the advance in that territory took place 
because the carriers had removed discriminations caused 
by fourth section violations? 


The question, however, that has worried the account- 
ants more than any other is that requiring them to show 
what has been done with the increased operating revenue 
accruing during the year ending Dec. 1, 1916. That goes 
directly to the question of whether there has been any 
increase in equipment. Shippers have been insisting 
that unless the railroads can show they have increased 
their equipment or intend shortly to do so, there is no 
reason why, for the present inadequate service, higher 
rates should be paid. 

Another set of questions requires the carriers to show 
increases in wages for all the railroads in a given ter- 
ritory. Each road may be able to show its own increases, 
but a total, with necessary adjustments, it is feared, can- 
not be made in the time allowed. 


SHIPPER FAVORS ADVANCE 


J. R. McWane, president of the American Cast Iron Pipe 
Company, Birmingham, Ala., has written the following let- 













Vol. XIX, No. 18 


ter, under date of May 1, to G. B. McGinty, secretary of 
the Interstate Commerce Commission: 


Referring to applications that have been made by the carriers 
for permission to make percentage advances in all freight ra:es 
for the purpose of giving them more revenue to cover increa-eq 
operating expenses, we are in favor of such advances b: ng 
allowed. 

We are large shippers, and from time to time have protes:ed 
against advances, and shall continue to protest wherever, in 
our judgment, the proposed advances are unjust. We think it 
but fair, however, that when the railroads are in the right the 
shippers should stand by them, 

Without largely increased revenues we do not see how the 
railroads are going to meet the demands made upon then in 
increased wages, increased cost of everything they use, to say 
nothing of the necessity that is facing them of providing be‘ ter 
facilities for taking care of the traffic. 


SENATE WANTS INFORMATION 


The Traffic World Washington Bureau, 


A resolution will probably be adopted by the Senate 
directing the Interstate Commerce Commission to furnish 
it statistics of revenues and income for the railroads for 
the last eighteen months. But for an unfavorable par- 
liamentary status the Senate would have approved a 
resolution of that character on May 3, because up to that 
time no opposition’ thereto had developed and there ap- 
peared to be no possibility of objection. The resoluiion 
(S. Res. 52) is as follows: 


Be it resolved, etc., That the Interstate Commerce Commis- 
sion is hereby directed to furnish for the use of the Senate a 
statement of the gross and net revenue of the railroad com- 
panies reporting to the Commission for the first fiscal year for 
which reports were made after the creation of the Commission, to- 
gether with a statement showing the gross and net income of 
said railroads since said time, the statement to be total of said 
roads and not statement as to each road, 

The Commission is furthermore directed to furnish for the 
use of.the Senate a statement showing the gross and net 
incomes of said roads for the last six months of 1916, the 
statement to be totals of said roads and not statement as to 
each road. 

The Commission is furthermore directed to furnish for the use 
of the Senate a statement of the bonded and other liabilities of 


the railroads, together with their capital stock, preferred, com- 
mon and debentures. Also statement of the net income of said 
roads after paying interest on their bonded debts. The above 
information to be applied to the fiscal year ending June 30, 1916. 

The Commission is furthermore directed to furnish for the use 
of the Senate a statement of the gross and net incomes of the 


said roads for the last six months of 1916, with a comparison of 
same with the gross and net incomes for the corresponding six 
months of 1915, reference being had to the calendar months. 

The Commission is furthermore directed to furnish for the use 
of the Senate a statement showing a comparison of the gross 
and net income of said roads, for the months of January, Feb- 
ruary and March, 1917, with the gross and net income for the 
corresponding months of 1916, together with the total book costs 
or property investment account of said roads for the fiscal year 
ending July 1, 1916. 

The Commission is furthermore directed to furnish for the use 
of the Senate a list of the roads making a total net income of 
7 per cent or more upon their capital stock during the fiscal 
year ending July 1, 1916, together with a statement showing the 
percentage of profits upon the capital stock for the fiscal year 
of 1916. 

The Commission is furthermore directed to furnish for the use 
of the Senate a list of the roads making a total net inconie of 
7 per cent or more upon their book values during the fiscal year 
ending July 1, 1916, together with a statement showing the 
percentage of profits upon the book values made by each. 


The resolution is an anti-railroad note. Its adoption by 
the Senate may be taken as indicating that one branch of 
Congress has doubts as to whether the railroads are e2- 
titled to any increase in rates whatsoever. 

A fact that may be of significance is that the author 
of the resolution is Senator Smith of Georgia, a resident 
of Atlanta, which city is also the home of W. A. Wimbish, 


attorney for a dozen or more commercial organizations in 


the Southeast that have filed formal complaints against 
the advances that became effective in that part of the 
country on January 1, 1916, in conformity with the per 
mission granted by the Commission in its report on 
“Fourth Section Violations in the Southeast.” It may 0 
may not be of significance that Mr. Wimbish was in \Vash- 
ington soon after the senator from Georgia offere’ his 
resolution. There may be still further meaning in the 
fact that on May 2 Senator Smith used figures in advo 
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cating the adoption of his resolution such as are not usu- 
ally found in the possession of a senator unless they have 
peen furnished to him by a well-informed representative 
of shippers. 

In addressing the Senate, Mr. Smith said that during 
the fiseal year ending June 30, 1916, $1,000,000 a year rail- 
roads made a net on their capital stock of 8.5 per cent. 
He said the Pennsylvania for that year cleared 10.76 per 
cent; the Pennsylvania Company, 17.84; New York Cen- 
tral, 16.18 per cent; Norfolk & Western, 14.61 per cent; 
Chesapeake & Ohio, 10.96 per cent; Central of Georgia, 
20.43 per cent; the Nashville, Chattanooga & St. Louis, 
14.61 per cent; the Alabama & Great Southern, 13 per 
cent, and the Louisville & Nashville, 19.51 per cent. 

Reading from a report or a summary of operations is- 
sued by the Commission, the Georgia senator said the net 
profits of the railroads for the last six months of 1916 
exceeded their profits for the corresponding months of 
1915 by between fifty and sixty million dollars. With 
reference to the present calendar year, the senator said 
he understood there had been a decline of profits of some 
16.6 per cent as compared to 1916; that there was a 
falling off of profits for the eastern roads, but that in the 
South there was an increase for January, 1917, as com- 
pared with January, 1916, of 22.9 per cent, and 42.7 per 
cent in the western district. 

“Do you doubt that the Interstate Commerce Commis- 


sion will act properly in this case?” asked Senator Mc- ; 


Cumber of North Dakota, who wanted to know why it is 
necessary for the Senate to take up this matter. 

“I do not know what the Commission will do,” said 
Senator Smith. “If the Commission does not suspend 
these rates I am ready to support a measure to suspend 
them by congressional action. I go further and state that 
I believe there is a condition existing that the Interstate 
Commerce Commission really is not in a position to han- 
dle. If there are weak roads that need help perhaps leg- 
islation upon the subject may be necessary. Surely we 
should not build up enormously increased percentages to 
roads making 20 per cent because some other road is not 
able to make more than one or two. I regard it as a mat- 
ter of information for legislative consideration that we 
may determine whether there is a responsibility resting 
upon us and that we may at least have the facts before 
us during this session.” 

“Then at this time the senator from Georgia does not 
challenge the good judgment of the Commission in its 
action?” asked Senator McCumber. 

“No, I do not; but I do not waive the responsibility of 
Congress,” retorted Mr. Smith. 

Mr. MeCumber said he had no objection to receiving 
the information, but he did want to know whether Con- 
gress had come to the conclusion that its own creature 
(the Commission) had failed to perform its functions in 
accordance with the law. 

Senator Pomerene said that two years ago there was a 
regular propaganda, the object of which was to force 
the Commission to decide in favor of the railroads in the 
five per cent case, and a counter-propaganda to make it 
decide in favor of the shippers. He said he regarded the 
Con:nission as a court and he would think it as improper 
to try to influence the judgment of the Commission by 
Propaganda, as it would be to shape the views of a court 
by similar methods. 

want to give it as my judgment that the people will 
Convemn the Interstate Commerce Commission or Con- 
gres. if a rate is put into effect increasing the present 
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freight charges at all pending an investigation,” said Sen- 
ator Husting of Wisconsin. “This is not a question of 
technical knowledge or technical information. There 
are some things connected with this demand that I think 
even an ordinary citizen can understand; that I think even 
an ordinary senator can understand. What has happened 
that would warrant a 15 per cent advance? A _ short 
time ago the railroads came in and asked for a five per 
cent increase because they said they were not doing a 
normal business. At that time they pointed to the empty 
freight cars that were congesting traffic én the yards and 
were bringing in no revenue. That was true to a cer- 
tain extent, although the wisdom of the raise was then 
questioned. There were a great many well-informed peo- 
ple who said they were then paying more than a fair re- 
turn on the railroad investment. Now they are asking 
for an increase because they haven’t cars enough to do the 
business that is offered. The ordinary man can under- 
stand that if a raise of 5 per cent was necessary two years 
ago because the cars were idle, and now they want an 
advance because there are no idle cars and they can’t get 
enough cars to handle the business offered, they must be 
making money now. These two inconsistent theories that 
they need a raise when cars are idle and that they need 
a much greater raise when they have so much business that 
they cannot handle it, are not going to stand up very 
well before the ordinary citizen.” 

In concluding his remarks, Senator’ Husting said that 
in view of the fact that ordinary citizens were offering to 
do work for the government’ without profit, the railroads 
should not ask for increased profits; in fact, they should 
be willing to take less than they have been getting, be- 
cause they are asking men not only to sacrifice profit, but 
their lives. They should be willing to do the work at a 
minimum and not a maximum profit. 





ADVANCED RATE ACTION 


The Traffic World Washington Bureau. 

To prevent discrimination through lack of uniformity, 
W. S. Bronson, Chesapeake & Ohio Railroad attorney, April 
30 had all the railroads agree to postpone to June 15 the 
operative dates of the tariffs proposing advances on coal 
and coke. Tariffs naming different effective dates have 
been filed. Inasmuch as advances are expected on all 
kinds of fuel to all points, indentity of the effective date is 
particularly desirable. While these advances, generally 
15 cents a ton, are part of the general advance, the effective 
date of the 15 per cent advance rate tariffs remains July 1. 

The Commission April 30 suspended the 15-cent advance 
on ex-lake ore, ruled to be operative May 1. This is also 
a part of the move for a general advance. The suspension 
was necessary to prevent confusion. The railroads want 
the advance to be made in ore rates readjusted in accord- 
ance with the Commission’s final report on the ore rate in- 
vestigation, which cannot be done before the end of May. 
The suspension is expected to be vacated in time to have 
the advance made practically coincident with increases 
under the new a la carte system. 

The .anthracite roads April 30 petitioned for advances 
on that kind of fuel, notwithstanding the unexpired order 
in No. 4914, 5 cents on sizes less than pea to New York 
tidewater, fifteen on other New York tidewater, and 25 
cents from Buffalo and Erie to C. F. A. territory, through 
rates to the West to be locals to and from Buffalo and Erie. 

The change of the effective date of the coal tariffs and 


the suspension of some of the ex-lake ore tariffs are to 
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be construed as helps, rather than hindrances, toward an 
answer to the general query as to whether the carriers 
are entitled to advances to meet the emergency they 
think has been created by the rising cost of living caused 
by war. 

It was the intention of the carriers to have the ore tar- 
iffs kept out of the way of the order of the Commission 
in the general ore investigation report. Some of the 
necessary routine work could not be done to accomplish 
that, hence the order of suspension in I. and S. No. 1080, 
holding up the fariffs until August 29. An intolerable 
situation would have been produced had some of the 
tariffs been allowed to become effective on May 1 and 
others not until June 1 or later days. Besides, the car- 
riers desired to get the benefit of the changes: in rates 
resulting from the Commission’s permissive order in the 
ore rate investigation, and that could not be done unless 
the rates therein decreed became effective ahead of those 
resulting from a fifteen-cent advance. The rates permitted 
in that investigation are set forth in cents per ton and 
by their terms made effective for a two-year period, if the 
carriers elected to publish them. 

By changing the operative dates on the coal tariffs to 
June 15, in accordance with the agreement negotiated 
by Attorney Bronson of the Chesapeake & Ohio, discrimi- 
nations due to varying effective dates will be avoided. 





NOTICE TO STATE AUTHORITIES 


The Trafic World Washington Bureau. 

Secretary McGinty of the Interstate Commerce Com- 
mission has sent the following to the railroad commission 
and attorney-general of every state: 

“T am instructed to advise you that the Interstate Com- 
merce Commission has set apart the week beginning May 
7 for hearings before the Commission on carriers’ pro- 
posals to generally increase freight rates, and the pro- 
tests thereto. The hearings will be held in the ball room 
of the Raleigh Hotel, in Washington, D. C., beginning at 
10 o’clock a. m. During those six days it expects that 
the carriers will put in their case. Hearings will be re- 
sumed on May 23, and it has been suggested that the 
full presentatioff of the carriers’ side may be facilitated 
if cross-examination of their witnesses is deferred until 
the subsequent hearings. This will give the representa- 
tives of shippers and of the public additional opportunity 
in which to prepare to cross-examine, as well as to pre- 
pare their case in chief against the proposed increases. 

“The hearings will be continued until adequate oppor- 
tunity has been afforded for the presentation of such mat- 
ters as in the opinion of the Commission may aid it in 
determining whether or not it should suspend all or any 
of the supplements carrying the proposed increases, or 
require modification thereof as a condition of their becom- 
ing effective on July 1, their proposed effective date.” 


ACTION OF SOUTHERN SHIPPERS 


The conference of business organizations in the South 
held in Chattanooga April 20 in regard to the proposed 15 
per cent advance in freight rates adopter the following 
resolutions: 


The undersigned committee, representing the following. trade 
bodies and commercial organizations: Atlanta Retail Mer- 
chants’ Association, Atlanta, Ga.; Atlanta Freight Bureau, At- 
lanta, Ga.; Chattanooga Manufacturers’ Association, Chatta- 
nooga, Tenn.; Chattanooga Chamber of Commerce, Chatta- 
nooga, Tenn.; Wholesale and Jobbers’ Association, Chattanooga, 
Tenn.; Retail Merchants’ Association, Chattanooga, Tenn.; 
Columbia Chamber of Commerce, Columbia, S. C.; Columbus 


. 
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Chamber of Commerce, Columbus, Ga.; Shippers’ and Manu- 
facturers’ Association, Charlotte, N. C.; Cotton Manufacturers’ 
Association of Georgia, Chattanooga, Tenn.; Chamber of Com- 
merce, Fayetteville, Tenn.; Jacksonville Traffic Bureau, Jack- 
sonville, Fla.; Mobile Chamber of Commerce, Mobile, Ala.: 
Chamber of Commerce, Montgomery, Ala.; Nashville Traftix 
Bureau, Nashville, Tenn.; Southern Wholesale Grocers’ Asso- 
ciation, Tampa, Fla.; Tampa Board of Trade, Tampa, Fla. 
Sanford Board of Trade, Sanford, Fla.; Pensacola Chamber of 
Commerce, Pensacola, Fla.; Chamber of Commerce, Selma, Ala.; 
in joint convention to-day held, hereby petition that all tariff: 
filed by carriers in rate advance known as fifteen per cen 
freight advance, be suspended until further investigation can 
be made as to the actual necessities, if any, of the carriers, 
allowing shippers opportunity to be heard and requiring ca) 
riers to show complete and full data as to the earnings, op- 
erating expenses and taxes. T. C. Tipton, Chairman; Beau- 
mont Davison, Fred Arn, D. C. Marlowe, Morgan Richards. 


Mr. Davison moved the following resolution, which was 
also adopted: 


Whereas, railroad companies of the Southern states have 
filed an application with the Interstate Commerce Commission 
for authority to increase their present rates 15 per cent, ex- 
cept on coal, coke and ore, on which special advances have 
been requested, and, 

Whereas, within the past year the railroads in said terri- 
tory have received a marked advance in rates in many in- 
stances; therefore, 

Be it resolved by the shippers’ organizations of the south- 
eastern territory, that the Southern railroads shall be called 
upon to justify their proposed increase, and that a commit- 
tee of seven (7) shall be appointed to have the interest of 
the shippers of the southeastern territory thoroughly repre- 
sented in the hearings before the Interstate Commerce Com- 
mission on said proposed increase, and that said committee 
shall have full power to act in the matter of securing repre- 
sentatives and to call upon the various shippers’ organizations 
and shippers of the South for contributions to defray the ex- 
pense of such representation. 

The members present pledging themselves to raise sufficient 
funds to permit the committee to engage an attorney, if necessary, 
to appear before the Interstate Commerce Commission in the 
matter of the suspension of the rate. 


The committee of seven met after the conference and 
the chairman was authorized to employ W. A. Wimbish 
as attorney to represent the organizations in this confer- 
ence in the endeavor to secure suspension of any ad- 
vanced rates that are filed. 


FIRST SUPPLEMENT FILED 


The Trafic World Washington Bureau. 
R. H. Countiss, Transcontinental Freight Bureau, has 
the distinction of being the first to file an official copy 
of the fifteen per cent advanced rate supplement. He 
may not be first to have put his supplement in the mail, 
but it is the first actually to reach the hands of filing 
clerks in the tariff division of the Commission. It con- 
tains reference to every one of his tariffs and otherwise 
follows the form prescribed by the Commission in its 
permissive sixth section order. 


RAILWAY REVENUES 


A summary of the results vf operations in March was 
made public by the Commission May 3. It covers 96 
roads with a mileage of 113,187. 

For the country as a whole ihe operating revenue in- 
creased from $148,439,924 to $165,694,613; expenses from 
$99,498,330 to $118,179,692, causing a decrease in the net 
from /%48,941,594 to $47,514,921, or from $434 to $419 per 
mile of road operated. 

In the eastern district the operating revenue rose from 
$62,186,954 to $69,367,858; expenses from $43,917,782 to 
$53,543,164; and net declined from $18,269,172 to $15,824, 
694, or from $653 to $563 per mile. 

In the southern district the revenue rose from $32, 
926,191 to $36,531,738; expenses from $21,124,027 to $23, 
997,124, and net from $11,752,164 to $12,534,612, or from 
$377 to $401 per mile. 

An equally satisfactory condition was shown in tlie 
western district, the revenue rising from $53,326,779 ‘0 
$59,795,017; expenses from $34,406,521 to $40,639,404, and 
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the net from $18,920,258 to $19,155,613, or from $351 to 
$356 per mile. 

For the three months of the fiscal year which: began 
January 1, the operating revenue for the country as a 
whole advanced from $415,193,795 to $460,052,895; ex- 
penses from $287,666,222 to $335,319,658, causing a decline 
in the net from $127,527,673 to $124,733,237, or from $1,130 
to $1,101 per mile. 

In the eastern district the revenue advanced from $176,- 
759,532 to $188,265,377; expenses from $127,137,771 to 
$161,289,024, causing a decline in the net from $49,621,761 
to $36,976,353, or from $1,773 to $1,315 per mile. 

In the southern district the revenue rose from $93, 
397,341 to $103,574,601; expenses from $61,370,394 to $68,- 
901,264, and the net from $32,026,247 to $34,673,377, or 
from $1,030 to $1,110 per mile. 

In the western district the revenue rose from $145, 
036,922 to $168,212,917; expenses from $99,158,057 to $116,- 
129,370, and the net from $45,878,865 to $53,083,547, or from 
$853 to $895 per mile. 

The net operating income of the railways of the United 
States for February, 1917, was less than February, 1916, 
by $98 per mile, or 34.1 per cent, says the report of the 
Bureau of Railway Economics. 

Total operating revenues, $265,263,852, exceeded those 
for February, 1916, by $2,471,240. Operating expenses, 
$207,883,499, were greater by $23,425,116. Net operating 
“revenue, $57,380,353, fell off $20,953,876. Taxes, $13,784,- 
518, increased by $1,395,459. Net operating income was 
$43,555,124, which is a decrease of $22,335,187. 

If spread over the mileage represented, operating reve- 
nues averaged $1,147 per mile, an increase of 0.6 per cent; 
operating expenses per mile, $899, were greater by 12.3 
per cent; net operating revenue per mile, $248, shows a 
decrease of 27 per cent; while net operating income per 
mile, $188, showed a decrease of 34.1 per cent. Taxes 
per mile rose 10.9 per cent. 

For the eastern railways, operating revenues per mile 
were less than those for February, 1916, by 3.9 per cent; 
operating expenses rose 15.4 per cent; net operating reve- 
nue decreased 52.8 per cent; taxes increased 9 per cent. 
Operating income per mile decreased 63.9 per cent. 

For the railways of the southern district, operating reve- 
nues per mile exceeded those for February, 1916, by 4.6 
per cent; operating expenses rose 8.4 per cent; net oper- 
ating revenue decreased 2.8 per cent; taxes increased 14.7 
per cent. Operating income per mile decreased 5.4 per 
cent. 

For the western railways, operating revenues per mile 
exceeded those for February, 1916, by 4.4 per cent; op- 
erating expenses rose 10.2 per cent; net operating reve- 
nue decreased 9 per cent; taxes increased 11.5 per cent. 
Operating income per mile decreased 13.5 per cent. 

The two months of the current calendur year, com- 
pared with the corresponding period of the preceding 
year, show changes per mile of line as follows: Oper- 
ating revenues increased 7.6 per cent, operating expenses 
increased 14.4 per cent, net operating revenue decreased 
84 per cent, taxes increased 10.7 per cent, while oper- 
ating income decreased 12 per cent. 


Operating income per mile decreased 39.6 per cent in 
the East, increased 8.4 per cent in the South, and in: 
creased 12.7 per cent in the West. 

February net operating income per mile was 34.1 per 
cent less in 1917 than in 1916, 10.1 per cent greater than 
in 1915, 59.3 per cent greater than in 1914, and 11.2 per 
cent less than in 1913. . 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the West- 
ern Classification Committee on Applica- 
tions for Changes in Ratings, Rules, 
Etc., in Classification 54 


The Western Classification Committee, 


R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 54. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1836 Transportation 
Building, Chicago, unless another locality is stated. 


TUESDAY, MAY 22. 

Docket No. 1156—3:45 P, M. Submitted by Shippers. 
Carriers, Second-hand, Empty, Returned (subject to Rule 25): 

Ammunition Boxes, wooden, metal lined, fourth class. 

WEDNESDAY, MAY 23, 

sone No. 1157—9:30 A. M. Submitted by Shippers. 

raps: 

Fly: K. D., in barrels, boxes or crates, second class. 

(To amend Item 14, Page 362.) 

Some No. 1158—9:45 A. M. Submitted by Shippers. 

oxes: 

Celluloid, in boxes, first class. 

(To amend Item 8, Page 23, Sup. 5.) 

Docket No. 1159—10:00 A, M. Submitted by Shippers. 
Coops or Crates, Animal or Poultry: 

Shipping: 

Wood or Metal or Wood and Metal combined: S. U., nested, 
in bundles, L. C. L., second class; in C. L., minimum 
weight 14,000 pounds (subject to Rule 6B), third class. 

(To amend Item 14, Page 168.) 
Docket No. 1160—10:15 A. M. Submitted by Shippers. 
Paper Weights, Metal or Metal and Paper Combined, Adver- 
tising, in barrels or boxes, second class: 
(New entry.) 
Docket No, 1161—11:00 A, M. Submitted - 4 Shippers. 
Fireless Cookers, Steam Cookers and Aluminum Cooking Uten- 
sils, in mixed C. L., minimum weight 20,000 pounds (sub- 
ject to Rule 6B), third class. 
(New entry.) 
Docket No. 1162—11:15 A. M. Submitted by Shippers. 
Trellises, Wooden: S. U., in boxes or crates, one and one-half 
times first class; K. D., or folded flat, in boxes or crates, 


third class, 
(To cancel Item 2, Page 363.) 

Docket No. 1163—11:30 A. M. Submitted by Shippers. 

Cigars and Cigarettes: In solid fibreboard or pulpboard boxes 
meeting the requirements of Rule 42 and constructed with 
four flaps on each end and secured by metal staples or 
— not more than 2 inches apart (see Note 2), first 
class, 

Cigars and Cigarettes: In wooden boxes constructed of built- 
up, three-ply, glued veneer when ends, sides, top and bottom 
are each of one solid board and the ends and sides are set 
in and protected by strips on all edges and nailed to the 
strips from the inside and further strapped as follows: with 
two or more metal straps, not less than 29 gauge and not 
less than %-inch in width, encircling the box at least once 
around the end and once around the side, and drawn taut 
to prevent slipping. The ends of straps must pass through 
metal sleeve and be crimped therein. The straps must also 
be crimped at crossing or intersections. On boxes exceed- 
ing 24 inches in length, metal straps must not be more 
than 12 inches apart, first class. 

(To add to Item 3, Page 25, Supplement 5.) 

Docket No. 1164—11:45 A. M. Submitted by Shippers. 

Talking Machine Records: 

Broken Records or Shavings, in barrels or boxes, third class. 

(To cancel Item 13, Page 354.) 

Docket No. 1165—1:30 P. M. Submitted by Shippers. 

Carriers, Second-hand, Empty, Returned, Prepaid: 

Tarpaulins, Automobile, in boxes or bundles, fourth class. 

(New item.) 

Docket No. 1166—1:45 P. M. 

Sterilizers: 

Steam Pressure Disinfectors, iron or steel, and Sterilizers, not 
otherwise indexed by name, other than Tin, in packages 
named for I. C. L. shipments, mixed C. L., minimum weight 
24,000 pounds (subject to Rule 6B), class A. 

New item.) 

Docket No. 1167—2:00 P. M Submitted by Shippers. 

Syrup: 

Flavoring Syrup, in packages provided for straight C. L. ship- 
ments, and Canned or Preserved Fruit, in juice or syrup, or 
in liquid other than brine or alcoholic liquor, Fruit Butter, 
Crushed Fruit, Fruit Jam, Fruit Jelly, Fruit Pulp, Nut 
Meats in syrup or Nut Meats, dry, whole or ground, in 
packages provided for straight C. L. shipments, mixed 
Cc. L., minimum weight 36,000 pounds, class A. 

(To cancel Item 9, Page 353.) 

Docket No. 1168—2:20 P. M. Submitted by Shippers. 

Paris Green: In wood jacketed Flat Top Tin Cans, L. C. L., 
second class; in carloads, minimum weight 30,000 pounds, 
fourth class. 

(To add to Item 7, Page 233.) 

Docket No. 1169—2:40 P. M. 

RULE DEFINING ‘‘KNOCKED DOWN.” 

Where ratings are provided on articles knocked down (K. D.) It 
involves taking apart the article shipped in such a manner 








Submitted by Shippers. 
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as to reduce materially the space occupied; merely separat- 
ing the article into parts without reducing the bulk will 
not constitute knocking down or entitel the article to the 


K, D. rating. 
—— No. 1170—3:00 P. M. Submitted by Shippers. 
oxes: 


Fibreboard, Pulpboard or Strawboard, without wooden frames 
(Paper Boxes): 

Corrugated or other than Corrugated: S. U., outside meas- 
urement exceeding one inch in depth and exceeding 15 
united inches, length, width and depth added (see Note): 
Not nested, in boxes or crates, L. C. L., class D1. 

(To amend Item 2, Page 139.) 
Docket No. 1171—3:15 P. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Wood: 
Built-up or Combined: 

Foreign wood, other than Canadian wood or Mexican pine: 
In bundles, L. C, L., second class; in boxes or crates, L. C. 
L., second class; in packages named, C. L, minimum 
weight 36,000 pounds, class A. 

Native wood, Canadian wood or Mexican pine: In bundles, 
L. C. L., third class; in boxes or crates, L. C. L., third 
class; in packages named, C, L., minimum weight 36,000 
pounds, class B. 

(To cancel Items 6 and 7, Page 251.) . 
Docket No. 1172—3:30 P, M. Submitted by Carriers. 
To cancel Item 4, Page 253. Ratable as Skids, under Item 4, 
Page 339. 
Docket No. 1173—3:40 P. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Cans or Bottles, empty, not otherwise indexed by name: 
Fibreboard, paper, pulpboard or strawboard: 

With metal tops or bottoms: S. U., not nested, in barrels, 
boxes or crates, L. C. L., class D1; S. U., nested, in bar- 
rels, boxes or crates, L. C. L., one and one-half times 
first class: S. U., loose or in packages, C. L., minimum 
weight 10.000 pounds (subject to Rule 6B), second class; 
K. D., ends detached, bodies folded flat, in barrels, boxes, 
bundies or crates, L. C. L., third class; K. D., ends de- 
tached, bedies folded flat, in packages named, C. L., 
minimum weight 36,000 pounds, class A. 

With fibreboard, paper, pulpboard or strawboard tops or 
bottoms: S. U., outside measurement not exceeding one 
inch in depth, or not exceeding fifteen united inches, 
length, width and depth added (see Note): Not nested, in 
boxes or crates, L. C. L., first class; nested, in boxes or 
crates. L. C. L., first class; S. U., outside measurement 
exceeding one inch in depth and exceeding fifteen united 
inches, length, width and depth added (see Note): Not 
nested, in boxes or crates, L. C. L.. class D1: nested. in 
boxes or crates, L. C. L., one and one-half times first 
class; S. U., loose or in packages, straight or mixed C. L., 
minimum weight 10,000 pounds (subject to Rule 6B), sec- 
ond class. 

Note.—To obtain the outside measurement of a cylin- 
drical can or bottle add the depth and twice the diameter. 

Mixed carloads of two or more kinds of Cans or Bottles as 
specified under Cans or Bottles, empty, not otherwise in- 
dexed by name, fibreboard, paper, pulpboard or straw- 
board, loose or in packages as provided for straight car- 
load shipments, will be taken at the highest rating pro- 
vided for carload quantities of any article in the ship- 
ment. The minimum weight shall be the highest carload 
minimum weight provided for anv article in the shipment. 

— (Cancels Items 12, 13 and 14, Page 148.) 
ottles: 


Milk, Conical, fibreboard or pulpboard: Less than one quart 


capacity, in boxes, L. C. L.. first class; one quart or over, in” 


capacity, in boxes, L. C. L., first class; in boxes. C. L., 
minimum weight 10,000 pounds (subject to Rule 6B), seec- 
ond class. 
(Cancels Item 7, Page 23, Sup. 5.) 
THURSDAY, MAY 24. 
Docket No. 1174—9:30 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Boats: 
Canoes, with or without sails: 

Loose or wrapped, other than as described in Note, actual 
weight subject to a minimum charge of 800 pounds at 
first class, L. C. L., four times first class. 

Wrapped (see Note): Not nested, in boxes or crates, L. C. 
I., three times first class; nested, in boxes or crates, 
L. C. L., class Di. 

Loose or in packages, C. L., minimum weight 10,000 pounds 
(subject to Rule 6B), second class. 

Note.—Canoes must be completely covered with cloth, 
inside the cloth there must be a pad or mat, not less than 

4 inches thick of excelsior, straw or hay or similar packing 

material completely covering the body and gunwale of the 

Canoe. 

Rowboats, with or without sails or power: 

Canvas, K. D., and folded, in boxes or crates, L. C. L., first 
class. 

Fibre, steel or wood, S. U.: Loose, L. C. L., four times first 
class; not nested. in boxes or crates, L. C. L., three times 
first class: nested, in boxes or crates, L. C. L., class D1. 

Steel or wood, Sectional. folded or sections placed one with- 
in the other: Loose. L. C. L., three times first class; in 
boxes or crates, L. C. L., class D1;, 

Canvas, fibre, steel or wood, loose or in packages, C. L., 
minimum weight 10,000 pounds (subject to Rule 6B), sec- 
ond class. 

(Cancels Item 19, Page 133.) 
Docket No, 1175—9:45 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Baskets or Hampers: 
Berry, Fruit or Vegetable Shipping: 
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Berry, Fruit or Vegetable Shipping, not otherwise indexeg 
by name: 
Sheet Veneer or Stave Veneer: 

Bushel, round bottom, with or_ without covers, covers 
detached, bodies nested (see Note 2): In buniles or 
crates, L. C. L., first class; loose or in packages. (¢, L, 
minimum weight 12,000 pounds (subject to Rui. 6B)! 
third class. , 

Other than round bottom bushel baskets (see N:te 3): 


With covers, covers detached, bodies nested: |. bun- 
dles or crates, L. C. L., first class; loose or in pack- 
ages, C. L., minimum weight 24,000 pounds (<ubject 


to Rule 6B), class A. Without covers, bodies ::ested: 
In bundles or crates, L. C. L., first class; loos» or jn 
packages, C. L., minimum weight 18,000 pounds (syb- 
ject to Rule 6B), fourth class. With covers_and with- 


out covers, loose or in packages, mixed C. L., mini- 
mum weight 24,000 pounds (subject to Rule 6B). fourth 
class. 


Mixed carloads of two or more kinds of Sheet Veneer 
or Stave Veneer Berry, Fruit or Vegetable Shipping 


Baskets or Hampers, not otherwise indexed b* name 
(see Notes 2 and 3) or Veneer Berry Fruit or Vege- 
table Till Baskets or Till Boxes, loose or in packages 
as provided for straight C. L. shipments and Box or 
Crate Material, wooden, in shooks or panels, not oth- 


erwise indexed by name, loose or in packages as pro- 

vided for straight C. L. shipments, minimum weight 

30,000 pounds, class B. 

Note 2.—Ratings apply on the type of round bottomed 
stave shipping containers commonly known as ‘‘Bushel 
Shipping Baskets” in sizes one-half bushel or larger. 

Note 3.—Ratings apply on the type of Overhandled 
Shipping Containers commonly known as “Climax’’ Bas- 
kets and on the type of Other than Overhandled Ship- 
ping Containers known as Fruit or Vegetable Hampers 
or “Jersey Peach’? Baskets. Overhandled.Baskets must 
have handles detached or folded to sides. 

(Cancels Items 1, 2, 3, 4 and 8, Page 127. Cancels Note 2 under 
Item 6, Page 128.) 

Docket No. 1176—10:00 A. M. 
P Submitted in Part by Shippers and 
in Part by Carriers, 

Junk, consisting of: ; 
Bones, Pig Iron Drippings, Broken Glass, Hoofs, Horns and 
Horn Pith, Rags, Scrap or Waste Paper, Scrap Iron (see 
Note). Scrap Lead, Old Rope, Scrap Rubber including worn- 


out Rubber Tires and Scrap Zine. loose or in packages, 
mixed C. L.. minimum weight 30,000 pounds, class C. 
Note.—Ratings apply on scraps or pieces of iron or steel 


having value for remelting purposes only. 
(Cancels Item 1, Page 241.) 


Bones, Pig Iron Drippings, Broken Glass, Hoofs, Horns, Horn 
Pith, Rags, Scrap or Waste Paper, Scrap Babbitt Metal, 
Scrap Type Metal, Scrap Electrotype, Scrap Solder. Scrap 


Battery Cells. Scrap Battery Plates, Scrap Tea Lead, Scrap 
Tin Foil, Scrap Iron (see Note). Scrap Lead. Old Rope, 


Scrap Rubber including worn-out Tires, Scrap Tin Plate, or 
Serap Zinc, in mixed carloads with Scrap *Aluminun, 
*Copper, *Brass (not including Scrap Car or Engine Jour- 


nal Bearings). *Bronze, *Pewter or *Tin (subject to Rule 
21B). Scrap Fibreboard, Pulpboard or Strawboard, minimum 
weight 30.000 pounds (subject to Rule 6B), class B. 
Note.—Ratings apply on scraps or pieces of iron or steel 
having value for remelting purposes only. 
*Gombined weight of articles marked thus not to exceed 5 
“  - per cent of total weight of carload. 
(Cancels Item 2, Page 241.) 


Docket No. 1177—10:30 A. M. Submitted by Carriers. 
RULE 11. 


Freight for Which Neither ‘lL. C. L.” Nor “C. L.’’ Ratings 
Are Shown. . 

Section 1. When neither “L. C. L.” nor “C. L.’’ is specified in 
the description of articles, the rating provided shall apply on 
any quantity. (Subject to Rule 16.) 

Definition of Term ‘‘Less Than Carload.” 

Section 2. When carload and less than carload ratings are 
provided for the same article, the term “less than carload 
covers shipments in quantities less than the minimum weight 
provided for carloads. (Subject to Rule 18.) 

Single Shipments of L. C. L. Freight Defined. _ 

Section 3. A single shipment of less than carload freight is 
a lot received from one shipper. on one shipping order or bill 
of lading, at one station, at one time, for one consignee and one 
destination. 

Two or More Single Shipments Not to Be Combined. 

Section 4. Two or more single shipments shall not be com- 
bined and waybilled as one shipment, but must be carried 4s 
separate shipments, and at not less than the established mill 
mum charge for each shipment. 

(Cancels Rule 11 as now reads.) 
Docket No. 1178—10:45 A. M. Submitted by Shippers. 
Moving Picture Machines, other than coin operated, in boxes, 
first class. 
(To cancel Item 34, Page 266.) 
Docket No. 1179—11:00 A. M. : 
Descriptions by Uniform and Ratings 
by Western Committee 
Roofing: 

Iron: or steel. not otherwise indexed by name (see Note): In 
boxes, bundles, crates or rolls, L. C. L., fourth cless; en 
or in packages, C. L., minimum weight 36,000 pounds, fift! 
class. 

Note.—Each package may contain cleats, faste! 
or washers sufficient to lay it. : 
(Cancels Items 5 and 7, Page 301; Item 18, Page %26.) 

Docket No. 1180—11:30 A. M. Submitted by Carriers: 
Vehicle Parts: 

Wheels: Horse Drawn Vehicle: aie 
Iron or Steel: Loose, L. C. L., third class; in boxe: bund 

or crates, L. C. L., third class; loose or in packag’s, C. ¥ 
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yiinimum weight 24,000 pounds (subject to Rule 6B), 
class A 
(To cancel Item 16, Page 375.) 
Docket No. 1181—1:30 P, M. Submitted by Shippers. 
Signs: } 
Car: ». 
class. 
Car Sign Fixtures, K. D., in boxes, third class. 


U., with glass, class Di; S. U., without glass, first 


Car Sign Rollers with shades, in boxes, second class. 
(New entry.) 
Docket No. 1182—1:45 P. M.. Submitted by Shippers. 
Boiler Parts iron or steel: : 
Casings (Jackets): S. U., loose, class D1; K. D., loose or in 


packages, L. C. L., third class; K. D., loose or in packages, 
Cc, L., minimum weight 36,000 pounds, fifth class. 
(Cancels Item 27, Page 134.) 
Docket No. 1183—2:00 P. M. Submitted by Shippers. 


furnaces: 

e ietal Melting, not otherwise indexed by name: Wheeled: 
Loose or in packages, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), class A. 

Furnaces: 

Meta! Melting, not otherwise indexed by name; and Furnace 
Ladies, mixed C. L., minimum weight 24,000 pounds (sub- 


ject to Rule 6B), class A. 
(To amend Item 2, Page 203.) 
Docket No. 1184—2:15 P. M. Submitted by Carriers. 
Proposed Rule, 

Where Automobiles are shipped on flat or gondola cars, all 
tools and easily detachable parts must be boxed and tendered 
to carriers as a separate consignment, subject to the less than 
ecarload rating. 

Docket No. 1185—2:45 P. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Furniture: 
Metallic 

Racks: 

class, 


or Wooden: 
Book: Revolving, in boxes or crates, L. C. L., first 


Racks: Book: Other than Revolving: S. U., in boxes or 
crates, L. C. L., first class; K. D., flat or folded flat, in 
boxes or crates, L. C. L., second class; in packages named, 
Cc. L., minimum weight 12,000 pounds (subject to Rule 6B), 
third class. 

(Cancels Item 11, Page 208; Item 23, Page 209.) 
Docket No. 1186—3:00 P. M. 
Submitted by Uniform Committee. 
Eliminate Items 3, 4 and 5, Page 168, covering Cheese Box 

Material. Ratings on Box Shooks to govern. 

Docket No. 1187—3:15 P. M. Submitted by Carriers. 

To cancel Item 16, Page 152, and Item 26, Page 153. 

Docket No. 1188—3:20 P. M. Submitted by Carriers. 

To eliminate Item 34, Page 155, covering Blackboard Cement, 
account covered by Item 21, Page 131, Blackboard Coating 

(Liquid Slating). 

Docket No. 1189—3:30 P. M. 
Eliminate: 
Disinfectant Bottles, in metal jackets, Item 21, Page 137. 
Glass Bottles, in metal jackets, Item 22, Page 137. 
Account unable to locate movement. 
FRIDAY, MAY 25. 
Docket No. 1190—9:45 A. M. Submitted by Shippers. 
Heaters: 
Water: 
Gas: 
Automatic or Instantaneous: With iron or steel jackets. 
in boxes or crates, second class. 
(To amend Item 26, Page 349.) 
Docket No, 1191—9:50 A. 'M. Submitted by Carriers. 
Heaters: 5 
Water: 

Gasoline or Oil: In boxes or crates, L. C. L., one and one- 
half times first class; in packages named, C. L., minimum 
weight 24,000 pounds” —* to Rule 6B), fourth class. 

(Cancels Item 5, Page 37, Supplement 5.) 
Docket No. 1192—10:00 A. M. 
Descriptions of Uniform and Ratings by 
Western Committee. 


Submitted by Carriers. 


Vehicle Parts: 
Automobile Parts: 
Truck attachments, consisting of rear.axle, gear frame, 
Springs, rear wheels and drive gear parts: S. U., loose 


or in packages, L. C. L., one and one-half times first 


class; K. D., loose or in packages, L. C. L., first class; 
loose or in packages, C. L., minimum weight 18,000 pounds 
(subject to Rule 6B), fourth class. 


o-- 


(Cancels Item 8, Page 377.) 
Docket No. 1193—10:15 A, M. Submitted by Shippers. 
Paper or Felt, saturated with Tar, Asphalt or other similar 
filler: In rolls, L. C. L., fourth class; in rolls, C. L., mini- 
mum weight 36,000 pounds, fifth class. 
(New entry.) 
Docket No. 1194—10:30 A. M. 


. Submitted by Shippers. 
Wash B lers, Copper: Not nested, 4 p 


in boxes or crates, L. C. L 


first \lass; nested (see Note), in boxes or crates, lL. C. ee 
seco class. 
No'c—Rule 10 will govern, except that the words “Two 
or more’? may be substituted for ‘‘Three or more.” 

D (To amend Item 8, Page 380.) 

ocket 0. 1195—10:45 A. M. Submitted by Shippers. 

ars or ‘suckets, Feed or Litter Carriers, with equipment of 
za s and Track Hangers, Stalls, Stanchion Frames, 
oy ions, Hay Carriers, Hay Carrier Track, Hay Forks, 
day Slings or Hay Pulleys, loose or in packages, mixed 
C. I... minimum weight 36,000 pounds, class A. 

Dock (To cancel Item 28, Page 154. 

To - 0. 1196—11:00 A. M. Submitted by Shippers. 
a ’ ) Item 5, Page 387, and to Item 3, Page 71, Supple- 

Lunc 


. sets (Wooden Veneer Dishes or Plates and Paper 
‘pons and Table Covers), 





THE TRAFFIC WORLD 


Official Classification 


The following are changes proposed in Official Classification 
by Docket No. 34, on which hearings will be held by the Official 
Congress Hotel, 
1102, Wednesday, May 16, 1917, beginning at 9 a. m., and at 
office of the Official Classification Com- 
mittee, 143 Liberty street, Tuesday, May 22, 1917, beginning at 
The numerals in black-faced type at the left indi- 
cate the subjects and the items, with the pages on which they 
are to be found in the present classification, for which it is 
proposed to substitute the classification suggested, as printed: 


Classification Committee at Chicago, IIl., 
New York City, N. ¥Y., 


10 a. m. 


Sub- 
ject. Page. Item. Classification suggested. 
1 oe sal 
That specific rating be provided for: 
Broom Handles: 
In the rough, not further finished than turned and 
tumbled, C. L., minimum weight 36,000 pounds.... 


2 
That specific rating be provided for: 
Burial Case Crates, wooden, with canvas lining, folded 


ar ee ee ee 2 

3 105 2 

Eliminate—To take ratings for specific entries under 
Cans or Pails. 

That specific rating be provided for: 

Corner Irons: 
In bags, barrels, boxes, bundles or crates............ 4 
In packages named, L. C., minimum weight 36,000 
I as ii cin aac ain wis k waacagie Ris aapane jaaa eae aeep ol 
5 
Glassware, other than Cut: 
179 
Glassware, other than cut, not otherwise indexed by 
name (see Note): 
Packed im DAITGIS OF DOREB. 6 ccccvicdcscccievesecsve R.25 
In packages named, C. L., minimum weight 24,000 
pounds (subject to Rule *27) EE SI Se ee 
Note.—-Glassware, if securely packed in hay or 
straw, in fiberboard, pulpboard or corrugated 
strawboard boxes complying with Rule 2 (B), need 
not be enclosed in wrappers or, separated by parti- 
‘ tions as required in Section 8 (e) of Rule 2 (B). 
Hides, Pelts or Skins, Dressed or Tanned, and Fur, Hair 
or Wool not removed: 
Clippings or Scraps: 
189 25 
Cattle, Dog, Goat, Horse or Sheep: 
Be Me 5. ss 2 wees awoke ences sa sawonslededdisnkaewed 2 
I on 40a ne bcs Sth athe vais Daa Gleanew eS whee ewe é 4 
Se NE TY SID po cacaisisno visu weatesmasweS ocrercees 4 
189 26 
Other than Cattle, Dog, Goat, Horse or Sheep: 
NE Sons ask oa. a>9 aia dieie arene sas e-ann Guo o wera Raed odlnes eae Ease 1 
I Nas oa San race alias Vln es ova seat p lal Seo vege aaE 1 
Se I er I ik 5 hike ks Sceeb wa tee Se edicccawere 1 
7 Ne cas 
That specific rating be provided for: 
Hinges or Butts, not otherwise indexed by name: 
ee ee QE 5s. ci caneanee eed eueuuakecakbesadias 2 
8ffi 229 17 ' 

That Blue Print Machines, having plate glass not in ex- 
cess of 4 per cent of the value of the machine, be 
rated 2nd class. 

9 

Machinery and Machines: 

Ice Making or Refrigerating: 

236 23 

Accumulators, Distillers, Purifiers, Regenerators or 
Receivers, Ammonia or Carbonic; Agitators, Brine; 
Attemperators; Cans, Ice; Compressors or Pumps, 
Ammonia or Carbonic; Condensers, Equalizers or 
Exchangers, Ammonia or Carbonic; Coolers, Brine 
or Water; Covers, Ice Can; Cutting’ or Sawing Ma- 
chines, Ice; Dumps or Thaw Basins, Ice Can; Fill 
ers, Ice Can; Frames, Ice Tank, wooden; Headers, 
Ammonia or Carbonic; Hoists, Ice Can, Hand, 
wheeled; Tables, Ice Tilting, or Tanks, Water 
Cooling, Reboiling or Skimming, in packages, loose 
or on skids, C. L., minimum weight 7. 000 pounds 
(subject to Rule 27), subject to Note 3............ .. 

- For Note 3, see-item 1, page 228, O. C. No. 44, 

That specific. rating be provided for: 

Mantels or Mantel Tops, K. D., wooden, in the white: 
Sak TD IP IN es oo 9.0658 0055640040 40005 00002 cena 2 


In packages named, C. L., minimum weight 18,000 
TE, CRORE TO TRUE BU o.oo oc :0:0:0.000:00080005 005 


11 
Paper Articles: 
271 


Doilies, Napkins or Table Cloths: 
EU DROS OF DMEIOD 5.6 0ccrcccesedsacees 
Te BGM OF GUOSEE ..2cccccccedswccccce en ecccccsoccecce 
In packages named, C. L. minimum w eight 24,000 
> pounds (UNSSCt FO BUIS BT) oo. cccvesicecsccescecs 
1 


That specific rating be provided for: 

Sodium (Soda), Permanganate of: 
In glass or earthenware, packed in barrels or boxes 
In metal cans in barréls Or DOKES.......ccccscccccece 
Pie Te I” his oie wdiks 0k WEN Daa iwe ces nvsesedarwd 











Room 


L.C.L, C.L, 











996 





ee Dn. cnn en estes ateer beware ahead cheese 
In bulk in barrels or boxes, 
. 36,000 pounds .... 
1 


Tools: 
Wrenches, iron or steel: 
341 
Wrenches, iron or steel, 
name: 
341 18 
Without attachments: 
oe en 2. ac eeke amen kee eneee aes 
In packages named, C. L., minimum weight 30,- 
EE, Bc decease rce deeded. csee dn ees sbdebsoeees 


not otherwise indexed by 


14 
Trunks and Bags, Traveling: 
Traveling Bags: 
343 18 
Salesmen’s Hand Sample Cases, Suit Cases, Tele- 
scopes or Valises, loose or in packages, C. L., 
minimum weight 12,000 pounds (subject to Rule 


Woodenware: 

375 18 

375 26 
Forks and Spoons, not otherwise indexed by name, in 
barrels, DOxeS OF CTAte€S .........seeeeccccceeccscvees 

375 28 
Towel Racks and Rollers, flat or folded flat, in bar- 
er i re cog a sia ckhoweasi enna bene en en 


16 
Hides, Pelts or Skins, Dressed or Tanned, and Fur, Hair 
or Wool not removed: 
Clippings or Scraps: 
189 25 


Cattle, Dog, Goat or Sheep: 


Oe S| ee ee ee rere 
In packages named, C. L., minimum weight 24,000 
ee ES Ee OS rrr 
17 ° 
That specific rating be provided for: 
Guns, Gopher, in barrels, boxes or crates.............. 


18 . 
Agricultural Implements, Hand: 
54 12 


Rakes, see Note: 
54 13 


With wire or wooden Heads: 
ee OE, DUTIES GE GUMIOD oc é ciceicnccescecicccones 
54 14 
In packages named, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)...............- 
With iron or steel Heads: 
Ee DOOR. BOGOR OF CTRCOM. oc oc ccecekescccecsves 
I i a a tna lc keel 
In packages named, C. L., minimum weight 24,000 
Beene (ORUEOCE te TRUE. BT) ccc ccc cccecescecsss 
Note.—When heads and handles are in sepa- 
rate packages the separate ratings provided 
therefor will apply. 
54 15 
Rake Heads: 
Iron or steel: 
In bundles 
In barrels, 
In packages named, C. L., minimum weight 24,000 
pounds (subject to Rule’ Is iain ib acace aon eek a 
Wire or wooden: 
RE Oe enn arene WP ee ar err 
In boxes, barrels or crates 
In packages named, C. I., minimum weight 24,000 
WewMEs CHWMOSECE TH TRUIS Bi) .cvsccccsccvecccccec 


19 121 26 
Coops or Crates, Animal or Poultry: 
121 27 


ee ee ee ee ee ee 


Shipping: 
Wood or metal or wood and metal combined: 
S. U.: 

Nested, 


kee 
bon 


in boxes, bundles or crates.............. , 


THE TRAFFIC WORLD 


Cc. L., minimum weight 


TE OP BOE ba cn kc onset siesanenaes R.26 


1 


Not nested, loose or in packageS..........eeseee- D1 


Loose or in packages, C. L., minimum weight 
10,000 pounds (subject to Rule 27).............. 
K. D. flat or folded flat—Eliminate to take ratings 
in O, C. No. 44, page 122, item 5. 
Other than Shipping: 
Wire: 
122 1 
i i ee PE ws os ccwihemhisaaieeeeee acess 
K. D. flat or folded flat, in boxes or crates. 
Loose or in packages, C. L., minimum weight 20,- - 
000 pounds (subject to Rule 27)...........cc.ee. 
Wire and Wood combined: 
122 i) 
ee ee rr ee eee 
K. D. flat or folded flat, in boxes or crates a Baa 
Loose or in packages, C. L., minimum weight 20,- 
000 pounds (subject to Rule 27).................. 


20 ‘aia o« 
That specific rating be provided for: 
Carbon Electrodes, Scrap, see Note: 
In pieces weighing each 25 pounds or over........... 
Be DAGS, BATTS, BOMSE OF CTALES, 00060 cccececsccceces 
Loose or in packages, C. L., minimum weight 36,- 
ED nn oi ay Chk Oh a ee Kak ie Tih b aes ne waren es 


Note.—Ratings apply on broken, burnt out, worn io 


out or scrap articles of carbon which have value 
for re-manufacturing purposes only. 





or 












21 
That specific rating be provided for: 
Vehicles, Self-propelling: 


Autopeds: 
IO, wi i ainvatore bo iianmnei pce sce ack a ares nla en ew aes 
In boxes, C. L., minimum weight 20,000 pounds 
Se I HO OOD 66485 00405 so beccwtehoeneueae 
Boxes: 


Fiberboard, Pulpboard or Strawboard without wooden 
frames (Paper Boxes): 


90 27 
Corrugated or Other than Corrugated: 
90 28 
S. U., outside measurement not exceeding one inch 


in depth, or not exceeding 15 united inches, 
length, width and depth added (see Note 2): 
Mot mosted, im DOMGS OF CTATOR. 20.02 ccccscccccscce 
oe ee eS” rere 
1 
S. U., outside measurement exceeding one inch in 
depth and exceeding 15 united inches, length, 
width and depth added, but not exceeding 22% 
united inches, length, width and depth added: 


91 2 
Met mented, in BOKeGs GF CYAEES ...cccieccsececcs 
* ee eS rr re eee 
3 


S. U., outside measurement exceeding 22% united 
inches, length, width and depth added, but not 
exceeding 30 united inches, length, width and 
depth added: 


Not nested, im DOMES OF CRATER 20cc ce ccccecesees I 
Nested, in boxes or crates ........ cc eeeceeee coo ek 
S. U., outside measurement exceeding 30 united 


inches, length, width and depth added, in boxes 
CIN ss phieciua cine erence: aomencaae bece aes Ieee haha ars 3 
S. U., in boxes, bundles or crates, C. L., minimum 
weight 10,000 pounds (subject to Rule 27)...... 


Note 2.—To obtain the outside measurement of 


a cylindrical box, add the depth and twice the 


diameter. 
23 
Eggs, Poultry, N. Go: &.: 
N te 1— a Os * * a ok ” 7 = : ~ * 


* * * * * * * * * * * * * 


136 
Second-hand Cases or Carriers (Cases or Carriers 
which have already been used in the transportation of 
Eggs and are re-used) must be strapped with iron 
Wire or wooden straps on the sides and bottom at 
each end. 
136 8 
Shippers must, according to the nature of package 
used, certify on the face of the shipping order and bill 
of lading that the shipment is packed in “STAND- 
ARD or DOUBLE VENEERED CASES or CARRIERS 
AND IN ACCORDANCE WITH THE REQUIRE- 
a ~~ THE CLASSIFICATION.”’ 
Cases or Carriers,' whether new or second-hand, 
as gene. hand fillers, must not be used. 
36 0 
Unless the foregoing requirements are complied with 
the shipment will be charged 1% times first-class rate. 
~— — to be charged for eggs in cases: 
136 1 
Standard Egg cases or Carriers containing thirty 
dozen or less will be charged for at 53 pounds per 
case; any excess number of eggs above thirty dozen 
to be charged at two pounds for each additional dozen, 
or fraction thereof. 
136 12 
Eggs packed in heavy boxes known as No. 1 Cases, 
containing thirty Cozen or less, may be received and 
charged for transportation at an estimated weight of 
sixty pounds per case. Any excess number of Eggs 
above thirty dozen to be charged at two pounds for 
each additional dozen. 
136 13 
Eggs in Pulpboard Cushion Carton Fillers, packed in 
standard egg cases, will be accepted for shipment at 
the same rates and estimated weight as when packed 
with ordinary fillers. : 


24 . 
That specific rating be provided for: 
Register Attachments, Railway Fare (Operating De- 
vice and Dial), iron or steel: 
In boxes 
25 
That specific rating be provided for: 
Anthracene, Crude: 
In bags or barrels, C. L., minimum weight 36,000 
IN di scscia. patois Bac msosla ws a RA Aa Di a aN as dad ele Gia 0 
26. 94 4 
Eliminate—To take ratings for Tile, 
item 29, page 335, O. C. No, 44. 
27 
That specific rating be provided for: 
Spools, sheet iron, steel or tin: 
en IE SN I caries endear a avaiarnia ne earmareiee ae 
28 
That specific rating be provided for: 
Liquors, Alcoholic: 
Wine: 
In tanks in box cars, C. L., minimum weight sub- 
eS eR eer ee See 


es 


Building, hollow, 


That specific rating be provided for: 
Grape Juice, Unfermented: 
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In tanks in box cars, C. L., minimum weight sub- 
ject to Rule 5A 
30 339 8 
Toboggans: 


ee ee ee 2) 


Sie Ce Oe nos cae a Raw ee a awiewec bbe smann eee 
Not MONEE, PR BOMSS OF CEBGOB icc c.c's d0kccedrcrarcvatens 
Nested, in bexes, buMdles GF CASS 2.6500 ccvcccvcesecs 
31 
Cordage: 
124 10 . 
Twine, Paper: 
i, ie aa oc. 5 occ asd Waals mn kone 6p be pe emo awmase 
RRR Er ir eey errs re ne eer i 
Ce ID nic ce neaens ewe cabasece demos nedares 
Em BeNOR, BOPTOl OF BOMCS ovis cco s cccvivecscccoseane 
In ynpackages named, C, L., minimum weight 30,000 
EY a ck pa as WRC oKe pao ee eee o eo main cen ee ee 
32 ae ns ; 
That specific rating be provided for: 
Alkali Salts, liquid (Sulphate of Potash Solution): 
Bk SE RN, ov onc cas eccucceca hess eor sna cdenereenawels 
33 ae na 
That specific rating be provided for: 
Moisteners, Envelope, Postage Stamp or Sealing Tape: 
ee Tr II oc ces se eeese shawn veescestee cuss 
34 92 12 
Eliminate—To take ratings for Wooden Boxes, N. O. I. 
B. N., items 19 to 21, page 92, O. C. No. 44. 
35 
Fruit Juice, airs 
8 1 
Fruit Juice, Artificial or Natural, not otherwise in- 
dexed by name: 
err rear 
In metal cans in boxes, C. L., minimum weight 30,- 
WU ME 20.545. a cas na wow ee eemaea een eacasesaa 
TE CE ih oG cba cies ckdenee eek Dey Khe ns aawhana 
In glass or earthenware, packed in barrels or boxes. 
In glass or earthenware, packed in barrels or boxes 
or in carboys, C. L., minimum weight 30,000 
ES OSE Sere eg Ree Se a a ee ey ees ee 
Fe rae 
In bulk in barrels, C. L., minimum weight 30,000 
ED 25) Rae FERS HAs EEN SENT PASTS OR ESOL Ses ee 
Rule 8 (A), Section 14, 

Cotton Cloth and Waterproofing Paper as a substitute 

for Burlap. 

An outer protection of cotton cloth weighing not less 
than five (5) ounces per square yard, and containing not 
less than thirty-six threads to the inch each way, sup- 
plemented by an inner protection of strong water- 
proofed paper, may be used in lieu of burlap as a wrap- 
ping or baling material, but not as a substitute for bur- 
lap. bags. 

37 
Spools: 
321 7 

N. O. S., wood: 

i NN ok aan s oe muda hee Sows ceeuau sees 
Minimum weight 34,000 pounds ....cccceccvccscccces 
38 293 
Eliminate—To take ratings for Bobbins, wooden, item 
23, page 86, O. C. No. 44. : 
39 
Ores: 
264 9 
Thorium (Monazite Sand): 
Se I TI I IO boi 05:4 0 p16 5.016 e:s Hh 0o0 6.08.00 
Loose or in packages, C, L., minimum weight 40,- 
OW WE hie vc os sic cop abeweseeoerecacesivecawa 
40 
Wax: 
371 24 
Shoe or Harness Makers’: 
ee SR I I bio apes obese orc.bcawsaesscinen 
OR rr err rere 
41 me — 
= specific rating be provided for: 
ubds: 
Washing Machine, wooden, with or without wooden 
fixtures: 
In DOMEG; DRIEION GF CERTAIN 6. o.6s.éc-sccicccsevisdencces 
Loose or in packages, C. L., minimum weight 15,- 
42 000 pounds (subject to Rule 27) ............... 
That specific rating be provided for: 
Vehicle Parts: 
Racks, Hay or Stock and Wagon Bodies combined: 
K. D. flat, in boxes, bundles or crates............ R. 
In packages named, C. L., minimum weight 24,000 
POUMGS CONNIE’ CO TEUNS BF). occ ccccccvcccsccececs 
43 a na 
That specific rating be provided for: 
Vehicle Parts,’ ete.: 
Automobile Parts: 
Bodies, Dumping: 
eS EE eS ee 
Loose or in packages, C. L., minimum weight 
24,000 pounds (subject to Rule 27)............. 
44 Supp. 6 
7 3 
That additional specific rating be established as follows: 

Cast Gear Wheels and Sprocket Wheels, iron or steel, 
* finished, C. L., minimum weight 36,000 pounds...... 
Whe Is: 

372 27 
Gear, brass or bronze: 
cTt TO OUI cc aiisan as nao Rle dew sencadinensaes 
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Cc. L., minimum weight 24,000 pounds (subject to 
Rule 27) 
Proposed changes 


ee 


in classification descriptions of articles, 


997 


3 


based on recommendations of the Committee on Uniform Classi- 
fication and changes in rating suggested by the Official Classifi- 


cation Committee: 
100 


Gums: 
183 31 
Congo: 
a rr re 
In packages named, C. L., minimum weight 30,000 
RR er re ir mE ore Pies 


(P. F. I. 5526) 
Garden or Lawn Furniture: 
101 81 9 
* Artificial or Natural Stone: 
Benches or Settees, in boxes or crates............... 
— o a St DOROS OF CALEB. 660 idccccsens 


91 9 
Flower Boxes, in boxes or crateS........ccccscccccce 
155 13 
VOumtGIeS, 1 DOROG OF CYALOBe oe icsis cscccsicssccsscess 
273 29 
Pedestals, in-boxes or crateS........... eka ee eeanes 
5 


i Se ee ee a ee er 
Garden or Lawn Furniture, artificial or natural 
stone, not otherwise indexed by name, in boxes 
or crates 
In packages named or loose, 


packed in excelsior, 


hay, straw or similar packing material, C. L.., 
minimum weight 80.000 pounds ...............e+8-- 
(P. F. I. 5524) 
102 256 25 
Floats: 
Net or Seine: 
Cork, in bags, barrels, boxes, bundles or crates..... 
152 7 
Wooden: 
Te a 
i ee a ee eee ee re 


(P. F. I. 6522) 
103 i sii 
Electrical Appliances:. 
Hoists and Motors combined: 
TR PACKASLS, 1OGKS OF OM SIG. occ cinccccccccccsecssee 
In packages, loose or on skids, C. L., minimum 
weight 30,000 pounds ...... NeoW cid nae ais: corel Gu wie Ghai wrs 
(P. FF. I. 8521) 
104 
Parts = Agricultural Implements, other than Hand: 
345 
Grain Drill Tubes: . : 
Rubber, in boxes 


(P. F. I. 5520) 
105 334 18 


Tents without Fixtures or with Fixtures in same pack- 
age: 
In bags, bales, barrels, boxes or crateS..........sesees 
In packages named, C. L., minimum weight 24,000 
I iis iin 51015 00 5g) 6 4 deo arpa S/R Seteiee weep Nadie ese ae eae 
334 19 
Tent Fixtures: 
334 22 E 
Tent Frames or Tent Tripods, iron or steel, or iron or 
steel and wood combined, K. D. or folded, in boxes, 


ee ee ere een ee ere 

Tent Pins (Tent Stakes), aluminum, in boxes......... 
334 20 

Tent Pins (Tent Stakes), wooden, or Tent Slides 

(Tent Keys), wooden, in bags, barrels, boxes or 

CE Sikander acenw as poe NUE Ra Get OERe Reaswaren sawn 
334 21 

Tent Poles, wooden, in bundles or crates...........+0. 
334 23 


Tent Pins (Tent Stakes), wooden, Tent Slides (Tent 
Keys), wooden, or Tent Poles, wooden, loose or in 
packages, C. L., minimum weight 36,000 pounds..... 

(P. F. I, 5519) 

106 324 14 

Eliminate—Cannot locate shipment by freight. 
(P. F. 1. 5617) 

107 331 12 


Eliminate—To take rating for Flavoring Syrups, item 11, 
page 331, O. C. No. 44. 
(P. F. I. 5515) 
108 
Machinery and Machines: 
205 


2 
Screening Machine Parts: 
205 3 


Screen Cylinders, perforated iron or steel: 
2 4 
Side seams closed, loose or in packages.......... 
205 5 
Side seams not closed: 
Not nested, in boxes, bundles or crates.......... 
205 6 
Nested, in boxes, bundles or crates 
Loose or in packages, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)................-. 


Screen Plates or Segments, perforated iron or steel, a 


fiat, flanged or curved: 
Loose or in packages 
Loose or in packages, C. L., minimum weight 36,- 
000 pounds 


(P. F. I. 5512) 





iS) 











998 





109 
Roots, Ground or Powdered: 
301 20 
Licorice: 
Other than Spent: 
Be POE, PASTORS OF DOMGS once crccccccesdcccccsecces 2 
In packages named, C. L., minimum weight 30,000 
EE ovat asnee cd Gabe shuts tnekss sane ees Ga awe 
Spent: 
ee EO OER 6.6665 csc cmeanries ctsnesnss 4 
In packages or in bulk, C. L., minimum weight 
PINNED og cece ese escdeeiees ct cccvenenenens toe 


(P. F. I. 5611) 
110 215 14 
328 13 
Straps, leather or webbing, fitted with buckles, hooks or 
other fastenings, not otherwise indexed by name, in 
ea Ce Son ccs eee casein baee cubed cnet 1 


111 
Insulators: 
196 10 
Joint, iron or steel, brass, mica and insulating compo- 
sition combined, in barrels or boxes................ 3 
' (P. F. I, 5506) 
112 
Human Hair Waste: 
15 
OS Re Ser ee re ee Try ee ee eee 1 
Oe GP WOMOD cdc ctccaesesess tere bak ane aban es 1 
rr er ie Pi cs eee oo nees var oecee 1 
i A SO PS . vc ntcoenceeeeeeneescemenen’s 
In packages named, C. L., minimum weight 20,000 
Demme «CRMNNGCE Ce. TEE Bide ccccecccscticvcesecses 
(P. F. I. 5504) 
113 249 12 
Megaphones, nested: = 
a Sh ra a a a a Ria aia are wie br eae 1% .. 
We ONO obo onde tia iciedenaaciveceegetoctesiescescvesseviens 1% 
(P. F. I. 5503) 
114 
Building Woodwork (House Trim), not further finished 
than primed: 
Foreign wood, other than Canadian wood or Mexican 
pine: 
97 19 
Columns: 
Solid: 
RIL MONON a 7a apn ola a a 9 Kopi) ke ake oo 2 
In packages named, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27) .............. 
Stave: 
a i i OE. 8.6 wade ude aba eam ate ceeawe o 2 
In packages named, C. L., minimum weight 24,-« 
000 pounds (subject to Rule 27) ............... a 
(P. F. I, 5502) 
Garden or Lawn Furniture: 
Terra Cotta: 
115 - ea 
Benches or Settees, packed in boxes or crates...... 1 
Figures or Images, packed in boxes or crates....... 1 
Flower Boxes, packed in boxes or crates ............ 2 
Fountains, packed in boxes or crates................ 2 
Pedestals, packed in boxes or crates................ 2 
Vases, DACHOG Ih DOKOS OF CTECOS... 6. cccsccccccsquces 2 
347 4 
172 15 
Garden or Lawn Furniture, terra cotta, not other- 
wise indexed by name, packed in boxes or crates.. 1 
In packages named or loose, packed in excelsior, 
hay, straw or similar packing material, C. L., 
minimum weight 24,000 pounds (subject to Rule 
EE SER Ce RAS eee, tee ee ee 
(P. F. I. 5501 and 5391) 
116 191 3 
Hoof Stuffing: 
Earthen: 
ER eR eer en ne ee ne ee are pa 3 
In cans or cartons, in barrels or boxes............... 3 
nn I I ooo inh a c'g. aw dsr tech Sines Sais: Bue aiaee R.26 
In packages or in bulk, C. L., minimum weight 36,- 
REP EF ee eee PT ree te eee er 
Peat Moss, medicated: : 
EE. ack oo atop gl San eee A Ae OE awn ealD eee eee a 3 
a 5 oo hc an dees aaa TA we ad 0 Wt aca oc a RR a 3 
crak cine uiaic autial dh della lena nrg dig. cle-aara/i’ dvacaubs oiesdia"e. wet R.26 
(P. F. I. 6497) 
117 127 29 
Eliminate—Covered by specific entries, items 27 and 28, 
page 127, O. C. No. 44, 
; (P. F. I. 5496) 
118 93 26 
369 3 
Chips (Shavings), Brewers’ or Vinegar: 
ES Ec ana wa bch eh be Diaiea aaenale & 6 wee WA Ae Ske k Oe R.25 
In bales, barrels, boxes or DUMGIES.... ....cccccccccccce R.25 
In packages named, C. L., minimum weight 24,000 
ee EL 8 ys eee eee 
(P. F. I. 5495) 
119 346 12 
Boards: . 
Typewriter Base, in boxes or crates.................. 3 


(P. F. I. 5490) 
120 126 30 
Eliminate—The various kinds of Barrel Covers are spe- 
cifically provided for in items 24 to 29, page 126, and 
items 8 and 32, page 375, O. C. No. 44. 
(P. F. I. 5489) 
121 


Shirt Boards or Shirt Wrappers, paper or pulpboard: 


. 
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4 126 





Printed: 
In boxes, bundles or crates ....... LES ne eee 
In packages named, C. L., minimum weight 30,000 
RG Rak c ak gn «sama eae eee Wee wee eae seek we 
Not printed: 
a - eee: DeEIOR OF GRREED 2 occ cccsccedctcsstensasee 





In packages named, C. L., minimum weight 30,000 


4 ED. ic kivibavew eines Pee ee 


6 122 369 11 


Eliminate—Cannot locate shipment by freight. 
6 (P. F. I. 5537) 
123 346 1 
Type: 
2 
Metal: 
3 
New or used, not worn out, in boxesS............... 
346 3 
Old, worn out: 
I ahr oe Sige eg a a eee ae ae Ree S 
er rear ere ne 
. In packages named, C. L., minimum weight 36,000 
SINE ae Sack dia a oe ea oe ERE R EONS SON SOE we 
Z (P, F. I. 5536) 
124 
Heaters: 
188 10 
Water: 
188 11 
Gas: 
188 12 
Automatic or Instantaneous: 
With copper jackets, in boxes or crates.......... 
With iron or steel jackets, in boxes or crates.. 
188 13 
In packages named, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)............... 


Other than Automatic or Instantaneous (Range 
Boiler Water Heaters): 


i Se og oes waaininmae pe eewaewuetemenee 
In packages named, C. L., minimum weight 24,- 
000 pounds (subject to Rule 27)..........ee-eee 


(P. F. I. 5535) 
125 300 29 
Eliminate—Cannot locate shipment by freight of metallic 
roofings other than those specifically provided for in 
the Classification. 
(P. F. I. 5534) 


127 291.—=s-22 
Eliminate—Cannot locate movement by freight. 
(P. F, I. 5530) 


4 128 
Agricultural Implements, other than Hand, see Note: 
5 5 


Planters: 
Potato: 
S. U., coverers, levers and openers wired to frame 
or detached and in hoppers, markers and poles 


ia detached, loose or in packageS...........+.+e.0++ 


; et 
Wheels on; in boxes, bundles or crates.......... 


Wheels off, in boxes, bundles or crates......... R.25 


Loose or in packages, C. L., minimum weight 
24,000 pounds (subject to Rule 27).............. 
(P. F. I. 5488) 
129 143 21 


Eliminate—Cannot locate movement by freight. 


(P. F. I. 5485) 
130 294 10 
4 Rag Pulp: 
+ ie ee, Deas OP WOE 6 opto ok ccicncoucsdcosnss 
In packages named, C. L., minimum weight 30,000 


DE «i200 ciccuraddad pees teiacals Cleats ceqebaleabiacsee 
(P. F. I. 5484) 
131 er 
Clinker Hooks, iron or steel, in boxes or cratesS......... R. 
(P. F, I. 5478) 
132 
5 Holders: 
190 23 
t Disinfectant or Deodorant, not otherwise indexed by 
a ee ae ee ono ose ne cbesciescciecsenwes 
Tt (CP. F. I; 8477) 


133 343 12 
Guards: 
Trouser, iron or steel, plain or cloth covered, in bar- 
ee ae SE coca awacecus usmaade dass + ¥ebesee eased esa 
(P. F. I. 5476) 


134 176 
Glassware, other than Cut: : 
Bottles, Carboys, Demijohns or Jars: 

Note 2.—(a) Empty Glass Bottles, three ounces or 
less capacity, in fiberboard, pulpboard or double- 
faced corrugated strawboard boxes complying with 

5 Rule 2 (B) may be enclosed, not to exceed three, in 
a corrugated strawboard or cork lined wrapper or 
in a cell formed by double-faced corrugated straw- 
board partitions. 

tT (b) Milk Bottles, one quart or less in capacity will 
be considered as ‘‘Packed,’’ provided a cushion or 
partition of double-faced corrugated strawboard or 
indented fiberboard is between each tier of Bottles 
and crates are ow, filled. 


F. I. 5475) 
135 151 23 
Eliminate—Cannot locate movement by freight. 
(P. F. I. 5473) 
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136 
Electrical Appliances: : 
Air Compressors and Motors combined: 


In bemes, Crates OF OM SIGH. ....-.cc0000% oe eeccseces 
In packages named, C. L., minimum weight 30,000 
ME bsedchrn CRANE Oca R ee AE CP SO SET AGIOS DOK aoaames 


(P. F. I. 5472) 
137 141 20 ae 
Eliminate—Cannot locate movement by freight. 


(P. F. I. 5471) 
138 
Acids: 
142 
Picriec, wet with not less than (10) per cent of water, 
ee ES Gr GIONS 4. cca e awh aitoh none Uso base acbews 
(P. F. I. 5470) 
139 378 1 : 
Zinc Ammonium Chloride: 
is. RNIN oo 6 41k arn alt cine eden Sa ae wiehe oe 
In barrels, C. L., minimum weight 36,000 pounds...... 
P. BF. I. 5469) 
140 
Dry Goods: 
133 27 
Cotton Tapestries, in bales or DOKES:...... ...ccccsccesecee 
(P. F. I. 5468) 
141 . 
Dry Goods: 
133 25 
Lace Corpses, Teese, Bi I ek o.c.oc cc ccineesccnceseede 
(P. F. I. 5467) 
142 
Covers: 


Meter Box, cast iron: : 
Weighing each 25 pounds or over, loose, or in bun- 


dles weighing each 25 pounds or Over...........+.. , 
ot Se See ere errr rrr 
(P. F. I. 5466) 
143 126 
Eliminate—Cannot locate movement by freight. 
(P. F. I. 5465) 
144 
Covers: 
126 36 
Cheese Box, wooden, in boxes, bundles, crates or 
DR Si ats carn 65 See ia eG a ae Oe PAE 


(P. F. I. 5464) 
145 126 47 . 
Eliminate—The various kinds of Pail Covers are spe- 
cifically provided for in Items 42 to 46, page 126, O. C. 
44 


146 106 19 

Cards, Cotton or Wool, Hand. in barrels or boxes....... 
(P. F. I. 6462) 

147 116 7 

Eliminate—The various kinds of Cinders are specifically 

provided for in the Classification. 

(P. F. I. 5461) 

148 125 20 


Eliminate—Cannot locate movement by freight. 
s (P. F. I. 5459) 
149 


Booths: 
67 
Moving Picture Machine, asbestos cloth or asbestos 
lumber and iron or steel combined, folded or K. D. 


fiat, in boxes, bundles or crates or in locked or 
Stra. Gee . Ws 66 oe ewes ccwietsessacwasee 
(P. F. I. 5458) 


150 
Figures or Images, not Statuary, not otherwise indexed 
by name: 
Plaster, metal coated, packed in barrels or boxes... 
(P. 


F. I. 5457) 
151 
Tanks: 
111 6 
Septic, clay or reinforced concrete: 
S. Us: 
SI ies onate ncaa ae Riniahmatgaein aiase ea aie nk ana eae nik aS 
C,..lLUlUS ee rer ere 
DD, Te ee ON innit eos ocschacecebecomenas 
Loose = in packages, C. L., minimum weight 30,000 
PO 68 66 66 CST HAS CEA SECEDE OE 4S) ORES SO OO OOS 


(P. F. I. 5454) 
152 286 13 
Pipe Fittings: 
ends or ba a lead: 


172 
In DOprele, BORAE OF CYEEGR...ncc i sccccsice tess ccewanes 
In packages named, C. L., minimum weight 30,000 
DONNIE esos n'o sya So wi oe & Bee Seereiplees ec elaAa em aeee 6 
. 8 
Con: ections, lead and brass combined: 
With stop cock attached, in barrels or boxes........ 
Without stop cock, in barrels or boxes.............. 
371 9 
_ 371 ~~ 40 
Ferrules, lead: 
ee ee a ee ee 
nh pochages named, C. L., minimum weight 30,000 
DOWNIE bois kecth.c pk cov scicw Fase sian ocicce webs sews aind aloe 
147 5 
Sup. 6 
’ 9 2 
Solvering Nipples, lead: 
DATrTGIS, DOMES OF CATER. «<<< ciccciccr csecceececvehs 
packages named, C. L., minimum weight 30,000 


ounds 


er 


(P. F. I. 5452) 


or 
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153 93 24 
Eliminate—To take ratings for Bread Dust or Metal or 
for Bakery Refuse or Sweepings, according to nature 
of commodity. 
(P. F. I. 5445) 


154 373 8 
Eliminate—To take rating for Powdered Gypsum, Item 
36, page 184, O. C. No. 44. 
(P. F. I. 5443) 


155 305 21 
Screens, Coal, Gravel or Sand, not otherwise indexed 
DY MAME, TOOMH GE 1 POTIEGIOW 5 ooo c-6:c60:6:0:55.600 vas oes 
(P. F. I. 5442) 
156 
German Silver: 
173 31 
Ingots: 
See Cia. ac ania don dad weimaents 
In packages named, C. L., minimum weight 30,000 
DUE saicean  sabwawdacinihie bese ccuaewen «oadeeaes anon 
(P. FB. L. 6441) 
157 
Harness and Saddlery: 
87 9 
Saddle Trees: 
Cart or Pack: ‘ 
Se WN 505s i's oboe ewnseadeecbu ce coee 
EE bea bie Grok hes siad ae meee Be Cadaboe cee C2 eaa wa 
I Serie bth se swe Sas di ese w ance Soke 
Riding: 
a EN I i. cosa g's arson Gidea 4 mora Ree 
> MEY aera aa cc hacwara coh carn Gea puch Sale ead ieee 
ROR SE 4.656 9:0: SSA Week aWTARSEK SS 4 5'CRS Ow see 
(P. F. I. 5440) 
158 
Machinery and Machines: 
243 15 
Washing Machines: 
Dish: 
Bee NOE DUI cg 0:5 hho de aiedonsdseeeebame 
In packages named, C. L., minimum weight 16,000 
poumas (SUDIECE te Rule 27) ...ncccccccvccceccesves 
(P. F. 1. 6836) 
Chaplets, Foundry: 
Copper, brass or bronze: 
MS a at raed asa alana ia tg Bb iain dlp hd ab ca aaa 
ee en AOE Is oso cso ks ckcdrmeup aren udiod momar Re non 
159 
Tin: 
a sss ha deka sca chy 0a os Scienecsdolabw rau bie cove HL CN 
i INU NN ero snar as ane ok erable ora ee w@ateealorad 
112 3 
Iron or Steel: 
Ne SN ides Saree pine aman gd eur 56d as he aR SR ee 
SO eS ee ee rem ae 
In packages named, C. L., minimtm weight 36,000 


pounds 


(P. F. I. 5434) 


160 226 3 
Locks or kock Sets, not otherwise indexed by name: 
SE IN oi os wisosb oesmewetnadricameuawenemn 
In packages named, C. L., minimum weight 30,000 
DU. sia ainin 462015 2 osliacacneienstan Can Cte Bhs ee 
(P. F. I. 5433) 
161 
Electrical Appliances: 
Pumps and Motors combined: 
Tmt PRCMMMOD, WOOBE OF OM WIIGD. «...«.<.o.oc oc ccccccccicdsee 
In packages. loose or on skids, C. L., minimum 
re er ee eee 
(P. F. I. 54381) 
162 120 5 
Eliminate—Cannot locate movement by freight. 
(P. F. I. 5430) 
163 
Brake Lining, fabric: 
In burlapped bales or rolls or in boxes................ 
In packages named, C. L, minimum weight 30,000 


pounds 


164 156 1 

Friction Fabric, in burlapped rolls or in boxes 
(P. F. I. 5404) 

165 182 12 


Grass Catchers: 
Other than folded flat or nested, 
Folded flat or nested, in boxes or crates............... 
In packages named, C. L., minimum weight 
DOCU COICE GO TRG FP oo ois oc cc ca die stescewss000% 


(fF. i. & 
166 333 20 
Eliminate—To take rating for specific kinds of Tar, or 
pg Tar, N. O. I. B. N., pages 333 and 334, O. C. No. 


ee ee ee ee ee 


(P. F. I. 5428) 


(P. F. I. 5426) 


167 
Damper Regulator Parts, iron or steel: 
Saves, 4 WE. GO DO ooo 6 6s ccekc ee icsesdosccesene 
pe eS ee ee 
(P. F. I. 5424) 
168 200 33 


Eliminate—To take ratings for specific items under Roof 
Trimmings and a page 300, O. C. No. 44. 
Ci. 


F. I. 5421) 
169 200 


34 
Eliminate—To take ratings under Heating Furnace Pipe 
or Elbows, etc., page 281, O. C. No. 44. 
(P. F. I. 6420) 
170 12 5 


; Rule 2-B. 
Section 13. (a) Telescope Boxes (Two-Piece Boxes 


with inner and outer sections of equal depth) must 


in boxes or crates...D1 


1 
24,000 


999 


co 


ol 









y Mata tet 





1000 


be secured with heavy cord, cloth tape or metal 
straps completely encircling the box at least once 
around the ends and once around the sides, securely 
knotted, riveted or otherwise secured by metal fas- 
teners, at each crossing; the cover must extend en- 
tirely to the bottom of the box, and must be sealed 
to the bottom at opposite sides with not less than two 
paper seals; seals to bear identification marks, to be 
not less than 2 by 6 inches in size and to have a re- 
sistance of not less than 60 pounds to the square inch, 
Mullen Test. 
12 6 
(b) Two-Piece Boxes other than Telescope Boxes 


must be secured with heavy cord, cloth tape or metal 
straps completely encircling the box at least once 
around the ends and once around the sides, securely 
knotted, riveted or otherwise secured with metal fas- 
teners, at each crossing; the cover must be perfectly 
flat, rest on the sides of the box and be sealed to 
the sides of the box at opposite sides with not less 
than two paper seals; seals to bear indentification 
marks, to be not less than 4 by 8 inches in size, and 
to have a resistance of not less than 60 pounds to the 
square inch, Mullen Test. The use of cord, cloth tape 
or metal straps will not be required if the cover is 
perfectly flat, rests on the sides of the box and ex- 
tends not less than 8 inches over the sides and ends 
of the box, is firmly glued to the sides and ends of 
the box throughout the entire area of contact and a 
paper sealing strip not less than 4 inches in width 
and having a resistance of not less than 60 pounds 
to the square inch, Mullen -Test, completely covers 
and is firmly glued over all outer joints, openings or 
seams; or 


12 7 
When Two-Piece Boxes other than the Telescope 
Boxes made of fiberboard or pulpboard are reinforced 
with a strip of fiberboard, not less than .060 of an 
inch in thickness, not less than 2% inches wide en- 
circling box at the top and fastened with metal rivets, 
ste aples or stitches not more than 83 inches apart, the 
side and end flaps of the cover being not less. than 
2% inches in width and inserted between the box and 
reinforcing strip, box must be secured with metal 
straps completely encircling the box at least once 
around the ends and once around the sides securely 
riveted or otherwise secured by metal fasteners, at 
each crossing. On boxes exceeding 24 inches in 
length, metal straps must not be more than 12 inches 
apart. 
12 8 
(c) Three-Piece Boxes must be secured with heavy 
cord, cloth tape or metal straps, completely encircling 
the box at least once around the ends and once around 
the sides. securely knetted, riveted or otherwise se- 
cured with metal fasteners, at each crossing; each 
cover must be sealed to the sides of the box at op- 
posite sides with not less than two paper seals; seals 
to bear identification marks, to be not less than 4 by 
8 inches in size and to have a resistance of not less 
than 60 pounds to the square inch, Mullen Test. The 
use of cord, cloth tape or metal straps will not be re- 
quired if each cover extends not less than 3 inches 
over the sides and ends of the box, is firmly glued to 
the sides and ends of the box throughout the entire 
area of contact and a paper sealing strip not less 
than 4 inches in width and having a resistance of 
not less than 60 pounds to the square inch, Mullen 
Test, completely covers and is firmly glued over all 
outer joints, openings or seams. 
12 9 
(d) Triple-Slide Boxes must have the top and bottom 
of the innermost slide or both sides of the middle 
slide firmly glued to the outer tube of the box through- 


out the entire area of contact. 
(P. F. I. 5423) 


171 
Sheet Iron or Sheet Steel Ware: 
6 
198 ' 
198 8 
202 39 
202 40 
202 41 


Baskets or Dry Measures: 

Pee SMEG, Th WOMOE GF CTREOR ov. cicieicsieccccvsccccs 
Not nested, loose or in packages, C. L., minimum 

weight 20,000 pounds (subject to Rule 27)......... 
IS) (= I 2 Ss ra ss 0a erp cae ata Sas hicasa choc a eiee 
Ok OY a. ook: a a:wem ee Ren sdaaiaiecs 
Nested, in packages named, C. L., minimum weight 

Ee ree ree er ee 


172 292 5 
Eliminate—To take ratings for Measuring ene or 
Pumps, N. O. I. B. N., page 292, O. C. No. 44. 


(P. F. I. 5419) 
173 252 30 
Eliminate—-To take ratings for Molds, Block or Brick, 
Hand, Items 27 to 29, page 252, O. C. No. 44. 
(P. F. I. 5416) 
174 
Mats: 
247 2 
Door or Floor: 
Linoleum Mats or Linoleum Rugs: 
In fiberboard or pulpboard tubes, see Note........ 
a ae os ou ha givnlnaiseaw abaaunaeee 
In boxes or crates.... 
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In packages named, C. L., minimum weight 30,000 


IE d-a eri os a bei elida, Sik Wanadoo mask Sead aaaa eae 
*Note.—Walls of tubes must be not less than 
.120 inch in thickness and end of tubes securely 


capped or plugged. 
(P. F. I. 5415) 


Loose or in packages, C. L., minimum weight 
14,000 pounds (subject to Rule 27)............. 
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175 
Lamps: 
212 2 
Electric: 
Incandescent, burnt out: 
Le Oe Tee eer eae 1 
In packages named, C. L., minimum weight 24,000 
WOUMGS CSUDIECE GH BUC 37) < c.ccoccciccccesvcicscees 
Lamp Bases, Incandescent, burnt out: 
ne nanan ier ee eee e uae ame ains 2 
tIn packages named, C. L., minimum weight 24,000 
pounds (subject to Rule 27) OO eee ee re 
(P. F. I. 5413 and Sup. 1 to Rep. 4, page 25, Item 8) 
176 
Honey: 
1 29 
Comb, in section frames: 
In paper cartons in wooden boxes only, see Note 1. 2 
Not in cartons: 
Ee eee 2 
In wooden boxes with or without glass fronts, two 
or’ more enclosed in wooden boxes only or in 
Gee De Te Bia 5 nkk0600ss50ses neues eacee 2 
In packages named, C. L., minimum weight 30,000 

RI xc-sh ire Oo aw scan evden ar oe ea aaa 

Note 1.—Rating applies on Comb Honey in section 
frames, when each section frame is wrapped in oiled 
or waxed paper and enclosed in an individual paper 
carton. Top and bottom of box must be lined with 
one or’more thicknesses of corrugated paper. 

Note 2.—Rating applies on Comb Honey in section 
frames, in wooden boxes with or without glass 
fronts, two or more enclosed in wooden boxes only 
or in crates, protected by a pad of hay, straw, ex- 
celsior or similar material not less than four (4) 
inches in thickness in the bottom of the box or 
crate and the package plainly marked on top 
“Fragile—this side up.’’ 

(P. F. I. 5410) 
177 
Boxes: 
90 22 
Cash or Document, iron, steel or tin: 
DIO MOMEOE.. TE DOMES GF COATES occ cic cccrdsccsosccce D1 
Ne, Se I OU IN os wk die oie kiko 9 B06 Sw ialews eave 1 
(P. F. I. 5406) 
178 
Postal or Letter Boxes: 
287 11 
Iron or Steel: 
Cast or cast and sheet combined: 

&. U., im BATPEIS, DOKRES OF CLELES. o.oo ccccccsceccces 2 

K, D. flat or taken apart and parts folded flat or 

nested, in barrels, boxes or crateS......... see. 

Loose or in packages, C. L., minimum weight 

20,000 pounds (subject to Rule 27)............. 
Sheet: 
S. Us 
Ee DOPPSNS. DOMOE. OF COTOD.. 65. cccccwcccnccccesess 


K. D. flat or taken apart and parts folded flat or - 


nested: 
Ton DART SU, POMOC Cl COMEOB a ocinindiccccccccecccee 
Loose or in packages, C. L., minimum weight 
20,000 pounds (subject to Rule 27)..-.......... 
(P. F. I. 5553) 
179 
Outfits: : 
266 3 


Well Boring or Well Drilling Outfits, consisting of 
Well Boring or Well Drilling Machines or Rig Irons, 
with Equipment of Boilers, Engines, Crown Blocks, 
Draw Drums, Draw Shafts (Draw Works), Derricks, 
Ladders, Mud Mixers, Pumps or Well Casing and 
with or without necessary equipment of parts or 
tools, C. L., minimum weight 24,000 pounds (sub- 
ey SC. a ree er a ee eee 

(P. F. I. 5551) 
180 81 26 


Beverages: 
Ginger Ale: 
* In glass or earthenware, packed in slatted carriers 
Se Me NN Anco) tin. o-nececcus.écowecanacowens aoewes 
In glass or earthenware, packed in barrels or in 
boxes with solid or slatted bottoms................ 
Ce SR ere re 
In packages named or in carriers without tops, C. 
L., minimum weight 30,000 poundS.............ee0- 
Beverages, flavored or phosphated, not otherwise. in- 
dexed by name (Beverages such as Birch Beer, 
Root Beer or Sarsaparilla), not including Ex- 
tracts, Syrups nor Alcoholic Liquors: 
In glass or earthenware, packed in slatted carriers 


 f gO eer ee rear et 
In glass or earthenware, packed in barrels or “in 
boxes with solid or slatted bottoms..... knee e's 
eh Se 2 EE 6 cnn c ade stdeedataeeameawaaanasaleces: 
In packages named or in carriers “without tops, C. 
., minimum weight 30,000 ._pounds ..... w6eeen 
(P. F. I. 5543) 
181 128 5 
Pottery: 
Broken Pottery or Broken Saggars (Shard): 
Se De GE PD bccicnccicccescacvas reteesesesoaves 






J 


co 


on 








eo 


on 








May 5, 1917 


In packages or in bulk, C. L., minimum weight 36,- 


000 pounds ...... RE EE SS Pee Tn re rey eee 
(Rep. 4, page 204, item 15) 


9 


wit hdrawn. si 


183 
155 37 
Eliminate—No longer moved by freight. 
(Rep. 4, page 5, item 231) 
184 103 13 


Blocks: 
134 1 
334 17 
Bowling Pin, wooden, not turned: 
ee er ee ee 
Loose or in packages, C. L., minimum weight 36,000 
OP ee rr re REET EE ETE 
(P. F. I, 4956) 
185 a 
Booths: 
Election: 
Canvas, iron or steel and wood combined: 


K. D., in boxes, bundles or crates........ sec e sees 
In packages named, C. L., minimum weight 30,- 
CU I bc. c daccmnsweesas xe: cbneereanawesios tne g ee xe’ 


(U. C. C. Report 4, page 69, item 7) 


186 109 36 
Dip, Animal or Poultry, not otherwise indexed by name: 


109 37 
Liquid: 
In metal cans completely jacketed.................. 
In metal Cane im DOZES OF CALEB. occ. cccccwocsccceve 
ee I SUK III a. cc 5c atace- 4's: orcs anareunreetaie 9 areere eigrere #iatess 
In packages named, C. L., minimum weight 30,000 
INE cata anisics ho wile Ae as xg ee ewe EPO 
109 38 
Other than Liquid: 
I CNR gaa: wigs ar or biecae 0 eaten Sate meeh ss Aceon 
In packages named, C. L., minimum weight 30,000 
° IE i aiib.d a ured ord a bebe aid SA Te Bn Soe ee BE ACE 
(P. F. I. §549) 
187 ; we 
Churns, Hand: . 
113 38 
Metal: 
Barrel: 
Im DOKES OF CTALES 2.0 cccccccccccccrcvecvepeesevere 
In packages named, C. L., minimum weight 15,000 
es CHEE BO TRUS BI) ooesiecincecisecccaaess 
Other than Barrel: 
Te: DCPS, DOMOR OF CIMEOE. ¢ oo o.ci:cc cccssncssedsvies 
In packages named, C. L., minimum weight 20,000 
HOUNGR (SUBISCE CO. WIS 27) io cccccc ee ccccscevceves 
(P. F. I. 5548) 
188 
Cement: 
110 10 


Furnace, Stove or Roofing Tile: 


In fibre or metal cans or cartons, in barrels or 


OE, 4 waa cheb uso eke c eds ee eek neeeinekeaaw nd R. 
Dak See i I IM is aie, eianiun Crain ro dc wine wade wt 
Re WI, ID GI a 6 ciio:c crceccinncavceteocatessees 
e..0lUlU eS SS eee 
In bulk in iron or steel drums or tubs with metal 

IE IE, cin aa drdsn se nis kein eae Ra aemn same 
Le ee er nr eee Sere R. 
In packages named, C. L., minimum weight 36,000 

WORE Fiche 8 ese was atari as ea emcee a ao tame waa wolenind 


(P. F. I. 5547) 
189 
Building Woodwork (House Trim), not further finished 
than primed: 
— wood, Canadian wood or Mexican pine: 
3 
3uilding Woodwork (House Trim), not further fin- 
ished than primed, Native wood, Canadian wood 
or [Mexican pine, not otherwise indexed by 


name: 
S. U.: 
Glazed: 
ee ee OF CI 8645 6.66 sob aeumae ewan maaan 
In packages named, C. L., minimum weight 
12,000 pounds (subject to Rule 27)........... 
Not glazed: . . 
er ee en ip 
Loose or in packages, C. L., minimum weight 
12,000 pounds (subject to Rule 27)........... 
Flat or K, D. flat: 
A a ana ira. kip pc ais au nlootial aa eile wimg ba a 
Be Ie Oe I iis asa k osetia news decane wh etoile 
In packages named, C. L. minimum weight 24,000 
POMMGS CBUDIOCE FO RBIG BT) oscccvivicccsccececss 


6 
4 
6 
1 
5 
1 
3 
5 
5 
a 
1 
. R.26 
26 
3 
3 
3 
26 
5 
1 
2 
1 
2 


Note 6.—Ratings apply only on articles to a 


be built in and become a permanent part of 
Building Woodwork (House Trim). 


190 (P. F. I. 5544) 


Tools: 
Bolt Clippers, iron or steel: 
Ba I eee eee ise ee a ot ee oe R. 
In Darreia, BOMEH OF CEBLOB. oc. cccccciccccccevcscscvees 
(P. F. I. 5556) 
191 
*Basikets or Hampers (see Note 3): 
76 34 


Berry, Fruit or Vegetable Shipping: 
rry, Fruit or Vegetable Shipping, not otherwise 
7 by name: 


Sheet Veneer or Stave Veneer: 
Bushel, round bottom, with or without covers, 


25 
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covers detached, bodies nested (see Note 4): 


Tak TON IE CHOI 2 6 06:6 50:05 0 008 Ce cceescsseves 
Loose or in packages, C. L., minimum weight 
12,000 pounds (subject to Rule 27)........... 
77 ; 
Other than round bottom bushel baskets (see 
Note 2): 
With covers, covers detached, bodies nested: 
Orr ere eer rere 
Loose or in packages, C. L., minimum weight 
24,000 pounds (subject to Rule 27).......... 
77 3 
Without covers, bodies nested: 
Rey WUIOE OF CHBEED on 5 0c5 06000 00ee ng sziewans 
Loose or in packages, C. L., minimum weight 
18,000 pounds (subject to Rule 27)........... 
78 14 
Note. 2.—Ratings apply on the. type of 
Overhandled Shipping Containers commonly 


known as “Climax”? Baskets and on the type 
of Other than Overhandled Shipping Contain- 
ers known as Fruit or Vegetable Hampers or 
“Jersey Peach’? Baskets. Overhandled Bas- 
kets must have handles detached or folded 
to sides. 
78 15 
Note 3.—Any of the baskets made subject to 
this Note may be nested together and when 
the inner basket in a nest of three or more 
baskets is filled with small baskets. the 
‘“‘nested’”’ rating will apply. 
78 16 
Note 4.—Ratings apply on the type of round 
bottomed staves shipping containers commonly 
known as ‘‘Bushel Shipping Baskets’’ in sizes 
one-half bushel or larger. 
(P. F. I. 5541) 
192 
202 13 
Iron, Powdered, medicinal, in barrels or boxes.......... 
(Rep. 4, page 150, item 13) 


Iron, Powdered, not otherwise indexed by name, or Iron 
Sand: 


BR I, MOI aa aie Sip pe Sin obia dl a 1nce so BI Ramee R. 
a: (ee: tr os nine eam aasinw ens een k eee a 
In packages named, C. L., minimum weight 36,000 
I ioe Gia wie. oo 5 wns en ae ne ene he Sle a eracae nip ie erniesn 
(P.. FF. 0. 6436) 

193 349 3 

349 4 

349 5 


Eliminate—To take ratings for Pickles, N. O. I. B. N., 
item 19, page 276, O. C. No. 44. 
(P. F. I. 5400) 
194 


Staples: 
323 15 
Copper, brass or bronze, in barrels or boxes.......... 
323 20 


ane Oe TS Or aiid kien is bed aasncxesen 
Sliver pinted, im BOTPGls. OF DORGH sé ices sc cciccsocsssvess 
(P. F. I. 6398) 
195 305 23 


Eliminate—To take ratings for Perforated Tin Plate and 
Sheet Zinc, item 3, page 338, and item 5, page 378, 
respectively, O. C. No. 44. 

(P, F. I. 5397) 

196 

Salt: 

303 


4 
* Common (Sodium Chloride): 
In glass or earthenware, packed in barrels or boxes 
In fibre or metal cans or cartons, in barrels or boxes 
In cloth pockets, in bags, barrels or boxes.......... 
DE DEICES GE POUR, TR BOOB. civic cesvoccewsssceeeses 
PB ee ee re ree 
In blocks, machine pressed or fused, weighing each 
50 pounds or over, loose 
303 8 
* In packages, in blocks or in bulk, C. L.,\minimum 
SR, Ge II io aie sire wb icine odace cewnees 
(P. F. I. 5396) 


197 ‘ 
Racks: 
Barrel Storage, iron or steel, K. D. flat, in boxes, bun- 
EE GE CD ose ds a eoiat ora es acl ae gale eae sGd's 
. 5395) 
198 


200 4 
Eliminate—To take ratings for 
page 281, O. C. No. 44. 
(P. F. I. 5394) 
199 


Machinery and Machines: 


Pipe Fittings, item 2, 


Stencil Cutting Machines, with stands, K, D., or with- 


rr err ree 
(P. F. I. 6393) 
200 
218 18 
346 42 


*Varnishes, not otherwise indexed by name, including 
Bronzing Liquids, Japan Varnishes, Lacquers and 
Liquid Shellacs: 

In glass or earthenware, packed in barrels or boxes.. 
In metal cans partially jacizeted........cccccccccscccsve 
In metal cans completely jacketed...............ccce%. 
In metal cans or pails, in barrels or boxes............ 
Ce Se eT Ee ee ere er 


1001 


— 
oS 


26 
26 


~ 


co 


na | 















1002 


Oe OG. Ss ccar cdi ech a a ae ne 0 Rica ot bee 
oe 6 4 cs wads nib cer pee we amabe eS be bie sees 
In metal cans partially or completely jacketed, in 
metal cans or pails, in barrels or boxes, in bulk in 
iron or steel pails, or in bulk in kits or barrels, 


Cc. L., minimum weight 30,000 pounds................ 
WY 2 SG. oh ee alate Rasa acre ees sips a menses swe’ 
(P. F. I. 5389) 
201 
Oils: 


Cooking, liquid compound: 
In glass or earthenware, packed in barrels or boxes 
In glass or earthenware, packed in barrels or boxes, 


Cc. L., mtnimum weight 30,000 pounds.............. 
a A I GE I ko Sali inka ag bore. ae one ean aie ® © 
ER MOCCRE COMS Hi DAITEIA OF DOMES... occcccccccccccces 
ON re et a ee ee 


In bulk in barrels, or in metal cans in barrels, boxes 
or crates, C. L., minimum weight 30,000 pounds... 


eR RO a ae ee eee pra eee 
. (P. F. I. 5387) 
202 
Dry Goods: 
256 30 
Netting, cotton, in bales or boxes ..........cccccccces 
tP. F. I. 5386) 
203 . 
Rolls: 
299 37 
Cane Mills: 
IS i ta 
Loose or in packages, C. L., minimum weight 30,000 
DEE. Avan cdn ph nee Whs bb Seale eNO E64 6K bea eee ome 
(P. F. I. 5384) 
204 


197 8 
Eliminate—To take rating for Ties, Baling or Binding, 
band or wire, N. O. I. B. N., item 22, page 335, 0. C. 
No. 44. 


205 
Pipe Coils, not otherwise indexed by name: 
7 


(P. F. I. 5382) 


Iron or Steel: 
I cic ca hl aS Gs ke en Sse ARIA aes ae a 
I: UNNI. (RS ON Gitar calamia al ool 
Loose or in packages, C. L., minimum weight 24,000 
SD COE BP UNE DEP veciccsccscnssccnsessccs 


(P. F. I. 5381) 
206 184 30 
Eliminate—To take ratings for Sausage Casings, items 
19 to 22, page 303, O. C. No. 44. 
(P. F. I. 5380) 


207 
153 7 
Eliminate—To take rating for Chimney Flues, docketed 
under Subject No. 111, Docket No. 31, with following 


ratings: 
ala las aa rea a Oar ele ent 
In barrels, boxes or crates with or without tops...... 
Loose or in packages, C. L., minimum weight 30,000 
NUD ‘saris sascth ce eal 0s @° warel egaa @ae SN) ca nee btw wae de bo ta 
(P. F. I. 5379) 
208 - 
Insulators: 
Strain: 
> ee TE OP NN noc ninwas nsicdceeeecaceece's 
In packages named, C. L, minimum weight 30,000 
a a i oe ee ee oe a Ce ciel erecs 
Insulators, not otherwise indexed by name: 
196 
Gaaes, im Barrels, BORGES OF CYREOD «occ ccc ccieeiicccese 
196 
Pottery, or pottery and iron or steel combined, in 
Se ee eee 
196 9 


Glass, pottery, or pottery and iron or steel com- 
bined, in packages named, C. L., minimum weight 


EY EN | ad oh ie 4-4 orc os a mR ee we ROR EE Rae Rak s 
196 11 

Pottery and copper, brass or bronze combined, in 
eee Te OO GEE oo eccseeveech tharos aensiies 
196 12 

Pottery and copper, brass or bronze and iron or steel 
combined, in barrels, boxes or crates ........ “bones 


(P. F. I. 5377) 


Insecticides and Fungicides, Agricultural: 
Insecticides or Fungicides, Agricultural, not otherwise 
indexed by name: 
195 7 
Other than liquid: 
In glass or earthenware, packed in barrels or 
EE ub eas aaa eG he aa Gy Goa be haa om bea die ee kode 
ee Se errs cre ee rer re 
In inner containers other than glass or earthen- 
re. 2 eee OP St uc cbee ceaeceeee see 
ee ee ae ee er re 
In metal cans in crates in inner containers other 
than glass or earthenware, in barrels or boxes, 
or in bulk in barrels or boxes, C. L., minimum 
ee re er ere Per 


(P. F. I. 5376) 
210 
Salt: 
303 6 
Live Stock, medicated: 
NS FE Or eT er ee Te ee 
I aes A cicaea al ch n  e  S  we we A ERS 


ME 1 ee hhce wae Ceesesnnss te tee ee hese eeeeeewnns 


bo 
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In packages named, C. L., minimum weight 30,000 
ROE oso. o¥ ses chan oAeeesadedese omewe eeaeeer as chke 
(P. ¥F. I. 5376) 
211 
Coffee: 
119 8 
Extract of (Condensed Coffee): 7 
Dry: 
Im metal Cams I Created 2... cccccsossccccvvcccevcce 3 
In metal cans in barrels or bOxeS .........e.eseeee 3 
119 
Liquid, in glass or earthenware, packed in barrels 
oe ee ek nate he 6h oe bes Chae + eeeee eRe NaS 
(P. F. I. 6372) 
212 333 6 , 
Eliminate—Canrnot locate movement by freight. 
(P. F. I. 5368) 
213 299 3 
Eliminate—To take rating for Stone, Natural. 
(P.. F. I. 5365) 
214 
Rubber: 
301 29 
Sheet, im Hares, HOMES OF CATES 2. bcc cccccccvesocervces 1 
117 33 
Rubber Cloth, in bales, boxes or crateS.............+e..- 1 
(P. F. I. 5364) 
215 
Pumps, Hand or Windmill: 
292 13 : 
Pumps, Hand or Windmill, not otherwise indexed by 
name: 
Tin, -in barrels, boxes or crates... ...cccccvccccseces we 3 
(P. F. 1. 5363) 
216 , 
Fliminate—To take rating in item 12, page 292, O. C. No. 
44 for: 
292 15 
Pumps, Hind, N. O. I. B. N., iron or steel, sheet, in 
De is (> OU 6665 isccccccdeceeenues ee ease 1 
292 16 : 
Eliminate—To take rating for Power Pumps, item 23, 
page 240, O. C. No. 44. 
(P. F. I. 5362) 
217 
Machinery and Machines: 
235 23 
Grain Distributors, for- Elevators, in boxes or crates. 2 
(P. F. I. 5357) 
218 a me 
Graphotype Machines, in boxes or crates..............-. 1 
(P. F. I. 5356) 
219 201 18 : 
Eliminate—Covered by specific classification entries. 
(P. F. I. 5354) 
220 ee - 
Casing Rings, House Heating Furnace: 
Se OP Ee I inc eck c ceca eesenenenesbesae nas 1 
Loose or in packages, C. L., minimum weight 30,000 
SNR pian a's tie a cahine-sehe kkk AO ee eee CER eae Seren ema 
(P. F. I. 5337) 
221 130 17 
Dehorners, Cattle: 
Rn MN lg a a alco ui sclnin wl aa aresieieemininem ala ened R.25 


es Teens, De Or GUUIOD xc 0% once ccese sds Hecnasnnese 
(P. F. I. 5353) 
a a 
Feed, Animal or Poultry: 
Peanut Feed, not ctherwise indexed by name: 


De WE cacae nce PRs e eee eee 
In bags, C. L., minimum weigh 


Ce. FL 
223 194 14 
Indigo or Synthetic Indigo: 


cle 


ee rr re re re ree 
LAGE OF MOMES, Wi BATTS « .nccieccsscevcccccssscsseses 
In packages named, C. L., minimum weight 30,000 
MED 6 o.066obictetsnnaceethacsapiee der tHnce vas wanes 
(P. F. I. 5349) 
224 369 5 
Wadding, cotton or jute, in bales or boxes.............. 
(P. F. I. 5347) 
225 
Vuleanizing Compounds: 
120 6 
In glass or earthenware, packed in barrels or boxes. 
In metal cans or tubes, in barrels or boxes............ 
eee ee I oo oes os ees gate cece neekeaa wens 
(P. F. J. 5346) 
226 
Boxes: 
17 
Cigar, wooden: 

B. 
eT eT PE eS ere TN 
gS ree in me a reper ees ee 
In packages named, C. L., minimum weight 18,000 

pounds (subject to Rule 27) ...cccccccccccacccees 

x. 
ae NN 00 ld oy ke ois laranhiale a eg Airal milan Maa eealer aero 
NE Ee er er ee 
In packages named, C. L., minimum weight 36,- 

COO POS onc scar crmnesdsecccececssesaeweceecins 


227 101 2 
Burlap or Gunny Bagging or Burlap or Gunny Cloth, 
new or old: 
Bituminized: . 
In wrapped bundles or rollsS .........cccecccccccceres 
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‘n wrapped bundles or rolls, C. L., minimum weight 


SE EE ib ooo ee cee ea cats Onn 3 i clone 
(P. F. I. 5341) 
228 
Waste: 
370 16 
Jute: 
in bags or in bales not machine pressed............. 
Ce ee ere ere Tr eee 
in packages named, C. L., minimum weight 24,000 
POUMEE CHURICCE TO TRUS B10 5 nc cect kccccastcnsave 


(P. F. I. 5338) 


229 . 
Paper Articles: 
Linings, Ice Cream Can: 


272 9 
Cf ere CS cchemmaewedad ill gree dean Me eet a Gh Sip 
In boxes, C. L., minimum weight 30,000 pounds..... 
P. F. I. 5336) 


230 = = 
Stalls. Stanchion Frames and Stanchions, Live,Stock: 
Stalls, Stanchion Frames and Mangers combined, §S. 
(ee BO eS PR reer ee ree eee ee 
(P. F. I. 5335) 
231 : 


Phosphate, Basic: 
ee errr oT Te re eT ee 
In packages or in bulk, C. L., minimum weight 40,000 
BOUIN | diries a s.00' coe ernie Sapna ss ews ar se bins oae 
(P. F&F IL. 6332 
232 
Oils: 
260 3 
Corn: 
Liquid: 
In glass or earthenware, packed in barrels or 
IE 6. cack oeawus se eaeelewaskanibes cated eases Sue ee maid 
In motel cams partially JACKOtEd 20. ccccccsceceseces 
In metal cans completely jacketed ............... 
Be Se I I I wink ong wre oe vanes ces ddacscbs 
In metal cans in barrels or boxeS............-.00- 
OR Ne Re er eee 
In packages named, C. L, minimum weight 30,- 
IIR 5.6 o oc aden wa naa Loe waa ake owes 
i Fists w ead ae ng Sawa o worn oe str ptaara cane oe 
Solidified: 
Re WN no os ice ae Re 6 Gwe Susie marble ma medie Relea ae 
ee ere ee eee 
In packages named, C. L., minimum weight 30,000 
Mo 5a a. 05 Sema oanak:% ake aes Shee Rl nae aCe 
Wen Se I soso. seco here eee ako ew es bee 
(P. F. I. 5328) 
233 


Chairs, Joist. Sound Deadening, iron or steel and felt 
combined. th: DOFPCIS-OF TOUR «éc.oncicccéc ce swatcrseceve 
(P. F. I. 5324) 
234 


Signs other than Figures or Images, Prepaid: 
313 30 
Tin, covered with celluloid, in boxes ..............-.... 
(P. 


¥. L 5323) 
235 126 + 19 
Eliminate—To take’ rating for Hair Felt Insulating Ma- 
terial in item 3, page 196, O. C. No. 44 as follows: 
126 21 
in DONOR, TRON, SPORE OF POUND 6.coccinccesccpecceecs< 
Loose or in packages, C L., minimum weight 20,- 
O00. powmmee: (GSECE TO TRUBS BT) oc cvccteccccccces 
, 126 22 
Eliminate—To take rating for Pipe Casing, wooden, item 
17. page 281, O. C. No. 44, as follows: 
Inside diameter over 6 inches, loose or in packages. 
Inside diameter 6 inches or less, loose or in pack- 
EERO EE OE SP POS AEE A Te Cn a eae Te AAS 
Loose or in packages, C. L., minimum weight 30,- 
DOW WD sooo bia haraisad ccm cstecelh seb beSadues dae cene 


236 113 29 


Chromium Acetate Waste. in bulk in barrels............. 
(P. F. I. 5321) 
237 
Boxes: 
: 92 5 
Shelf: 
Sheet iron or steel and wood combined: 
en, eee eee eee 
NOU Mested, im DOKGS OF CTALES 2... ccsesscccccses 
in packages named, C. L., minimum weight 24.000 
PORE CONUS Gb BU BEN 65.5 Sacco cpescesecas 
(P. F. I. 63820) 
238 7 7 IT ) ) 
Chain Barrows (Chain Bars), in bundles................. 
F. TI. 5316) 
239 T. 5316) 
Pine i ittings: 
Cocks or Vales, including Gate Valves, not otherwise 
idexed by name: 
L«ad composition bodv, in barrels. boxes or crates.. 
240 (P. F. I. 5315) 
Cash ‘gisters. Cash Register Cabinets and Cash Regis- 
te» Check Boxes: 
 , ae 14 
Ca Registers: 
Hh TOG BUMNII GOREN 65 5. 555.06.0:0504 60040 ea0eence 
BS oa ci re ea ak 5c tate aial oar aunig aoe 
n packages named, C. L., minimum weight 24,000 
pounds (auipect to Tale 27)... - 066s osc ee case's 
. 109 19 
Cas) Register Cabinets (see Note): 


Si Ee pee ae a eee 


2 
5 
6 
= 
1% 
4 . 
6 
1 
1 
1 
2 
2 
5 
3 
3 
5 
5 
3 
1 
2 J 
4 
4 
6 
3 tT 
2 
1 
9 
9 
1 
1 
R.26 
1 
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*In boxes, C. L., minimum weight 24,000 pounds (sub- 
OR i IU. 6 ssid unk a ce nkdeestnce ba wena skh ese -- R.26 
Note.—Rating will include equipment of register 
operating and recording outfit if enclosed in the 
Cabinet. 
109 18 
Cash Register Check Boxes, glass and metal combined: 
EE See aan oe eta re 1 
*In boxes, C. L., minimum weight 24,000 pounds (sub- 
FS er ae ee ee a -- R.26 
(P. F. I. 5314) 
241 
305 22 
Eliminate—Cannot locate movement by freight. 
(P. F. I. 5313) 
242 


Paper ‘Articles: 
Broom Slips or Wrappers: 


In baled, boxes. HumAlOe OF CLALE. 6.6.5.6600.0ccecsccsees 3 
In packages named, C. L., minimum weight 36,000 
NEI? 5a serrate woe ke i cin on ain & ed Sha ies a ae 5 


(P. ©. 1. Gert) 








*Uniform Classification item modified. 
tCarload rating eliminated. 
tNot Uniform Classification item. 


SHIPPING BOARD WANTS MEN 


The Traffic World Washington Bureau. 

The U. S. Shipping Board has entered the market of 
woodworkers for 40,000 men, according to an announce- 
ment made by the Department of Labor, to be used in 
the construction of the 1,000 wooden ships with which 
the submarine blockade is to be broken. Inasmuch as 
there can hardly be conscription for such service, the 
Board will have to get the men by the usual method— 
bidding for them by offering more pay than they are re- 
ceiving now. 

For obvious reasons the points at which the men will 
be needed are not to be made public. Inquirers may ob- 
tain information, it is presumed, either from the Depart- 
ment of Labor or the Shipping Board, although before the 
governmental agencies can do any effective work they 
will have to know the names of the firms to which the 
Board has awarded contracts for the construction of the 
ships. The awards are to be made in a short time, the 
Board having made plans long before it organized the 
corporation on the account of which the work is to be 
done. 


SHIPPING BOARD LEGISLATION 


The Trafic World Washineton Bureau, 

In a short time the U. S. Shipping Board is expected 
to ask Congress for legislation in addition to that which 
it recommended at the last session and which it renewed 
immediately after the convening of Congress April 2. The 
legislation recommended at the prior session, if enacted, 
will give the Board power to acquire the fine steel ships 
which are being constructed in American yards for for- 
eigners, by the payment of the price agreed on by the 
foreigners and the American yards. 

The new legislation to be recommended pertains to the 
101 interned German ships seized when Congress declared 
war and now in possession of Secretary McAdoo of the 
Treasury Department. While there is no direct legislation 
authorizing use or disposition of the former German ships, 
Secretary McAdoo is proceeding on the assumption that 
it is the determination of the American people that such 
ships shall be used in the prosecution of the war against 
Germany. Acting on that theory, Mr. McAdoo is having 
some of the ships repaired at navy yards which are not 
fully employed on government work. Some are being 
repaired in private yards and the secretary is providing 
the money for such work in advance of acting by Congress. 

Although plans have not been fully matured, it is be- 
lieved that when the Board does finish consideration of 
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the subject it will recommend, substantially, that juris- 
diction over the interned ships be transferred to it, with 
power to have them repaired and placed at the disposal 
of the Board. If that authority is granted, as seems alto- 
gether probable, the Board will be able to use the ships 
in the same way as it will employ other vessels con- 
structed or acquired by it by purchase. That is to say, it 
will charter or lease them to Americans willing to op- 
erate them in the interest of the government’s prosecu- 
tion of the war. 


Another proposal likely to be favorably considered is 
a grant of authority to the Shipping Board to commandeer 
coastwise shipping, and to establish rates to be observed 
by persons to whom such ships may be let, for the trans- 
portation of foodstuffs. Other countries engaged in the 
war have taken steps of that kind to prevent the opera- 
tion, in so far as foodstuffs are concerned, of the laws 
of supply and demand, to the end that the civilian part of 
the country at war may not be crucified by prices run 
up on them by those having plenty of money and unwill- 
ing, because they have the money with which to buy, to 
suffer any diminution of their customary diet. 

Another proposition is that Congress definitely confer 
jurisdiction on the Board over the port-to-port rates of 
steamers operating on the inland waters of the United 
States exclusive of the ordinary river craft. 


BUILDING WOODEN SHIPS 


The Trafic World Washington Bureau. 


In about a week the Shipping Board’s shipbuilding cor- 
poration will begin letting contracts for the 1,000 wooden 
ships which this country is to contribute toward the gen- 
eral plan for breaking up the German submarine blockade 
of the British Isles and the coasts of France and Italy. 
Reports that the actual construction of the wooden ships 
was already under way, have been misleading. American 
shipyards have been building wooden ships for more than 
a year, but the vessels on the stocks now are not being 
constructed for the account of the Shipping Board’s cor- 
poration. They are being built on private account and 
have no connection with the scheme for circumventing 
Kaiser Wilhelm. 

It is the understanding that a number of builders who 
have submitted bids have made arrangements for the ma- 
terials that will be needed for the enterprise. Their 
greatest difficulty has been getting engines and con- 
densers. There is no reason, however, to believe that 
the obstacles that they have encountered will be insur- 
_ mountable. On the contrary, it is felt that when engine 
and condenser builders are fully informed that what they 
are asked to provide are parts that are absolutely essen- 
tial in carrying out the patriotic plan of neutralizing the 
submarine, they will exert themselves to provide them. 

It is the intention of the Board to provide for the con- 
struction of. steel ships as well as the wooden vessels. 
There are some yards that can take over government 
work, and it is the intention to see to it that every house 
of shipbuilding energy is utilized. Utterances by Admiral 
Beresford and Lord Eustace Percy, indicated long before 
King George advised his loyal subjects to cut down their 
eating by 25 per cent that the menace produced by the 
submarine was very great. Lord Eustace Percy, in a 
statement given to a Washington newspaper on May 1, 
frankly said that the Germans were destroying ships much 
faster than the allied countries could build them. He 
added that unless the production of ships could be greatly 
increased, all the military and financial plans that might 
be made by the United States government and the British 
and French committees now in Washington would be 
of no avail. Admiral Beresford, on the same day, said 
that he was tempted to run the risk of violating the 
Defense of the Realm Act by telling the truth with re- 
gard to the submarines. American newspaper correspond- 
ents who have been returning from Eurove have been 


Nne. TLI TRARERTC Wort T) 


THE TRAFFIC WORLD 





Vol. XIX, No. 18 








at considerable pains to emphasize their opinion that 
the Germans are stronger now than they ever have been 
and that their submarine campaign has been more nearly 
successful than reports from London have allowed Amevi- 
cans to believe. 

These utterances by British authorities and American 
newspaper correspondents are believed to indicate how 
much of a man’s job General Goethals, who is carrying 
out the Shipping Board’s plan in regard to wooden ships, 
has undertaken. 


SHORTENING OF FREE TIME 


The Trafic World Washington Bureau, 


Emphatic objection was voiced by shippers April 30 to 
the railroad request that suspension docket No. 1068 be 
vacated and set aside so as to allow shortened free time 
on lake cargo coal to become effective. The hearing was 
held by the Suspension Board. The argument in chief for 
the railroads was made by J. W. Roberts, of the Pennsy]l- 
vania. His theory was that shortening the free time from 
an average of five to four days would increase the. effi- 
cient use of coal cars. All the other railroad men agreed 
with him that shortening the free time would release 
equipment. 

The shippers, as usual, pointed out that nine-tenths of 
the payments of demurrage can be traced, not to the 
negligence of the shipper, but to frailties in the railroad 
service. C. T. Taplin, of the Cleveland & Western Coal 
Company, reveiwed the facts in a case in which the rail- 
road concerned is suing that company for $150 of demur- 
rage. He said the original claim was for $300. It arose 
entirely from the fact that twenty-odd cars ordered for 
loading on a particular boat did not arrive until not only 
the boat for which they were originally ordered but two 
other ships arrived and departed carrying light loads sim- 
Ply because the cars did not arrive. 

“At every conference of this kind,” said E. J. McVann, 
“TI have offered to co-operate with the railroads to increase 
car efficiency by reducing car detention, but the railroads 
have never acceded to any plan that will put on them any 
part of the burdens inflicted upon commerce by their own 
shortcomings. They will not now. They have shown no 
connection between demurrage charges and car efficiency.” 

“Demurrage is intended to round up the stragglers,” 
said J. W. Chalfant, for the railroads. “Cowboys know 
that if they round up the strays, they need give no atten- 
tion to the rest of the herd. It takes care of itself. It is 
the strays that cause congestion. Wherever you get a 
blockade on the road you will find its nucleus is a lot of 
dead coal.” 

Hal H. Smith, speaking for a number of West Virginia 
operators, made the principal objection for the shippers. 
He said all except a small percentage of the lake cargo 
coal is handled in less than four days and the small per- 
centage that is held in cars longer than that is delayed 
simply because the railroad has not given even reasonable 
service in hauling. Less than two-tenths of one per cent 
of detention, he said, is attributable to shippers. The rest 
is attributable to the carriers, as, for instance, the case 
cited by Mr. Taplin. 

Shippers jeered at the suggestion that they were taking 
their time in getting cars unloaded. They asked whether 
the railroads expected the Commission to believe that at a 
time when they can get’ almost any price they ask for 
their product, they are dawdling around leaving coal in 
cars that could be moved and the money collected. 
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AN ABNORMAL YEAR 


(From Railway Statistics of the U. S. A. for the year ending 
June 30, 1916, prepared by Slason Thompson, Bureau of Railway 
News and Statistics, and just published.) 








If ever an industry was cursed with an inopportune ex- 
pansion of traffic it was the American railways in the 
year 1916. All questions of rational regulation, future 
financing, present necessities and economic operation have 
peen obscured or actually lost sight of in the dust from 
the whirring wheels of national prosperity. The story 
of our railways in 1916, of their record earnings and their 
untimely car shortages is better told in the figures of 
our national commerce than in the statistics of the rail- 
ways themselves. These were: 


1914. 1915. 1916. 
wecweeeonmanmes $1,789,276,001 $1,778,596,695 


Imports $2,391,654,355 
EXportS ....ccecccccece 2,113,624,050  3,554,670,847  5,481,423,589 
Total trade .....%.. $3,902,900,051 $5,333,267,542 $7,873;077,924 


If the situation had been purposely designed to subject 
American railways to an overwhelming disaster, it could 
not have been more cunningly devised. For eight years 
they had been operated on a precarious margin, eking 
out dividends from surpluses accumulated before 1907, 
deferring all but the most imperative renewals, postpon- 
ing improvements and pleading well nigh in vain for living 
rates. The fiscal year 1915 saw the railways with nearly 
30,000 added mileage, with less net income than in 1907, 
harassed with demands for higher wages and _ shorter 
hours, with credit impaired and interest rates advancing. 
Over 42,000 miles waved receivers’ flags of distress. 

How unprepared the railways were to grapple with the 
enormous traffic unexpectedly forced upon them by a 
foreign trade that doubled in two years, the reader can 
study in the chapter on Equipment. There he will find 
that on June 30, 1916, the railways of the United States 
had fewer locomotives and fewer freight cars in commis- 
sion than in 1915 or 1914, and he will also find the short- 
age accounted for by the impoverished condition of the 
roads, due to adverse regulation dating from the denial 
of rate advances in 1911—a decision based on a $460,000,- 
000 misapprehension of paper dividends. 

How far the railways in 1915 were from making ready 
for the flood of traffic in 1916 is shown in the Commis- 
sion’s report that in the former year they. charged less 
than $85,000,000 for depreciation and retirement of loco- 
motives and freight cars ($25,680,407 and $58,873,023, re- 
spectively), when common experience dictated that at 
least $150,000,000 annually should have been expended on 
these two items of “maintenance of equipment.” And the 
year 1915 was but the end of a series of similar years 
calculated to breed financial distress and inadequate rail- 
way facilities. Throughout this period the solvent rail- 
ways continued to provide rolling stock and other crutches 
for the cripples in and out of receivers’ hands. 


Then out of the European war came fatness for Ameri- 
can business; and, as the above table shows, the railways 
were called upon to furnish transportation facilities for 
everything pertaining to an export trade that increased 
nearly 160 per cent in two years, to say nothing of an 
Import trade that increased 34 per cent in one. 


How it was accomplished is one of the marvels of this 
age of efficient organized management. The plant, barely 
Maintained on a mouth-to-mouth basis since 1907, was 
geared to the last notch to meet demands that leaped 
18 per cent in a twelvemonth. Moreover, they would 
have proved equal to the task had hot the shipping facili- 
ues on the Atlantic failed to keep the docks clear. But 
every joint, switch and siding of the 400,000 miles of track 
creaked under the strain; renewals and urgently needed 
improvements were left further in the rear, and operating 
expenses began to creep up until the last months of the 
year showed an actual decrease in net income. 


Under such conditions, like a weary giant, the carriers 


face the unknown demands of 1917. They need new and 
heavier rails, more rolling stock of greater capacity, higher 
te more sympathetic regulation. Without these they 
-annot 


command the financial resources to enable them 
to provide adequate service for the American people. How. 
they are to get these with rails at $38 and upward a 


ern ng tocomotives from $25,000 to $50,000, passenger cars 
5,000. 


and freight cars $1,200 to $1,400 each; with the 
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trend of rates downward and the requirements of commis- 
sions and legislatures swelling expenses, is the perplexing 
railway problem of the hour. 

In 1915 their new borrowings were $91,535,070 and in 
1916, $64,101,500, where there was crying need for a billion 
a year. 

Decrease in Passenger Revenues. 


As if the trials enumerated were not enough to vex the 
soul of the conscientious railway manager, in a year of 
abounding prosperity he has had to see his passenger 
receipts receding under the insidious competition of elec- 
tric railways and 3,000,000 automobiles. To realize what 
this amounts to it is only necessary to go back three 
years. Between Dec. 1, 1913, and Dec. 1, 1916, the pop- 
ulation of the United States increased from 98,040,006 
to 103,145,000, or 5.21 per cent, and normally should have 
been attended by an increase of at least 12 per cent in 
railway passenger revenues. Instead of this there was 
an actual decrease from $716,174,000 in 1913 to $713,854,000 
in 1916. 

How similar competition is viewed under state owner- 
ship may be seen from the following excerpt from the | 
annual report of the minister of Victorian railways, whose 
revenues were seriously affected by the operation of elec- 
tric tramways: “It is of vital importance,” he wrote, 
“that a close oversight should be established upon the 
construction and route of new tramways, in order that 
the money invested in the railway system may not be 
partially deprived of its reproductive capacity by the ex- 
penditure of public funds in the provision of tramway 
facilities in localities which are reasonably catered for 
by the railways.” 

Nor have the railways of the United States yet realized 
the full force of the competition of automobiles, although 
they are called on to pay their full proportion of the $280,- 
000,000 estimated to have been expended on good roads 
in 48 states in 1916. It is another case of lending a feather 
to wing the shaft that quivers in its vitals, i. e. net income. 

When a taxicab company engaged in intramural pas- 
senger traffic finds its margin of safety disappearing un- 
der the high cost of gasoline, oil, tires, labor and repair 
parts, it straightway advances its rates 20 per cent or 30 
per cent to maintain its private solvency. 


The railways of the United States, providing the in- 
dispensable medium for the transport of goods and pas- 
sengers whereon the whole fabric of modern society and 
industry depends, when confronted by similar conditions 
may not advance a fare or rate without interminable in- 
vestigations, then seldom allowed and never granted with 
that dispatch and liberality that betters expectation. 


The need of the hour is railway regulation that recog: 
nizes its responsibilities to assist in giving the American 
people the railway facilities the development of this con- 
tinent demands. Such regulation does not need special 
investigations for its information. Its vision should take 
in conditions as they arise just as clearly and quickly 
as that of the successful railway manager. To begin with, 
it should anticipate that “new capital exceeding all the 
net earnings of the roads has to be found annually in 
order to keep the properties up to the growing needs of 
the country.” (Bulletin, National City Bank of New 
York.) 

Railway regulation has more need of the rod of Moses 
than the muck-rake of the prosecutor. The railways may 
need chastisement, but they can’t stand starvation. That 
destroys their public usefulness. If regulation lacks vision 
the railway industry suffers. 

As illustrating the adverse current against which the 
railways are eternally buffeting may be mentioned the 
following, epitomized by Vice-President Dixon of the Penn- 
sylvania Railroad: 

“Fifteen states seek to favor their own traffic against 
that of other states by laws regulating the movement of 
freight cars. 


“Twenty states have laws governing the hours of serv- 
ice, the maximum ranging from. 10 to 16 hours. 

“Twenty-eight states specify headlight requirements, 
without an approach to uniformity and regardless of the 
fact that trains pass from one state to another. 

“Fourteen states have dissimilar safety appliance acts. 

“Twenty states have passed ‘extra crew’ laws and 
twenty-one have refused. 
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“Nine attempts have been made in six years to put an 
‘extra crew’ bill through Congress. 

“Forty-one states in 1909 enacted 664 new laws affecting 
railroads. 

“In 1911 new railroad laws, passed in forty states, totaled 
276. 

“Forty-eight bills for further railroad control were 
passed in 1912 by nineteen states. 

“In 1913 a total of 1,395 new railroad laws were intro- 
duced in state legislatures and 230 were passed. 

“Between 1912 and 1915 about 4,000 new laws affecting 
railroads were proposed in Congress and the state legis- 
latures, and a total of 440 were enacted. 

“In one session of Congress 2,000 bills for the control, 
regulation, restraint, supervision and management of rail- 
roads were introduced. 

“Nineteen states have their individual, and dissimilar, 
regulations for the issue of stocks and bonds.” 

Among the evidences of over-regulation adverse to ex- 
perience was the surrender of the-Commission to the de: 
mands of the trainmen for excessive high power head- 
lights. Incidental to the hearing in the case it was dis- 
closed that the brotherhood imposed a penalty of expul- 
sion on any member who testified adverse to, the dictation 
of the leaders. It was also revealed that the government 
staff of inspectors was recruited wholly from the ranks 
of the railway brotherhoods. 


The Eight-Hour-Day Agitation. 


Next to the passage of the Adamson law, the award of 
the board of arbitration on the demands of the Switch- 
men’s Union for an eight-hour day, time and a half for 
overtime, etc., wus the most important event in the world 
of railway wages. The award made by the neutral arbi- 
trators, after a four months’ hearing, decided that eight 
hours or less should constitute a day’s employment, and 
gave compensation on a basis of nine hours, but with no 
penalty beyond pro rata for overtime. The representa- 
tives of the roads and the union dissented from the find- 
ing, which concluded with the statement that. “the increase 
in wages has seemed to the majority of the arbitrators 
likely to serve the interests of the public.” And so again 
the railways had to pay the freight in order to preserve 
the peace. 

The only time the eight-hour day has been submitted 
for the “sanction of society” in California, Nov. 3, 1914, 
it was rejected by 568,881 votes to 232,696. Not a county 
in the state voted in its favor. 


Adamson Award. 


The Adamson law, which has been pronounced consti- 
tutional, not, be it observed, as a statute, but as an award 
under compulsion, leaves the railways to foot the bill 
of the greatest horizontal wage raise on record. It does 
not establish eight hours as the limit of daily service on 
the railways but as the measure of the trainmen’s day 
for which they are to receive ten rours’ pay. In simple 
unequivocating English it is a 25 per cent wage increase 
for the highest paid employes in the service, and on the 
payroll of 1916 here is what it amounts to: 


PAY OF TRAINMEN UNDER COMPULSORY ARBITRATION. 





Aver- Under 
age Ad- 
Compensa- per amson in- 
Number. tion, 1916. year. law. cr’se. 
Engineers and motormen: 
(s.r 30,205 $55,106,116 $1,824 $2,280 $456 
, . eae aes: 15,300 24,477,157 1,600 2,000 400 
Firemen and helpers: 
Road freight .... +... 32,037 36,228,253 1,131 1,514 383 
. . aa 15,690 15,508,367 988 1,235 247 
Conductors: z 
oe SS ae 24,568 39,539,662 1,609 2,011 402 
Sree 15,373 21,553,956 1,402 1,769 367 
Brakemen and flagmen: 
MON TPOIGRE 2. cence 60,964 63,946,533 1,049 1,311 262 
EE ‘hada aeneceean weak 38,409 45,820,878 1,193 1,591 398 
Total ............... 232,546 $302,180,922 $1299 $1,623 $324 
Road freight only... 147,774 194,820,564 1,318 1,657 339 


It is not known to what extent the yard trainmen par- 
ticipate in the eight-hour melon. But excluding them 
altogether, the above statement shows that ten hours” pay 
for eight hours’ work to the freight trainmen will cost 
the railways nearly $50,000,000 a year. If it extends to 
yard service it will cost them’$75,000,000. At one stroke 
the Adamson award jumps the pay of freight trainmen 
above that of those in the passenger service, thus re- 
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versing a long-prevailing condition. The injustice c! the 
Adamson award is that it perpetuates the discrimi» ation 
in favor of the already highly paid employe. 3 an 
award, the Adamson decision was made on insufficie:tt ip. 
formation and under direct and notorious duress. 


— In considering the effect of the eight-hour basic dy on 


railway wages, it must be remembered that the « ‘ange 
in basis makes no difference in the number of hou's the 
railways must devote to the public service. In 1°16 it 
took over 5 billion hours to perform that service, ang 
the same traffic cannot be handled with many fewer 
hours. If the Adamson award were applied to all brinches 
of the service, all of which deserve it as much 4s the 
freight trainmen and a vast majority of which need it 
more, the yearly payroll would be increased by over 
$350,000,000. 

_ And that is a condition and not a theory that confronts 
the railways to-day or in the not far future. It can only 
be met by working the present force two extra hours on 
pro rata pay or hiring one-quarter more men and dividing 
the days into eight-hour shifts. 


Rate Reductions Continue in 1916. 


The balance of decisions in rate cases decided in the 
year 1916 still continues to run against the industry in 
most urgent need of rate advances. Moreover, the de 
cisions on the other side are negative blessings that 
“butter no parsnips.” They merely leave rates as they 
were. This year’s record is swelled by numerous deci- 
sions ,made by the Commission without filing extended 
opinions. The following table distributes the decisions 
according to the Commissioner delivering the opinion: 


SUMMARY SHOWING THE 1916 TREND OF DECISIONS IN 
RATE AND ADVANCE TARIFF CASES, WITH TERMS 
OF COMMISSIONERS RESPONSIBLE FOR THEM. 





General Advance tariff 
—-—docket—-— —-—docket-—- 

Dis- Reduc- Per- 
Term missing tions mit-  Deny- 
. expires com- orrepa- tingad- ingad- 
Opinions by— Dec. 31. plaints. ration. vances. vances. 
Chairman Meyer* ...... 1917 0 23 6 6 
Commissioner Clark ... 1919 7 14 6 2 
Commissioner Clements. 1920 6 7 5 § 
Commissioner Daniels... 1923 11 9 3 { 
Commissioner Hall ..... 1921 7 13 7 2 
Commissioner Harlan... 1918 9 14 7 4 
Commissioner McChord. 1922 11 7 3 6 
Thé COMMIABION ..cc.02 seeoe 275 272 24 21 
PS cr eee 326 359 61 54 
Py 47.59 52.41 53.04 46.96 

‘ 


*Elected Chairman March 1, 191 


From the above it appears that Chairman Meyer has 
a clear slate in the matter of dismissing complaints. His 
record as an industrious, conscientious and able commis 
sioner justifies the conclusion that this is the luck of the 
lot in assigning cases, rather than the reflection of a 
mental bias bred in Wisconsin under Governor La Fallette. 
An average of 7.14 mills receipts per ton-mile in 1916, the 
lowest on record, proves that the few advances allowed 
were ineffectual to stem the adverse tide of reductions 
and reparations. How persistent this tide has been il 
shown in the following summary of the Commission’s 
decisions on the General Docket for the past seven years: 


NUMBER OF DECISIONS. 


Granting 

reparations 

, Dismissing or re- 
* Year complaints. Percent. ductions. [er cent. 
SS sndisns heoano neues 138 39.7 219 61.3 
Ee a eee 138 41.1 198 58.9 
"eee ee as 93 37.4 156 p2.6 
(SE NEGLERGESR a 132 35.2 248 64.8 
| Re eres Sete ae 118 42.8 158 1.2 
WI hic oe are ks cre iets 111 49.8 112 50. 
| Se ee eer 124 45.8 147 a4. 
BRE ae ee Oa a eee ee 326 47.6 259 52.4 
Sn Se RN ee ter 1,180 42.6 1,592 a4 
It is this stream of decisions, the trend and offect of 
which is all one way, based for the most pari on the 
false premise that American freight rates are undul} 


high, that has brought American railways to their knees, 
praying that the whole system of rates be rai-ed to 4 
level that can withstand the fresh attacks in de‘ail sure 
to ensue. 


Income Account for the Calendar Year 1°76. 


Where the body of this report deals with the complete 
statistics of American railways.for the fiscal ye*r ende 
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June °', 1916, the following series of tables covers their 
income account computed from the monthly returns to 
the Interstate Commerce -Commission for the calendar 
year ended Dec. 31, 1916, in comparison with other cal- 
endar sears. By order of the Commission, hereafter fiscal 
year aid calendar year will coincide. This will make 
the series of tables here presented of special comparative 
yalue, «S carrying the data back to the year of the last 
preceding high peak in railway earnings. 

The income account for the calendar year 1916 by 
months shows a succession of high records unparalleled 
in the history of American railways, and as the drastic 
hand of economic necessity still retained its hold on ex- 
OPERATING 


SUMMARY OF GROSS 
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For 


eight months operating revenues ran over $300,000,000 
a month and operating expenses exceeding $200,000,000 
The advancing rush 
of deferred and current expenditures began to make itself 
felt in November and December, with the result that in 
the latter month, for the first time in twenty-three months, 
the net operating revenues fell below those for the cor- 
responding month of the preceding year. 

The first table of the calendar year series gives the 
gross operating revenues by months for selected years 


for the same months and one more. 


since 1907: 


ENDAR YEARS 1907, 1908 AND 1913 TO 1916, BY MONTHS AND HALF-YEARS. 








1907. 
ania WD 6. 5a.ne deo cod oc0c nae see se eatawng ene uae 227,000 
. (000) 
MAME .%.00'0 0000 6.0165 6 0'0c. 0s 00006. 06s nice eb cones sitse 0.6 e:tie sic $ 199,000 
EN ee eee ee ee eee re 178,300 
NE, 5 ss 0.c cb wba ge aSolere a Hels WS $166 bg tleicianln tb oleniaip gw aieieaisine es 211,700 
BPTI 2.02 cece cccccccscscncceceescccssseccssesenseescceess 214,800 
Bis ic, csarpcolask 4m gre's aiaerle bo stsoruaris: bmn acon aceite atedto Ie IRS Gare oS 224,800 
RRL ORAS RRA AE Te CEA RE NE ee RR ee 223,000 
IN UR 25 on, a acerca arte lca orarmiia ane Bs aia Races Ae oe ee $1,251,600 
5s sins Ate ik stew wily aaa acd Ws ewe aieiere, 9 win staia eh wae eca lap ort $ 228,672 
I 5, 3 0.ain. 6) ¥al ain nail mai Sig Salar nll pigin@ Ste\ain aie iam pikein de mini eina ae see 241,303 
MNOS ic.cinie owen Smrarernianrdre 5 4-0:b, 0:9. sipinnn oo RP Vib elew cm eelsinaieis 234,386 
I. 5 ivigctiaie pigtioia Sig bie a trades bia Ria kaw Staenaet ee wie: wi ieee a 250,075 
ES OE OT OE EE ee 220,445 
ED ncxan cea eee mores ese SRE Ea ae eeeey 194,304 
En RC RE FY EE OS 
RUIN. « 12.5 statue a5 soxcaertg ae dla th ares” wedi sie te acetal Sib we eats aed $2,621,288 
Demrease fFOM PYECOGINIE VOOT. 0... ccctSesisccecosesas 
DEPOEHS OVEP PFOCOGINM VORP. ooo 60s ccsscsesecvcvecosses iseulataneatatas 
Semen Si SONI 6). 5-0 6. cin eae, Sle edmaacar eeieane $11,547 


Note.—Operating revenues, 1909, $2,607,228,000; revenue per mile of line, 


REVENUES OF THE RAILWAYS OF THE UNITED STATES DURING THE CAL- 


1908. 1913. 1914. 1915. 1916. 
231,584 252,209 255,274 258,595 260,018 
(000) (000) (000) (000) 
$173,611 $251,290 $234,789 $221,851 $268,235,488 
161,085 234,036 210,342 212,442 270,143,497 
183,509 250,310 251,093 «239,771 298,273,491 
175,071 246,482 238,846 239,252 289,827,030 
174,527 266,278 240,953 246,480 ~ 309,523,028 
184,047 263,241 252,925 258,404 308,311,188 
$1,051,853 $1,511,638 $1,428,948 $1,418,200 $1,744,313,722 
$195,245 $270,074 *$262,871 $267,764 $312,447,465 
206,877 283,467 274,214 282,036 337,127,771 
219,013 287,566 276,778 296,628 335,177,206 
233,105 301,084 273,915 313,712 350,789,907 
211,281 271,030 240,054 307,658 334,259,234 
205,455 256,319 232,360 296,408 322,206,442 
$1,270,978 $1,669,539 $1,560,192 $1,764,216 $1,992,008,025 
$2,322,831 $3,181,177 $2,989,140 $3,182,416 $3,736,321,747 
$298,457 rer *$192,037 eS ee rT 
oan Siaae sete $145,102 o sonsee 5/e% *$193,276 $553,905,781 
$10,034 $12,613 $11,710 $12,306 $14,369 
$11,099. 


Operating revenues, 1910, $2,841,699,000; revenue per mile of line, $11,865. 
Operating revenues, 1911, $2,819,222,000; revenue per mile of line, $11,527. 
Operating revenues, 1912, $3,036,076,000; revenue per mile of line, $12,242. 
*Beginning July, 1914, figures include “Auxiliary Operations, Revenues,’’ adding about $5,000,000 per month. For this reason 


gross is not properly comparable with previous years except with this correction. 


parable. 


Unprecedented as were the operating revenues for 1916, 
they record an inerease of only 42.5 per cent in nine 
years over those for 1907 against an increase of over 
107.5 per cent for the nine fiscal years. 1898 to 1907. The 
difference gives some idea of the slough of depression 


Net revenues, however, are nearly com- 


through which the railways have dragged since their last 


preceding year of plenty. 


The next table gives the operating expenses of the 
railways by months for the corresponding years in the 


preceding table: 


SUMMARY OF OPERATING EXPENSES OF THE RAILWAYS OF THE UNITED STATES FOR THE CALENDAR YEARS 
1907, 1908 AND 1913 TO 1916, BY MONTHS AND HALF-YEARS. 















































Ratio to 
. revenues, 
1907. 1908. 1913. 1914, 1915. 1916. 1916. 
(000) _ (000) (000) (000) (000) 
EOE ET ee Et aeRO $134,225 $132,502 $188,703 $181,812 $170,097 $189,278,896 70.56 
BME, - 2.5.15 oop yates eee va esata Ke 121,500 123,773 174,356 170,713 161,021 190,102,996 70.37 
March ASS nrarip cab peen vie ab oath el Sata NR aah weaver sees 142,425 128,200 185,222 183,316 171,097 200,417,428 67.19 
BIE 5:5s:s' a: sexksaravaip unt te: & bi bia olesesrarerale-ateie ora aie 144,990 124,284 186,094 178,868 171,512 196,567,445 67.82 
DN eee 55's CRD Re ass LOVER 151,740 123,932 192,599 182,812 174,076 203,613,226 65.78 
REE EEO ae ee 150,525 ~124,208 185,585 180,507 173,606 202,293,784 65.61 
Half WOOP td i acden tenet ees eneeaees $845,405 $756,902 $1,109,567 $1,078,028 $1,021,409 $1,182,273,775 67.78 
RES SO ie NSE aE Cte he 67.7% 72% 73.40% 75.44% eee) GaskGneesees sane 
ee ey etenretn: Pe ere ny emer eee $152,992 $127,978 $189,700 *$183,967 $178,154 $202,193,968 64.71 
August a th Gr sa WEP RIOR SA OreTIReRT RaLm 156,837 131,557 193,721 184,585 181,637 210,362,135 62.40 
eptember ee ee ee eee er 156,631 137,155 193,906 183,330 183,985 210,345,057 62.76 
er prin ia aha hone a gh cade aria een ae eres Ghsalarmioocaars 166,999 144,195 202,864 184,714 193,760 218,670,275 62.34 
eer lererciuereeal pal ec p ee & Rema te pe ata ne ear 154,150 136,809 192,420 172,042 189,497 215,008,197 64.32 
OO FORD eR a er ee 142,631 136,867 187,026 171,281 190,316 217,594,229 67.53 
Sele ORT” «5 sicrstaiglacs <thmese ee: weeds a as paybieiw cae $930,242 $814,563 $1,159,637 $1,079,919 $1,117,349 $1,274,173,861 63.96 
BOUT. <a iw 20 Riguca us ahere Sue sister mii eci aes 68% 64.1% 69.46% 69.92% Ee siacanaenaies Roe 
Total i Shik oy a oc ORS VO nO Maer te Seams $1,775,647 $1,571,465 $2,269,204 $2,157,947 $2,138,758 $2,456,447,636 65.75 
tae PO Oe AERC Sr Sony ney eee 67.8% 67.7% 71.33% 72.19% DRNeGe  “<ssaeadeaveuss °° “Ssaxe 
Decrease om preceding year ........... $204,182 5 ainecala sitet *$112,258 CEG. <cssennemenan 
Perease Over preceding year .....cceesee sscccees ee ee bacneue $317,689,242 
“xpenses per MH@ 22... cece cece ce ceeececece $7,822 $5,786 $8,998 $8,453 $8,271 $9,447 
Note. Operating expenses, 1909, $1,704,290,000; ratio to revenue, 65.37%; expense per mile line, $7,255. 
Operating expenses, 1910, $1,931,172,000; ratio to revenue, 67.98%; expense per mile line, $8,068. 
Operating expenses, 1911, $1,930,103,000; ratio to revenue, 68.58%; expense per mile line, $7,906. 
is Operating expenses, 1912, $2,092,297,000; ratio to revenue, 68,91%; expense per mile line, $8,436. 
For mee ‘ing July, 1914, figures include ‘‘Auxiliary Operations, Expenses,” adding about $5,000,000 per month, as in revenues. 
re nis ason, expenses are not properly comparable with previous years, except with this correction. Net revenues, how- 
er, are nearly comparable. 
ute om the phenomenal expenses expressed in an 67.53 per cent for December, 1916, against 64.21 per cent 
ie f over $200,000,000 a month, the significant fig- for the corresponding month in 1915. 
non - he above table are those in the last column The next table shows the net operating revenues of 
ro the . econd half year. Beginning at 62.40 per cent’ the railways for the calendar year 1916 as derived from 
the sow) -t, in the face of the highest-reveunes on record the preceding statements: 
ati: 


of expenses to revenues gradually crept up to 





iy adi 
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1907. 1908. 

(000) (000) 
EOE OIE ET AL See OO EE Ee, ee $64,775 $41,108 
I 15s sSia: ator didi a dla ss hs edt oc Bana aT as aod he’ or 56,800 37,311 
BE gah scaisasnpacecbebere cas bg hipaa tar Sala Wave area oweRia Slo cae 69,275 55,309 
AR elite ad ied ci ark oak, aden dee Ok ce eee a slnee came de mneet 69,810 50,787 
Racca eIy enie 5g Wada ie eek ae alae oNGo Bok kame 73,060 50,594 
cc real its eka. ib gy irn eiagieialate ox uteas die Epis: kak ayS0KTO Byes BO wh decal ac 72,475 59,838 
be aan mesa ass oa Sie atic 4 1s rich eRe ang nig BL $406,195 $294,951 


SUMMARY OF NET OPERATING REVENUES OF THE RAILWAYS OF THE UNITED STATES FOR THE 
YEARS 1907, 1908 AND 1913 TO 1916, BY MONTHS AND HALF-YEARS. 














CALENDAR 



















1913. #1914. 1915. 1916 
(000) (000) 
$65,587 $52,555 $51,754 $78,956,592 
59,679 39,079 51,420 80,010,501 
65,081 67,312 68,674 356,063 
60,388 59,840 67,740 og aoe 
73,679 57,995 72,404 105.909; 893 
77,656 72,364 84,799 106,0'17°404 
$402,071 $349,105 $396,791 $562,039,947 




































Tt REE RO OOM aE Ee Ne ae eT Sea nee 67,267 80,373 78,904 89,610 110,253,497 
(A eh PA ce aie ace at 84,465 75,319 89,747 89,629 100,400 126.765 °634 
Scat ol ee a RE PAE ACR Gea 77,155 81,858 93,660 93,448 112,653 124, 839 149 
gg aa aa yl aA RSE RRR SSC 83/576 88,909 98,219 89,201 119,951 132,119°639 
ee ee la eB gn as Ruse 66,294 74,472 78,610 68,012 118,161 119,251'037 
I a oi at oer an Pu cca pace sees yaar 51,673 68,587 69,293 61,080 106,092 104.612/943 

NS IIE OCT TE, EET OT NY $439,445 $456,414 $509,902 $480,274 $646,867 $717, 834,164 
NET SIR dui na debekennrce chen caaueerw ade ae ee siaule $845,640 $751,365 $911,973 $829,379 $1,043,658 $1,279,874,111 








Saad einen nds nh Sauder nd. wad Ube dma hh eee deen eae eee 83,156 86,872 
ee NO Ss dae oso adc be se oimeaeea semana $762,484 $664,492 
eh rs kta a died gesier ace tenncdedeekaenas 3,359 2,869 





Net capital Per Mil€... 1.0... eee ee cece scree scccevesccvoes x: 298 $57,201 
Return net income per mile on net capital.............. 76% 5.02% 


Note.—Net operating income, 1909, $808,173,000; a, $94,664,000; 
- on capital, 5.80% 
Net operating income, 1910, $800,966,000; taxes, $109,560,000; 
on capital, 5.34% 


Net operating income, 1911, $771,738,000; taxes, $115,561,000; net operating income per mile of line, $3,161; net return 


on capital, 4.94% 


Net operating income, 1912, $818,026,000; taxes, $125,753,000; net operating income per mile of line, $3,299; net return 


on capital, 5.19% 


*Deficits from outside operations (auxiliary) deducted in first six months of 1914 to conform with new system in second 


half. See notes to previous tables. 


The salient features of this table are the turning point operating expenses included a sufficient allowance for 
in the increase of net revenues in December, the heavy depreciation and replacements, the return would have 
tax accruals and the unprecedented net operating reve- been under 6 per cent. 
nues. The net capital per mile for 1916 is an arbitrary In the next statement the data covered in the pre 
repetition of the official figures for 1915. It is probably ceding tables is assembled into an informal income ac. 
too high, as $65,400 is a more likely figure. On that the count for the railways by calendar years, and some of 
return would be approximately 6.60 per cent. Had the’ the recent innovations are indicated: 


STATEMENT OF OPERATING RECEIPTS AND EXPENSES OF THE RAILWAYS OF THE UNITED STATES FOR THE 
CALENDAR YEARS 1912 TO 1916 WITH RATIOS. 








net operating income per mile of line, $3,441; net return 


net operating income per mile of line, $3,344; net return 


Item. 1912. 
rn CS... 45 ols sab Gakem eee esae alk oka menses Aree 248,008 
(000) 

Operating revenues from: 
es iy ee arb a go a na 4 wld eb ksaan weit ek ea wien e ec aaa kaa $2,111,241 
rn i iE oi 24 alnkie ediatGhe ehee bd cew seme viene.cwee wees 69.54 
IS a tae a Rt a da ae mia sl biggie eibbinla de Wain Gaaln a @Wmai are nal ae 681,203 
Cr or re cccawantcevnseredenbneeece sent ae pndes aed 22.44 
aces SE Resa aor es oe ai eA WD 56k evel k b 8d. O WO MOLES dade hdeaw Rodeo Fe.eReN aaa ianeaed 
PRET ee Ee TO ETT OCTET ETT Ley ae 
lg ean ea alee Ce ate wii aie ay Dbkns aaa Meee De elatalao% 
ee non oc a e'dw news Hb4.00 tose 6 coe ene ns eecnnes Pena aaa 
ee II IIE, oo cnc c is bo.nCeccsc esc secscrecesowesie 211,231 
ES rr er re er ere er ee 6.96 
(a) Incidental (Non-transportation) .............eseceeeeeceees 32,400 
ee a cig aa aia bin Seda nok AOC CR ew OW o Risen aw ba oe; we 1.06 
eS i ra up orb le din a eisirelaaiaiooa Salen easel waere eee $3,036,076 


Operating expenses: 






BERIMTOMONCS OF WEF ONE SUTUCtULES, «0.66 occ ccc ccc ec eccccccene $398,253 
i tec ca as Awd aad es dae lake ead ah eau Sew Se WUE 12.82 
SEINE PT CCT CCT OTR TCT 487,883 
i Ci ccc owed cece ewan asees Bs ie as alte aes adcavice area we carta 16.07 
SRE Rp ern re a tres a ere erry re err 62,352 
I od cs as a ald ened wR COS @ 8 ADR aS OH .05 
a ee ha ekn ke eenehe Re eeennesse keke hws eaae 1,079,313 
NS TEESE RIOT EE POE OE OS STR ET ERE EEE ET PE 35.55 
I Sr 2a oe le inn ah Oris aie "ie ae a ae alee nee 73,943 
RO ae Pee ey er Pee ee te Teer ee Cee eT 2.42 
EPR Pe ee CE eee Ee eer Eee eee er 
EEE EO CE OO ECO OEE EEE Te 
rr i i neh CKbech oer Keke ockeeneee eden $2,092,297 
EE eee hee bik ade ads Hes oecee dass obit deals nes eee aw snes 68.91 
rere eer er eee ee 1,710 
ee SII: os n'a is deat Oslo Aiea: 6 6b winia Oals PR aCe Oe Seiad beware meaiRiee $945,489 
SN i accel Nas aah Bal gal eae Me Oa hoel hb a aw me NI a oun ase mare $125,753 
ee es NL Sods oa a as whe sae eee eRe es ee eke © Gee 4.14 
ELSES CROCE E ELE MELT RTT PERT EOE '. $819,736 
Ey Oe Pe Pe ere Le ee ee 27.00 
TE hs es oh Sie garcia meibiaip we OM Aiele Maik he swmiaae eke $3,305 






*Included in “Other Transportation.’’ 


+Deficit. 
tFor first six months; last six months included above. See (b). 


(a) Present “Incidental” formerly was largely ‘‘Non-Transportation” and “Outside’”’ or ‘‘Auxiliary Operations.” 


(b) Since July, 1914, revenues and expenses from “Outside Operations” 


This table brings out in strong relief the great increase 69.76 per cent to 71.09 per cent. It will be observ« d that 
in the freight revenues, both absolutely and relatively. the advance in taxes keeps step with the war- -time reve 


In one year there is a jump of over $435,000,000 in freight nues. 


receipts and the proportion to all revenues advances from 
































141,758 143,997 165,255,966 
6,651 $687,621 $899,660 $1,114, 613,145 
3,080 2,694 3,479 4,287 
$65,361 $66,661 $66,447 $66,447 
4.69 % 4.04% 5.23% 6.459% 
































































1913. 1914. 1915. 1916. 

252,209 255,274 258,595 260,018 
(000) (000) (000) 

$2,203,860 $2,053,880 $2,220,152 $2,655, 983,666 
69.28 68.71 69.76 71.09 
716,174 670,732 667,120 730,557,454 
22.51 22.44 20.96 19.55 
DM  oucccnten Ws ccieuanale 60,438 63,242,728 
sein tac OS ire ad 1.90 1.69 
1 PT Ci nnawaed 75,230 93,258,145 
1 er Me catnamind 2.36 2.50 
224,939 214,872 91,812 106,283, a 

7.07 7.19 2.89 2.84 
36,204 49,656 (a) a “ 86,996,148 
1.14 1.66 13 2.33 


$3,181,177 $2,989,140 $3,182,416 $3,736,321,747 












































$438,110 $398,737 $395,316 $445,595,972 
13.77 13.34 12.42 11.93 
543,843 523,100 526,294 614,749,067 
17.10 17.50 16.54 16.45 
65,531 61,446 61,521 64,579,195 

2.06 2.05 1.93 1.73 
1,142,294 1,086,116 1,058,314 1,223,957, 704 
35.91 36.34 33.26 32.76 
79,425 80,077 79,332 87,951,458 
2.49 2.68 . ae 2.36 
ra ait 8,471 17,981 19,614,240 
cigincenatae o O38 0.56 0.52 
$2,269,204 $2,157,947 $2,138,758 $2,456,447,636 
71.33 72.19 67.20 65.15 
(b) Included (b) Included 

71,062 +71,814 above above 
$910,910 $829,379 $1,043,658 $1,279,874,111 
$135,321 $141,758 $143,997 $165,255,966 
4.25 4.74 4.53 4.42 
$775,588 $687,621 $899,660 $1,114,618, 145 
24.38 23.07 28.27 29.83 
3,075 $2,694 $3,479 $4,281 












penses. 





included in operating revenues and operating ex 
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Efficiency in Traffic 
New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 
= 


SINGLE FREIGHT CLASSIFICATION 


(Remarks by M. R. Hatcher, billing clerk, at quarterly meet- 
ing to promote efficiency, station accounting and claim preven- 
tion, of the Norfolk & Western Ry. Co., held at Norfolk, Va., 
March 21.) 

Having made use of interstate freight classification in 
my work for a number of years, I have been impressed 
with the economic and utilitarian advantages that would 
ensue as a result of consolidating in a single volume 
the three separate issues now in use. Thousands of dupli- 
cations could be eliminated and the information could 
be made available in much simpler form. 

The object of classification is to simplify the work of 
assessing charges on freight and to provide rules gov- 
erning its movement. It is a method of arranging the 
numerous commodities in a few convenient groups called 
classes for use in connection with freight rate tariffs 
which are constructed in harmony with the same idea. 
In the case of interstate traffic this object is attained 
through the medium of three publications known as the 
Official, the Southern and the Western classifications. 
Roughly speaking the Official applies in the North and 
East, the Southern in the South, and the Western in the 
territory west of the Mississippi River. In addition to 
these there are several minor publications known as ex- 
ception sheets. 

Before we proceed with a discussion of consolidation 
let us first briefly inquire into the present status of uni- 
formity, which is the recognized ultimate ideal in classi- 
The three issues now in use have themselves 
been evolved from combinations of minor issues which 
existed in great numbers in the early days of rail trans- 
portation. These consolidations which took place in the 
eighties did not result in securing uniformity even in 
the restricted areas within which the new issues applied. 
Many local differences survived, and still survive, being 
promulgated through the medium of exception sheets. 
The Interstate Commerce Commission, when it was first 
called into existence thirty years ago, immediately rec- 
ommended the adoption of a uniform method of classify- 
ing freight and has persistently urged it ever since. The 
carriers have responded with earnest efforts to comply 
with the Commission’s wishes, having expended over 
$500,000 on the project in recent years. Some of the 
ablest traffic officials in this country have been called 
te serve on the Uniform Classification Committee, which 
how has charge of the work. The Commission’s thirtieth 
annual report, dated Dec. 1,.1916, indicates the progress 
that has been made in the direction of the desired goal. 
It says that the percentage of matter representing recom- 
mendations of the uniform committee in the Official is 
70, in the Southern 84, and in the Western 76. These 
percentages of uniformity do not extend to class assign- 
ments. The Commission expressly says that no effort 
has as yet been made to establish uniformity in the 
Tatings. As the class assignments, or ratings, as they 
are called, control the rates to be applied, it will be 





readily understood that they constitute the most vital 
feature of the whole problem. Thus it would seem that 
at the end of a generation of effort, encouraged and sup- 
ported by the most powerful influences that can be brought 
to bear, the threshold of success is yet beyond the horizon. 

For this effect there is a cause, and in that cause is 
found the basis upon which my suggestion rests. Con- 
sideration for brevity will not permit an extended inquiry 
into the events of the past. Existing differences indicate 
widely divergent opinion on the matter of classification, 
but closer investigation would undoubtedly develop the 
fact that many of them rest upon a much firmer founda- 
tion than could be afforded by any mere variance of human 
opinion. They have their origin in conditions that are as 
old as the transportation business itself, some of which 
are not within the control of human agencies. It may 
be feasible to harmonize all other elements which enter 
into the construction of freight rates, but there are three 
factors which will ever remain variable. They are the 
cost of construction, the cost of operation, which are 
largely influenced by geographical conditions, and the 
volume of traffic, which is largely controlled by the char- 
acter of industrial pursuits and the density of population. 
Uniformity in classification cannot consistently rest upon 
any less substantial basis than that which is supplied 
by uniform traffic conditions. To arbitrarily establish 
the one without first securing the other would simply 
necessitate the adoption of some other method of meet- 
ing local demands. This would mean the multiplied use 
of commodity tariffs which would only serve to intensify 
present difficulties without bringing relief. 

These facts would largely account for the difficulties 
encountered by those who are laboring to square the 
theory of uniformity with practical conditions as they 
exist. They justify the anticipation that the years will 
be many before the perfected fruit of that labor will be 
available for general use. I would not suggest for a 
moment that this splendid theory be abandoned. I like 
the wagon-hitched-to-a-star sentiment that underlies it, 
but I would respectfully submit that it is a condition 
and not a theory with which the carriers are confronted, 
and that condition justifies activity looking to the formu- 
lation of a plan whereby the benefits of uniformity may 
be secured without waiting for the full realization of 
that ideal. 


A suggestion such as I now wish to make should be 
presented from two viewpoints—that of the employer who 
wishes to know whether the benefits to be derived will 
be in proportion to the cost involved, and that of the 
employe who wishes to know if the proposed change will 
contribute to the efficiency of his. equipment. 


We may first consider the employer’s viewpoint. In 
arriving at the economy that can be effected I have 
adopted the page unit. As the size of the pages in each 
issue conforms to the Commission’s specifications, this 
will give us the approximate percentage of change. The 
















volumes are constructed in sections, as indicated in the 
following chart: 
PAGES DEVOTED TO 








Description 

List of of com- 
carriers. Index. Rules. modities. Total. 
PT bic hadad ade 15 76 61 313 465 
OS eee 8 77 27 216 328 
aa 11 89 100 289 489 
_ len 34 242 188 818 1,282 

Total estimated for 

a single volume. 24 100 60 409 593 
Reduction ..cccecs 10 142 128 409 689 






It is difficult to give accurate figures in a propositic~ 
hedged about with so many uncertain quantities as is 
the one before us. There are many petty differences 
which would have to be considered in any estimate made 
without first eliminating them, but which would disappear 
under the treatment proposed. It is not likely that the 
adoption of a single issue would be accomplished without 
the adoption of a plan whereby the least possible waste 
of effort and material would ensue. For these reasons 
some of the following estimates are approximate only 
and subject to such correction as the circumstances will 
justify. They are based on data taken personally from 
the pages of Official Classification No. 43, Southern No. 
42, and Western No. 54, all of which were in use on 
Jan. 1, 1917. . 

In addition to the lists of carriers, the first section con- 
tains some other information which takes but little space. 
The following chart shows the number of carriers which 
are parties to each of the classifications under concur- 
rences filed as required by the Interstate Commerce Com- 
mission: 















Official. Southern. Western. Total. 
689 561 910 2,150 






Of these, 355 are parties to all three, 215 are parties 
to only two, and 655 are parties to only one. It is inter- 
esting to note that carriers which are parties to all three 
represent over 200,000 miles of rail line in addition to 
a number of large steamship lines, and those parties to 
two represent over 32,000 miles. This indicates that most 
of the mileage of the country would be interested in any 
movement looking to greater economy and increased effi- 
ciency. In a single issue a total of 1,245 interstate con- 
currences would appear in addition to those under which 
it would be filed with the Board of Railway Commissioners 
for Canada and with state commissions. 

The second section is devoted to indices. As each 
classification undertakes to describe and assign to a class 
every commodity moving in interstate commerce, it will 
be readily understood that the indices are largely dupli- 
cates of each other. It is quite possible that the eighty- 
nine pages devoted to the index in the Western would be 
sufficient for that purpose in a single volume, but I have 
allowed one hundred pages, which I consider liberal. 

The third section is devoted to rules. Some of the dif- 
ferences here are interesting. The Western devotes sixty- 
four pages under rules 43 and 44 to rules and regulations 
governing the movement of explosives and other danger- 
ous articles, largely reproducing the Commission’s rules 
on that subject. The Official devotes eighteen pages 
under rule 30 to the same purpose, while the Southern 
dismisses the matter with a two-line statement under 
rule 39 to the effect that this feature will be governed 
by rules and regulations prescribed by the Interstate Com- 
merce Commission. As these rules are of interest to all 
employes having to do with the movement of explosives, 
they are published in full in separate form and widely 
distributed for the benefit of all concerned. Rate men 
should have access to full instructions at all times. I 
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can think of no good purpose to be served by partly re. 
producing them in the classification. If it be argued that 
the Western and Official authorities have good reason 
for treating the subject at such great length, it must be 
admitted at the same time that the Southern authurities 
have good reason for not doing so. I would unhesitatingly 
suggest that the method followed in the Southern pe 
adopted for the consolidated issue, thus eliminating eighty- 
two pages at one stroke. Other economies could be ef.- 
fected here which would reduce this section to sixty pages 
or less. 

In the fourth and last section the commodities are 
described and assigned to classes. In this section many 
petty differences appear as well as many substantial ones, 
It would be impossible to give an accurate estimate of 
the effect consolidation would have at this point. Al- 
though the Commission specifies the size of the page to 
be used and sets a minimum limit on the size of the 
type, there is a noticeable lack of uniformity in the man- 
ner in which the pages are prepared. Much would de- 
pend upon the policy adopted in this particular. As the 
matter stands, however, it would seem fair to estimate 
the space necessary for this purpose in a single volume 
at fifty per cent of the total number of pages now used. 
I have personally recast a number of items as they would 
appear, and in every case the result has justified this 
estimate. I illustrate with the commodity, alum. 

The class assignment section presents the greatest diffi- 
culty in the way of perfecting uniformity. The measure 
of success attained will be largely determined by the 
degree to which reciprocal relations are cultivated between 
the carriers and the shipping public. It is my aim to 
demonstrate a method by which the scattered fragments 
of information relative to the subject of classifying freight 
may be assembled as a composite whole, embodied in 
the pages of a single volume. This task is rendered 
difficult, not alone by the factors already mentioned, which 
carriers are compelled to observe in constructing rates, 
but it is further complicated by considerations such as 
the margin of profit, competition between commodities, 
competition between communities, tonnage value of com- 
modities, and so on, that impel shippers to demand rate con- 
cessions. These demands are frequently men by classifica- 
tion changes of local application only, usually through the 
medium of the exception sheet. In consolidation, a way 
must be provided to care for this phase of the problem. 
The plan illustrated herewith is intensely practical and 
is susceptible to indefinite development. 


Description of Commodities. Class. 
Alum: 
Sodium Alum (Sodium Alum Sulphate): 
ee Me le wa ck pdaaln bese eka emer ebedecbe ane «sic 


p ee Ss er ee ee ee ‘ 
In barrels, C. L., minimum weight 40,000 pounds........- 6 
SE OS > 2 ae ea re ey ere ree 5 


Alum Not Otherwise Indexed by Name: 
In glass or earthenware, packed in barrels or boxes, ' 
L Cc. i 


In fiber or metal cans or cartons, in barrels or boxes, | 
LC 2 


Coe eeeeeeeeeseseeeerseeteseteeseeeeeeeseresrea*® 


1 
EE a La oa ene sca 
In bags or in bulk, in barrels or boxes, L. C. L.......-+: 4 
Oe SO re errr er cree Cera 3 


In bags or in bulk in barrels or in boxes or in bulk, C. L., 
minimum weight 40,000 pounds...........seeeeeceeeeeret 6 
, ae et a err rrr er ree Q 
This commodity now occupies an aggregate of forty- 
eight lines. In the illustration it fills but twenty-four, 

which include seven exceptions. 

This brings us to the point at which I wish to suggest 
a radical change in the method of publishing exceptiot 
sheets. In the great sea of rate work the exception sheet 
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May 
is like a submarine, bobbing up at unexpected times and 
places. It is a prolific source of overt acts, if that term 
may »e applied to inadvertent clerical errors. The trouble 
arises from the manner in which these sheets are pub- 
lished. In Southern territory they appear under the 
same cover with the classification itself. In the Western 
and Official territories they appear either in separate form 
or in the same cover with the tariffs which they govern. 
Notations in the tariffs saying that the rates are gov- 
erned by them constitute the only warning of their pres- 
ence and application. It is very easy to overlook such 
notations, and, having done so, there is little chance of 
discovering the error. If the exceptions appeared in con- 
nection with the items themselves in the classification, the 
possibility of overlooking them would be largely removed. 
Sheet numbers could be used as is indicated in the illus- 
tration by which the tariffs would make reference to them. 
Such explanatory notes as are necessary could be incor- 
porated in the classification. 

This would give a somewhat enlarged volume. It would 
be logical, however, for several reasons, to remove the 
rules and publish them in separate form. To get the rules 
and all exceptions to them together in a single issue would 
greatly facilitate their practical use. They are likely to 
acquire stability in advance of other features, and for that 
reason they would not require reissue as frequently as 
would the classification as a whole. They are not in con- 
stant use, as is the case with other features, and for that 
reason one copy would suffice for an office that would re- 
quire several copies of the classification itself. It would 
probably be well to bear in mind that every interstate 
carrier as such is subject to the provisions of these rules 
in so far as they apply to any interstate traffic handled. 
For that reason every office at which freight is either_re- 
ceived or delivered should be supplied with the full equip- 
ment in simple form which the adoption of this plan would 
provide. 


Several kindred matters would also be economically af- 
fected, such as supplements, changes made in conformity 
with the recommendations of the uniform committee, addi- 
tion of new items and intrastate classification. 


We may now briefly consider the employe’s viewpoint. 
One illustration will suffice. Take a shipment consisting 
of several items moving from Philadelphia, Pennsylvania, 
via our lines to Wichita, Kansas. 
governed by the Western. Combination rates are con- 
structed of factors east of Chicago or Mississippi River 
crossings governed by the Official and factors west thereof 
governed by the Western. Exceptions are published in the 
tariff in which the rates are found. The lowest rate obtain- 
able applies. In order to properly classify this shipment 
the rate man at the original billing point may have to con- 
sult a iotal of twelve volumes; the three supplements to 
the tariff for changes in the exceptions, the tariff itself for 
exceptions that have not been changed, the three sup- 
Dlements to the Official and the three supplements to the 
Wester: for changes in items that have not been excepted, 
and the Official and Western Classifications themselves for 
items that have been neither changed nor excepted. Un- 
der the plan proposed the full measure of information 
hecessa.y for the work of classifying freight would be 
Contains] in one volume and the three supplements al- 


lowed |y the Commission. In addition to this the rate 
man wild have the assurance that he had overlooked 
Nothine. which comforting assurance is difficult of realiza- 


tion unier the present system. In addition to the work 
already outlined the way-bill must be verified at every re- 
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billing point and at destination and in the auditing depart- 
ments of all interested carriers, and the same tedious proc- 
ess must be followed in every case. This is not a remote 
instance at all, as literally thousands of rates are con- 
structed on this principle at this terminal alone annually, 
and the volume of traffic moving under dual classification 
provisions in the entire country is enormous. 

Instances of this kind could be multiplied indefinitely, 
but I do not feel privileged to monopolize your time to that 
extent. I am aware that I have but briefly outlined this 
suggestion. I shall not take the time to discuss the im- 
petus that would be supplied to the work of perfecting 
uniformity, the conservation of mental energy that would 
be promoted, the protection that would be provided against 
violations of the tenth section of the Act to regulate 
commerce, the greater facility with which work could be 
accomplished, the greater ease with which a beginner 
could learn, and a number of other important points. An 
extensive volume would be required for detailed discus- 
sion which may well be reserved to those whose opinion 
has weight in official circles. 

It was with a deep appreciation of the honor conferred 
upon me that I accepted the opportunity to offer this sug- 
gestion in the hope that, if adopted, it would prove the 
means of adding a degree of efficiency to equipment used 
in every freight office in the land. It would be doubly 
gratifying should it also prove a source of economy to 
our employers. The present method of constructing and 
publishing classifications cannot be expected to long sur- 
vive in the atmosphere of the efficiency campaign now on 
in nearly every line of business. Sooner or later it must 
give place to simpler and more effective methods. 


CAR LOADING IN CANADA 


The Canadian Pacific Railway Company has issued and 
distributed extensively through Canada a bulletin designed 
to bring about better loading of freight equipment and 
consequent reduction of car shortage. The bulletin gives 
figures taken from official railway statistics of the 
Dominion of Canada to show that from 1907 to 1915 there 
was an increase of 51.1 per cent in the total tons carried 
one mile; an increase of 131.4 in the aggregate ton ca- 
pacity of freight cars, and an increase of 91.1 per cent in 
the total number of freight cars. In 1907 the average ca- 
pacity of a freight car was 27.6 tons and the average load- 
ing was 15.4 tons; in 1915 the average capacity was 33.4 
tons and the average loading 18.4 tons. In other words, 
the capacity increased 5.8 tons and the contents only 3 
tons, 48 per cent of the additional capacity provided be- 
ing thus not used. 

The bulletin asks the public to co-operate with the rail- 
roads in an endeavor to remedy the car shortage, “It 
can be done,” the bulletin says, “by utilizing to better 
advantage the present available rolling stock. By in- 
creasing the average car load to 23.4 tons, or five tons 
more than during 1915, would be equivalent to the placing 
of 54,800 additional cars in service. Light, bulky com- 
modities, of which there are many, should be loaded to the 
maximum carrying capacity authorized.” 


COMMISSION ORDER. 

Order of the Commission of March 6, 1917, in case 7244, 
Stone’s Express, Inc., vs. Ann Arbor Railroad et al., va- 
cated and defendant carriers required to establish, on or 
before June 5, 1917, on five days’ notice, through routes 
and joint rates between Lynn, Mass., and points on de- 
fendants’ lines. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


TRANSPORTATION AND DELIVERY BY CARRIER. 


Presentation Bill of Lading: 

(Sup. Ct. of Ark.) A railway delivering goods to the 
true owner who was entitled to possession without re- 
ceiving the bill of lading is not liable, although the con- 
signor is thereby prevented from collecting a note at- 
tached to bill of lading—-Ben D. Schaad Machinery Co. 
vs. St. Louis, I. M. & S. Ry. Co., 193 S. W. Rep. 270. 


LOSS OF OR INJURY TO GOODS. 
Evidence: 

(Sup. Ct., App. Term, Second Dept.) In an action 
against a carrier for damage alleged to have occurred 
during shipment of a machine, evidence held insufficient 
to show liability—Edwin’ B. Stimpson Co. vs. Chicago, 
B. & Q. R. Co., 164 N. Y. Supp. 68. 

In the consignee’s action against the road the trial 
court erred in allowing evidence to explain the indorse- 
ment on the bill of lading, “Returned for repairs;” there 
being nothing ambiguous about such words.—lId. 
Inevitable Accident: 

(Ct. of Civ. Apps. of Texas.) A loss by fire, unless 
caused by lightning, does not come within the exception 
of the act of God, and is chargeable against a common 
carrier.—American Express Co. vs..Duncan, 193 S. W. 
Rep. 411. 

Removal of Goods: 

(Ct. of Civ. Apps. of Texas.) A consignee who has 
goods shipped home to himself, but makes no effort to 
notify his folks while he makes the journey, requiring 
a week, on horseback, and who has actual notice the day 
after his arrival that goods have been received, but does 
not remove them because of inconvenience, cannot hold 
carrier liable as such for loss of his property by fire. 
American Express Co. vs. Duncan, 193 S. W. Rep. 411. 
Termination of Liability: 

(Ct. of Civ. Apps. of Texas.) Under Vernon’s Salyes’ 
Ann. Civ. St. 1914, art. 707, providing that the liability 
of carriers shall be the same as by common law except 
as changed by statute, article 711, providing liability as 
common carrier shall exist from commencement of trans- 
portation till delivery, and article 712, providing that, if 
carrier at destination uses due diligence to notify con- 
signee and goods are not taken, it shall thereafter be 
liable as warehouseman, the obligation of a common car- 
rier as such continues until actual delivery or that which 
may be considered an equivalent or substitute therefor.— 
American Express Co. vs. Duncan, 193 S. W. 411. 
Warehouseman: 

(Ct. of Civ. Apps. of Texas.) Where a consignee has 
failed to use due diligence to remove goods after notice 
of their arrival at destination, the carrier’s liability there- 
after is that of a warehouseman.—Amerijcan Express Co. 
vs. Duncan, 193 S. W. Rep. 411. 

Where goods in a warehouse are destroyed by fire, the 
burden of showing negligence is on the bailor, and is not 
presumed from occurrence of fire.—Id. 
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A warehouseman is liable for loss by fire occasioned 
by his negligence or the negligence of his employes —Iq. 


CARRIAGE OF LIVE STOCK. 
Burden of Proof: 


(Ct. of Civ. Apps. of Texas.) Where defendant railroag 
proved plaintiff delivered mare to it in damaged condi. 
tion, burden then rested upon plaintiff to show defendant's 
negligence in handling the defective animal.—Jones ys, 
Galveston, H. & S. Ry. Co. et al., 193 S. W. Rep. 373. 
Court Instructions: 

(Sup. Ct. of Ark.) It is enough that instructions as a 
whole make it plain that a shipper can recover only for 
delay caused by carrier’s negligence, without specific 
statement that it would not be liable for unavoidable 
washouts.—Bush vs. Altschul, 193 S. W. 280. 

Instruction, in action against carrier for injury to 
shipper’s cattle, that it was defendant’s duty to use ordi- 
nary care and reasonable diligence to provide suitable 
pens, precluded the jury drawing from the instruction 
that it was defendant’s duty to provide suitable yards 
any inference that more than ordinary care was required. 
—Id. 


Damages: 


(Sup. Ct. of Ark.) It being impossible to identify and 
value separately such of a shipment of cattle as died on 
the trip, their value may be fixed at a general average 
price, considering as a basis the cattle that arrived at 
destination.—Bush vs. Altschul, 193 S. W. Rep. 280. 

The question of amount of damage to a live stock ship- 
ment from crippling of cattle cannot be taken from the 
jury on the theory that it is shown by undisputed evi- 
dence,. though an expert estimates such amount, this be 
ing only opinion evidence, which should go to the jury 
with all other evidence tending to show the condition 
and value of the cattle.—Id. 

(Ct. of Civ. Apps. of Texas.) In action against a car: 
rier for injuries to stock shipped, shrinkage, depreciation 
in market value, and decline of market price during delay 
were all proper elements of damage.—Panhandle & S. F. 
Ry. Co. et al. vs. Harp, 193 S. W. 438. 

In action for damages to shipment of stock, a finding 
allowing recovery of feed bill incurred because of cal 
rier’s delay was proper if sustained by pleadings and 
proof, although not covered by the charge.—Id. 


Evidence: 
(Sup. Ct. of Ark.) A shipper suing for injury to 4 
shipment of cattle, may give evidence of the condition 
of the carrier’s stock pens several months after the cattle 
were detained there, they being permanent, and it being 
easy for the carrier to show any material change thereil 
in the meantime.—Bush vs. Altschul, 193 S. W. 280. 
Evidence, in action for injury to a live stock shipment, 
held sufficient to show that the carrier’s stock pens were 
unsuitable for their purpose.—Id. 
(Ct. of Civ. Apps. of Texas.) 


In action against rail 
road for damage to mare by rough handling, evidence held 
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to sustain a verdict for defendant.—Jones vs. Galveston, 
H. & S. A. Ry. Co., 193 S. W. Rep. 373. 
Expert Testimony: 

(Sup. Ct. of Ark.) One engaged in buying and selling 
cattle on the market may give opinion as to value of 
cattle which he has not seen.—Bush vs. Altschul, 193 
S. W. Rep. 280. 

Negligence: 

(Ct. of Civ. Apps. of Texas.) In action for injury to 
shipment of stock, where uncontradicted evidence showed 
that there was no negligence during part of carriage, it 
was error to submit that question to the jury.—Panhandle 
& S. F. Ry. Co. et al. vs. Harp, 193 S. W. Rep. 439. 
Shipper’s Acts: 

(Ct. of Civ. Apps. of Texas.) Where cattle shipped to 
Kansas City, with privilege of Wichita, were unloaded at 
Wichita, at shipper’s request, and after 24 hours were re- 
shipped to Kansas City, no recovery against the carrier 
could be had for delay and shrinkage at Wichita.—Pan- 
handle & S. F. Ry. Co. et al. vs. Harp, 193 S. W. Rep. 439. 
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| Personal Notes 

& a 
W. S. Crowl was born in Chicago Jan. 16, 1872. He 


entered the service of the Michigan Central Railroad 
Company at Chicago, 
Jan. 18, 1888, as office 
boy. He was promoted 
to transfer clerk, then 
to office clerk, and July 
1, 1894, became contract- 
ing agent. Aug. 1, 1906, 
he was made chief clerk 
to the assistant general 
traffic agent of the 
Michigan Central at Chi- 
cago; Oct. 15, 1909, chief 
clerk to general traffic 
agent of the M. C. at 
Detroit; Aug. 15, 1910, 
industrial agent of M. C. 
at Detroit; Oct. 1, 1913, 

general agent of the 
traffic department, M. C., at Detroit. He left the Michigan 
Central service March 31, 1917, to become traffic manager 
of the Michigan Alkali Company and Wyandotte Terminal 
Railroad, at Wyandotte, Mich. 





George E. Schnitzer was born at Palmyra, Mo., Nov. 
7, 1882. He entered the service of the Chicago, Burling- 
ton & Quincy Railroad, St. Louis, in the freight depart- 
Ment in August, 1899, holding various positions in the 
Burlington freight department until February, 1906, when 
he resigned to accept service with the Wabash Railroad 
at St. Louis in charge of the claim department. He then 
ook a position with the St. Louis Transfer Company in 
October, 1906, in charge of its reconsignment department. 
He was called back to the Wabash Railway in January, 
1907, as superintendent of warehouses: at St. Louis. He 
resigned to re-enter the service of the St. Louis Transfer 
Company in November, 1907, remaining with this com- 
Dany until September, 1909, when he resigned to take 
service in the Rock Island-Frisco traffic department, St. 
Louis. In the separation of the traffic departments. of 
those lines, Jan. 1, 1910, he was transferred as chief clerk 
‘o the seneral agent, St. Louis. Jan. 1, 1912, he was 
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transferred as chief clerk in the general freight depart- 
ment at Little Rock, and April 1, 1917, he was appointed 
assistant general freight agent. 





E. W. Kinander, traffic manager for A. Knabb & Co., 
Ine., Marcus Hook and Warren, Pa., was born at Corydon, 
Warren County, Pa., 
Sept. 24, 1883. He took 
a position with the Penn- 
sylvania Railroad’ at 
Struthers Station, War- 
ren, Pa. as clerk in 
May, 1903; promoted to 
rate clerk the year of 
1905; to chief clerk and 
cashier the year of 1907; 
and to agent and yard- 
master, at Struthers Sta- 
tion, for the Pennsyl- 
vania Railroad, in May, 
1910. He served in that 
capacity until he _ ac- 
cepted the position he 
now holds, April 1, 1917. 
Struthers Station is a railroad station in the borough of 
Warren, Pa., and is on the east side of town, where all 
the leading industries are located. When he was ap- 
pointed agent in 1910 this station did a business of nearly 
$500,000 and when he resigned it had nearly doubled the 
amount of business done. 








Clarence H. Rolf, who was appointed traffic manager 
of the Edward G. Budd Manufacturing Company, Phila- 
delphia, April 1, was 
born at Lawrenceburg, 
Ind., Nov. 3, 1879. He 
began his railroad career 
as stenographer and 
clerk in the general 
freight department of 
the Big Four at Cincin- 
nati, in May, 1898. He 
became private secretary 
to the general freight 
agent Nov. 1, 1902, and 
was promoted to travel- 
ing freight agent June 1, 
1903. He was appointed 
chief clerk, general 
freight department, Big 
Four, at Cincinnati, May 
1, 1907, and was sent to Birmingham, Ala., Oct. 1, 1909, 
as general southern freight agent of the same road. 
Oct. 1, 1912, he was appointed commercial agent of the 
New York Central lines at Philadelphia, which position 
he held until his recent appointment. 





The Chicago, Burlington & Quincy Railroad Company 


announces that Robert Bruce Scott is appointed general 
solicitor, with jurisdiction over the system. The district 
attorneys on the system will report to him in all matters. 
Kenneth F. Burgess is appointed general attorney, to 
succeed Mr. Scott. 


George W. Sterling is appointed general traffic manager 


of the Eastern Steamship Lines, Inc., and Boston & Yar- 
mouth S. S. Company, Ltd., with headquarters at New 
York City. 


The Illinois Central Railroad Company announces the 
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following appointments: Harry B. Wagner, commercial 
agent, vice Carl C. Backus, promoted; Alfred F. Kalk, 
traveling freight agent, vice Harry B. Wagoner; Herbert 
A. Schmidt, contracting freight agent, vice Alfred F. 
Kalk, Milwaukee. 





The Southern Express Company announces the appoint- 
ment of William W. Owens, second vice-president, with 
office at Chattanoga, Tenn. The second vice-president 
will report to and assist the vice-president in administra- 


tion of the traffic department, and also have supervision . 


of the accounting department. John F. Brizzie is ap- 
pointed auditor of the accounting department at Chatta- 
nooga, Tenn., succeeding E. J. Virgin, retired from active 
service. The office of general auditor being discontinued, 
the duties heretofore pertaining to that position are as- 
signed to the auditor, who will report to the second vice- 
president. 





A. C. MelIntyre is appointed commercial agent of the 
Lehigh Valley Railroad Company at Toledo, O., vice E. A. 
Schuttenberg, resigned. | 





General Manager C. H. Hartley of the Wisconsin & 
Northern Railroad has announced the appointments of 
William W. Neff as general freight and passenger agent 
and Harry Peterson as industrial commissioner. Mr. 
Peterson was formerly with the Soo line. 





Robert A. Dennis, for the last ten years secretary and 
chief clerk to B. L. Winchell, director of traffic of the 
Union Pacific in Chicago, has been appointed general 
agent for the same company, with headquarters in Buf- 
falo. Mr. Dennis will be succeeded in the Chicago posi- 
tion by E. T. Ryan. 





Waldo G. Paine, vice-president and traffic manager of 
the Spokane & Inland Empire Railroad, has been ap- 
pointed assistant general freight and passenger agent of 
the Spokane, Portland & Seattle Railway, with office at 
Spokane, Wash. 





W. R. Ryan, commercial agent of the Illinois Central 
Railroad at Pittsburgh, Pa., has been appointed assistant 
general freight agent, with office in Memphis, Tenn. J. G. 
Johnstone, traveling freight agent at Pittsburgh, will suc- 
ceed Mr. Ryan. 





The Canadian Pacific Railway Company has ordered the 
following changes: Substitute the name of L. Mulkern 
for that of W. B. Bamford, division freight agent, St. 
John, N. B.; F. G. J. Comeau is district freight agent, 
Halifax, N. S.; substitute the name of F. P. Tinker for 
that of G. P. Ruickbie, district freight agent, Ottawa, 
Ont.; substitute the name of W. B. Bamford for that of 
L. Mulkern, district freight agent, Toronto, Ont.; W. J. 
yrant is district freight agent, Hamilton, Ont.; substitute 
the name of C. T. Stanger as acting district freight agent, 
Saskatoon, for that of R. Cushman; R. G. Holmes is 
assistant general freight agent, Winnipeg, Man.; W. E. 
Arnold, chief of tariff bureau, Winnipeg, Man.; F. F. W. 
Lowle, general agent, Juneau, Alaska; L. H. Johnson, 
freight agent, Skagway, Alaska. 


At a meeting of the executive committee of the Fibre 
Shipping Container Association, held May 1, in Chicago, 
W. S. Salt was appointed secretary and treasurer to 
succeed E. B. Ashcroft, who has resigned to accept service 
elsewhere. The position of general manager, heretofore 
occupied by Mr. Ashcraft, has been discontinued, and 
the work will be performed by the secretary and treasurer. 
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DOINGS OF THE TRAFFIC CLUB: 


A newcomer in the ranks of the traffic clubs of the 
country, the Akron Traffic Association, serving Akron and 


the adjoining towns, Cuyahoga Falls, Barberton and \Xep- 
more, O. The association has for its object the bri: ging 
about of a closer relationship between the industries rep. 
resented by the association and the transportation com- 
panies serving the community. A dinner was he!d in 
the rooms of the new Akron City Club, April 24, the 
principal speaker being Hubert B. Fuller of Clev« land, 


formerly private secretary to Theodore E. Burton. In 
opening his remarks, Mr. Fuller warned his hearer; 
he would probably say some things more or less dis- 
pleasing to both interests represented—industria! and 
transportation. Mr. Fuller’s denunciation of the present 
method of state regulation as conflicting with federal 
control was approved and vigorously applauded. The 
president of the newly formed association is E. L. Trages- 
ser, traffic manager of the B. F. Goodrich Company. In 
his talk the president touched on the growth of Akron 
within the last ten years and the failure of her transporta- 
tion facilities to keep pace with this growth. To this 
fact he attributed the congestion existing in Akron since 
last summer. The association, he said, will have for one 
of its principal objects a marked improvement in this 
condition. T. E. (Tim) Barry, secretary and treasurer 
of the association and manager of the Pittsburgh Coal 
Company, and others entertained with song and story. 
Other officers are: Vice-president, W. W. Wagoner, traf- 
fic manager, W. E. Wright Company; chairman of the 
board of directors, Alvin Hill, traffic manager, Robinson 
Clay Products Company. 


ANTI-PASS VIOLATIONS 


The Trafic World Washington Bureau. 


The following indictments, according to a Commission 
memorandum, have recently been returned against per- 
sons charged with violating the anti-pass provisions of 
Section 1 of the act: 

An indictment in four counts was returned against Mark 
Murphy at Chicago, charging violation of Section 1 of the 
act. The indictment alleges that Mark Murphy on four 
occasions unlawfully used an annual pass issued by the 
Chicago, Burlington & Quincy Railroad to an immigrant 
agent of the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Company. 

Another indictment in one count was returned at Buf 
falo against Charles M. Brunett, Henry Brunett and Am 
tonio Cantone for conspiracy to violate the anti-puss pro 
visions of the act. Charles M. Brunett conducted a local 
labor agency in Buffalo; Antonio Cantone was. an assist 
ant labor agent for the Lehigh Valley Railroad, and Henry 


- Brunett was employed as a clerk to Cantone. The indict: 
ment alleges that the defendants conspired to assist cer 
tain persons who were not employes of a common carrier 
or otherwise entitled to passes to secure free tr: isporta: 
tion over the Lehigh Valley Railroad east of Buffalo. 
In furtherance of the conspiracy, Charles M. Brun it, in 4 
great many instances, upon employing laborers for private 
corporations located in Pennsylvania, charged ‘em $2 


each for transportation from Buffalo to Easton, '’a. He 
then shared with Cantone the money thus col!:cted in 
consideration of Cantone having these laborers tr: sported 
to Easton free on Lehigh Valley laborers’ passes 
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Legal Department 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 





In this department we answer simple questions relating to the law 
of interstate transportation of freight. Readers desiring special 
service by immediate answer may obtain privately written answers 
to their inquiries by the payment of a small fee, as elsewhere ex- 

Jained. Address Legal Department, The Traffic Servicé Bureau, 
Colorado Building, Washington, D. C 


















Lawful Rate, One Via Route Shipment Moved. 

Michigan.—Question: We cite condition in transporta- 
tion forced upon us by the car service and penalty rules 
enacted by the American Railway Association, effective 
February 21. We are shippers of lead arsenate, an in- 
secticide, used principally by fruit growers to combat 
insects and parasites that attack fruit trees and growing 
vegetation, especially at the time these plants are bud- 
ding. This product is approximateiy 50 per, cent water 
and moves from our plant in the late winter and early 
spring months, thus, while in transit, subjecting it to 
the inclemencies of the weather. It is necessary, there- 
fore, to ship these goods in refrigerator cars, or cars 
that are heated. Owing to the service rules before men- 
tioned, it was very difficult to obtain proper equipment 
to handle this shipment to Flora, Ill. We placed our 
order for this car fully two weeks in advance to date of 
shipment, and during that time were unable to procure 
the proper car. We wish to emphasize that these goods 
to be of value must be on the working grounds at the 
time the trees start their budding. Owing to the delay 
any possible routing was essential to make immediate 
delivery. 

For this shipment we received I. C. car 58176, which 
was loaded with 51 barrels, 2 half-barrels and 21 kegs 
of lead arsenate, weighing 37,031 pounds, consigned to 
Flora, Ill. To comply with the service rules, it was neces- 
sary that we move this car by the Illinois Central, there- 
fore, routed Pere Marquette to Chicago, Illinois Central 
to Edgewood, Ill., and thence B. & O. S. W. to Flora, Ill. 
The Pere Marquette tariff provides for a rate of 25.7c 
per 100 pounds and nine various routes by which the goods 
could travel. Yet it does not provide goods to move by 
the Illinois Central. Right here is the point at which we 
wish to arrive. We were forced, owing to the existing 






























that goods may be had at destination to protect the in- 
lerest of the fruit growers. Inasmuch as we were forced 
by the service rules to wait for proper equipment, then, 
after waiting, were unable to receive equipment that 
would properly handle this shipment, we ask if this obli- 
gation on our part would not force an obligation on the 
tatriers to protect the rate of 25.7c per 100 pounds? 









Answer: The act itself, and the rulings of the Inter- 
‘tate Commerce Commission and decisions of the United 
States Supreme Court, are all to the effect that the amount 
fixed by the published schedule of rates is conclusive as 
‘0 all inierstate shipments and that the consignee can 
leceive the goods shipped only upon payment or tender 
of the amount thus designated. The Supreme Court said 

















it numereus cases that a carrier cannot depart to any 
‘xtent from its published schedule of rates for interstate 
taNsportaiion on file without incurring the penalties of 
he statute. The Interstate Commerce Commission said 
Tule 314, Conference Rulings Bulletin 6, that the law 





‘quires the carrier to collect and the party legally re- 
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sponsible to pay the lawfully established rates without 
deviation, and in rule 214 (a) said that “the lawful charge 
on any shipment is the tariff rate via the route over which 
the shipment moves no carrier can lawfully re- 
fund any part of the lawful charge except under authority 
so to do from the Commission or from a court of compe- 
tent jurisdiction.” 

Car Service Circular No. 1792, effective Feb. 21, 1917, 
was issued by the American Railway Association in com- 
pliance with the order of the Commission made in the 
car supply investigation case docket 9284. In that case 
the Commission called attention to the unparalleled con- 
ditions of car distribution throughout the United States, 
the misuses of equipment by which entire communities 
were practically without cars, and the necessity for mak- 
ing some formal order by which shippers, carriers and the 
general public may be protected, and did adopt a code of 
car service rules for the purpose of giving immediate 
relief to existing conditions, which are substantially those 
given in the circular above stated. If, therefore, a carrier 
furnishes a shipper a car in compliance with such rules, 
and if a shipper in using such car must route via a way 
that takes a higher rate so as to make delivery to the 
consignee within a given time, it is doubtful whether the 
Commission would grant any relief in the premises. 

% * * 


Carrier’s Liability for Defective Car After Delivery of 
Goods. 

Ohio.—Question: On Jan. 17, 1917, we received a car- 
load of paper, which was shipped the 16th from a nearby 
mill. From all appearances, the car was in good order 
and no holes appeared in the roof. The 17th of January 
was Wednesday, and we did not try to unload car until 
the next Monday, which was the 22d. We found that in 
the meantime the paper had been damaged by water, ap- 
parently leaking through the roof, as the doors of car 
were not open. The car was returned to shipper on the 
22d, and they also found that the rolls were wet and 
therefore unfit for our use. The mill was obliged to work 
the entire lot of paper over, and they allowed us a scrap 
price of 50 per cent of the invoice value. Kindly advise 
the extent of the carrier’s liability. 

Answer: Assuming that the injury resulted from a 
leaky roof of a car furnished by the carrier, and no 
especially selected by the shipper, and that the paper 
moved under the uniform bill of lading, the carrier would 
be liable for such damages as occurred prior to the de- 
livery of the car to the consignee. Under section 5, para- 
graph 3 of the uniform bill of lading, property when de- 
livered on a private siding shall be at the owner’s risk 
after the car has been detached from the train. In such 
cases the courts had held that the duty of the carrier 
is performed when it places the car on a sidetrack, ready 
for unloading by the consignee, and its liability as carrier 
ceases. See the recent case of Ga. Cotton Co. vs. Cent. 
of Ga. Ry. Co., reported in 91 S. E. 933. If, however, 
damage results after the car was so placed, and although 
at a time when the paper was in the consignee’s posses: 
sion, yet if the carrier was in anywise responsible for 
the same, or negligent in any act pertaining thereto (and 
the furnishing of a car unsuitable for the transportation 
of the commodity loaded would be evidence of such neg- 
ligence and responsibility) it would be liable. 

* co 

Carrier Should Make Delivery at Specified Place. 

Grand Rapids.—Question: On a certain date we made 
shipment of a refrigerator over a certain road operating 
out of Grand Rapids, consigned to a certain station in 
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Detroit. The railroad over which the shipment was made 
was unable to make delivery at the station shown on 
the bill of lading. The refrigerator arrived in Detroit 
and the consignee made several calls at the station shown 
on the bill of lading, but was unable to locate the refrig- 
erator. Storage charges accrued, and finally consignee 
refused to accept the shipment, and claim has been filed 
with the railroad company to cover storage and freight. 
The railroad company returned the refrigerator to us at 
Grand Rapids and have declined to pay the claim. 

We now wish to have your opinion as to whether or not 
we are justified in our claim. We do not see any reason 
for the railroad company accepting the shipment for a 
delivery which they could not make. 

Answer: In interstate shipments section 15 of the act 
gives the right to the shipper to designate the routing, and 
the Commission, in rule 321,. Conference Rulings Bulletin 
6, substantially held that wherever the shipper desires 
to secure delivery to industries, plants or warehouses 
and to avoid unnecessary terminal or switching charges, 
he may direct as to the terminal routing or delivery of 
shipments, and his instructions as to such terminal de- 
livery must be observed in routing and billing shipments, 
and that carriers will be held responsible for routing 
shown in the bill of lading. 

The shipment in question being an intrastate one, we 
are not advised how the Michigan Railroad Commission 
has passed on similar questions, but might state that the 
courts generally hold that a carrier must deliver a ship- 
ment at a specified place when it so agrees, and that 
where it contracts to deliver a car to the consignee in a 
specified part of the city, a tender of the car to the con- 
signee at its regular station in the city is not a compli- 
ance with its undertaking. 

* ae K 


Ownership F. O. B. Shipment. 


Connecticut.—Question: The writer’s understanding of 
the term “f. o. b. destination” is that all freight charges 
incidental to delivery of the shipment are to be prepaid 
by the shipper and no other responsibility to be assumed 
by the shipper. However, when goods are sold “f. o. b. 
destination” and, in the event of loss, damage or delay 
while shipment is in transit; does this term place full 
responsibility regarding the filing and adjustment of 
claims with the shipper, requiring that the shipper ad- 
just the claim with the carrier and does it release the 
consignee of all responsibility? Of course, the writer 
knows that the carrier can be held liable for non-delivery 
or if the shipment is not delivered in good order and in 
reasonable time, but, exclusive of the question of the 
earrier’s liability, wish to know the full interpretation 
of the term “f. o. b. destination;” also what authority 
could be quoted as to the term “f. o. b. destination,” 
meaning other than the prepayment of all freight charges 
to destination. 

Answer: The initial letters “f. 0. b” in contract of 
sale imply that the buyer shall be free from all expenses 
and risks attending the delivery of the property at the 
point named in the contract. If by the terms of the 
contract the seller is required to send or forward or 
deliver the goods to the buyer, the title and risk remain 
in the seller until the transportation is at an end, or the 
goods are delivered in accordance with the contract. See 
our answer to “Pennsylvania,” published on page 593 of 
the March 18, 1916, issue of The Traffic World, under 
the above entitled heading. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experienc: 
and wide knowledge. In it he will answer questions relating to 
practical traffic problerns. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail except for a fee, as els-- 
where explained. 

Address “Help for Traffic Man,” The Traffic Service Bureau, 
Colorado Building- Washington, D. C. 


ees fl 
Reconsignment of Coal After Arrival at Billed Destination, 

Q.—Referring to the reconsignment or diversion tariffs, 
the effectiveness of which was suspended by the Inter. 
state Commerce Commission until July, 1917, please advise 
what your interpretation of the following would be: 
We operate two plants at Indianapolis and at times coal 
shipments are made without plant delivery indicated in 
the billing, this information being given the railroads 
when the arrival of the cars is reported. In cases where 
information concerning the plant delivery is not given 
to the railroads prior to arrival at the Indianapolis ter- 
minal, do you think we would be liable for a reconsigning 
charge on the cars that are handled in this way? We 
understand that the rules’ stipulate that any change in 
the billing of the cars is construed as a reconsignment; 
however, some of the roads differ in their interpretation 
of a case of this kind. 

A—tThe Cleveland, Cincinnati, Chicago & St. Louis 
Railway’s tariff I. C. C. No. 6849, governing reconsign- 
ment of coal at Indianapolis, Ind., will be considered 
typical of the suspended reconsigning tariffs. We may 
assume from your inquiry that the plant delivery desired 
is not designated by you until after the car has arrived 
at the Indianapolis terminal yard. When your order for 
final delivery is given to the agent in time to permit 
the railway to give instructions to its yard employes 
within 24 hours after such arrival, the charge for such 
reconsignment is $2 per car, as provided for in section 
(b) of rule 7. When your order for final delivery is 
not given to the agent within 24 hours after such arrival 
the charge is $5 per car, as stated in section (c) of said 
rule. Sundays and legal holidays are excluded. The 
suspended tariff provides that “any instructions given by 
owner, necessary to effect delivery, not shown on original 
billing” falls within the definition of “reconsignment”’ for 
the purposes of the tariff. 


Léss than Carload Shipments. 


Q.—On account of the embargo an eastern line refused 
to accept freight in carload quantities, but would accept 
same in L. C. L. lots, and the consignor therefore tendered 
shipments on the same day and were loaded in the car 
constituting an entire carload, but two bills of lading were 
made out and signed. The car in which this shipment 
was loaded came through to destination, but we wer 
assessed charges on the basis of L. C. L. rate. Are the 
railroad companies justified in assessing us on this basis 
or can we claim carload rate? 

A—The classifications specifically provide that carload 
rates are applicable only on shipments covered by o¢ 
bill of lading from one consignor to one consignee, etc. 
Shipper having elected to make two separate consigi 
ments, for the purpose of overcoming an embargo, the 
carrier accepted and forwarded two less-than-car!oad lots, 
and freight charges on basis of the less-than-carioad rate 














$0 | 












Oct 
care 
Car 
at 1 
Den 
forv 
go0c 
rail1 
cove 
char 
upor 
Ruli 
suffi 
Plea: 


















point 
free 

coast 
our | 
is cu 
look 

feren 
lawfu 
bili ¢ 
rails 

than 

absen 
the s 
we W: 



















In ¢ 
Dimm 
cago, 
T. Bel 
Scribe 
ice Co 
clusio1 
low; t 
prescr: 
that tl 
St. Lo 
posed 


That 
to be ; 
interst:; 
of Mis 
railroa, 
Stock ¢ 
interst2 
for on! 
under : 
tions, 
comme: 
takers’ 
Tier is 


































cry wa Sse ome?" 


be) 


Le | 


we 


mal 


a SES TO Ss 


ei Rh SS Ol 





May 5, 1917 


are properly assessable thereon. Conference Ruling 175 
so holds in a case similar in all respects, except as to the 
“purpose” of the separate lot consignments. 


Demurrage at New York on Coastwise Shipments. 


Q.—Please refer to your issue of April 14, page 797, 
under heading of “Collection of Undercharges,” article 
by Mr. Von Borries, traffic manager of Ballard & Ballard 
Company. Here is a similar case: A carload shipment 
moved from a point in Pennsylvania to New York in 
October, 1915, consigned to a firm in San Francisco, routed 
care the Luekenbach Steamship Company in New York. 
Car reached New York in due course, and was delayed 
at that point five days overtime, waiting for steamer. 
Demurrage charges of $5 accrued. Shipment finally went 
forward on steamer and was delivered at destination and 
goods sold to the trade. Seventeen (17) months later the 
railroad company carrying the freight into New York dis- 
covered that it had omitted to include the $5 demurrage 
charges in their advances to the steamer. We are called 
upon to pay the $5 at this late date. I believe Conference 
Ruling No. 416, which is an exactly similar case, will be 
sufficient grounds for our declining to pay this demurrage. 
Please advise your view. 

A—We understand your statement, “delayed at that 
point five days overtime,” to mean five days beyond the 
free time allowed in the demurrage tariff applicable to 
coastwise business. If our understanding is correct, it is 
our view that the demurrage charge lawfully accrued. It 
is customary for the rail line at the Atlantic seaboard to 
look to the consignor for such detention charges. Con- 
ference Ruling 416 does not hold that demurrage did not 
lawfully accrue, but rather that, as in that case a clear 
bili of lading was issued, the initial carrier, on whose 
rails the detention occurred, must look to someone other 
than the consignee for payment: of the charges. In the 
absence of information respecting the manner in which 
the shipment was handled to and from the Atlantic port 
we will refer you to Conference Ruling 314. 


TENTATIVE REPORT 


The Traffic World Washington Bureau. 

In a tentative report to the Commission on No. 9131, 
Dimmitt-Caudle-Smith Live Stock Commission Co. vs. Chi- 
cago, Burlington & Quincy et al., Attorney-Examiner Geo. 
T. Bell has recommended wiping the live stock rates pre- 
scribed by the Missouri legislature and the Public Serv- 
ice Commission of that state off the books. It is his con- 
clusion that the rates prescribed by the statute are too 
low; that the same criticism justly applies to the rate 
Prescribed by the public service commission, and finally 
that the interstate rates from points in Missouri to East 
St. Lovis are too high because in excess of rates pro- 
posed by him, 

That, however, is not the only law of Missouri that is 
to be stricken down as causing a discrimination against 
interstaie business going to East St. Louis and in favor 
of Missouri. Indirectly the Missouri law requiring the 
railroads to furnish free transportation both ways for live 
stock “aretakers is condemned as discriminating against 
Intersiaie traffic on which free transportation is furnished 


for on': one way. But the matter is not to be decided 
under the rule applicable to the removal of discrimina- 
tions. Mr. Bell points out that the free transportation is 


— ied by Missouri as compensation for the care- 
akers service in caring for the animals whereby the car- 
Mer is relieved from liability for damages resulting from 


THE TRAFFIC WORLD 


1017 


inadequate care. That, he remarks in his report, is a 
limitation on a carrier’s liability such as is forbidden by 
the Cummins amendment. Therefore the state law must 
yield and free transportation may be furnished for the 
caretaker only one way. 

In 1907 the Missouri legislature established a per car 
scale of rates for all kinds of live stock of which the rate 
of $17.60 for 100 miles is believed to be typical. The 
railroads litigated and the district court held the rate 
to be confiscatory. The Supreme Court of the United 
States reversed that, holding the carriers had not shown 
that the rates were confiscating their property. In the 
meantime the legislature authorized the public service 
commission to advance rates, when in its judgment such 
advances were justified. The state commission took a 
hack at the situation and evolved cents per 100 pound 
rates that figured out $21.63 per car for 100 miles. The in- 
terstate rate to East St. Louis, also stated in cents per 100 
pounds, figured out about $25.04 per car. 

Bell concluded, on an examination of the whole sub- 
ject, that the live stock scale prescribed for Central 
Freight Association territory would be about right, consid- 
ering the fact that live stock in Missouri is one of the 
backbone commodities, while in Central Freight Associa- 
tion it is a secondary instead of primary traffic. But his 
scale allows a little higher basis for live stock in the 
southern than in the northern part of the state, owing to 
the difference in traffic conditions. For the northern part 
of the state he recommended 11 cents per 100 pounds for 
the 100-mile haul. 

Probably the most radical thing proposed by him is that 
for rate purposes East St. Louis and St. Louis are the 
same community. In other words, on live stock traffic 
from points in Missouri there is no such thing as a bridge 
between the two parts of the community. 

It is suspected that that part of the report will be 
violently attacked when arguments are made on the case, 
the carriers having long insisted that special arrange- 
ments must be made, in every rate adjustment, for taking 
eare of the bridge part of the haul. 


MOTION TO DISMISS CASE 


The Traffic World Washington Bureau. 

A motion to dismiss, for lack of jurisdiction, has been 
made by Ralph Robinson in the complaint of the Eastern 
Shore of Virginia Produce Exchange vs. Baltimore, Chesa- 
peake & Atlantic Railroad. The complaint is filed with 
the United States Shipping Board. Chairman Denman 
has written a letter to John B. Daish, attorney for the 
complainant, and A. E. Beck, special counsel for the Mer- 
chants’ & Manufacturers’ Association of Baltimore, saying 
that it will hold the complaint in abeyance until the 
Interstate Commerce Commission has decided whether 
it will adhere to its order divorcing Chesapeake Bay steam- 
ers from their railroad owners or will hold that the con- 
tinued ownership and operation of such boats is for the 
convenience and in the interest of the shipping public. 
In his motion to dismiss, Mr. Robinson, among other 
things, said: 

That, while it is not a common carrier by water, nor 
a common carrier by water in interstate commerce, as 
defined by the said act of Congress, neither is it a com- 
mon carrier by water in foreign commerce as defined by 
the terms of said act; that this respondent is a railroad 
company owning and operating a railroad extending from 
Ocean City in the state of Maryland to Claiborne on the 


eastern shore of the Chesapeake Bay, a distance of 87. 
miles; that it owns steamboats which it operates on the 
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Chesapeake Bay solely and the rivers, creeks and estuaries 
tributary thereto as far south as Piankatank River on the 
western shore, and as far south as Occohannock River 
on the eastern shore on said Chesapeake Bay; that the 
said steamboats ply between the city of Baltimore and 
points located upon the shores of the rivers, creeks and 
estuaries tributary to the Chesapeake Bay, as aforesaid; 
that this respondent has been operating said steamboats 
since its organization in 1894 by virtue of its charter 
powers and the powers conferred upon it by the laws of 
the state of Maryland; that it owns the said steamboats 
outright, as fully and to-the same extent as it owns the 
rolling stock which ‘it operates upon its railroad; that 
the same are subject to the direct lien of its first mort- 
gage bonds equally with its railroad and equipment. 


And in further support of its motion to dismiss, this 
respondent shows that by virtue of section 7 of the Act 
to regulate commerce, as amended by the act of Congress 
passed on the 24th day of August, 1912, known as 
the Panama Canal act, this respondent filed with the 
Interstate Commerce Commission a petition asking said 
Commission to determine whether or not this respondent 
was amenable to the provisions of said act; that volumi- 
nous testimony was taken under said petition and a hear- 
ing was had upon said petition and testimony before 
the said Interstate Commerce Commission, and that sub- 
sequently the said Commission entered an order under 
the date of July 30, 1915, in which it assumed jurisdiction 
over this respondent, and directed this respondent to 
suspend the operation of certain of its said steamboats 
upon the waters of the Chesapeake Bay and rivers, creeks 
and estuaries tributary thereto, in compliance with the 
provisions of the said so-called Panama Canal act, as in- 
terpreted by the said Commission; that subsequent to 
the order so entered, and upon a petition presented to 
the said Commission by certain merchants and shippers, 
the said order dated July 30, was suspended and a re- 
hearing was granted upon terms yet to be announced by 
the said Commission; that pending a final decision of 
the said Interstate Commerce Commission, this respord- 
ent has not filed its port-to-port rates with the said Com- 
mission, as it may be required to do if and when the 
said Commission reaches a final decision with reference 
to this respondents’ status under the provisions of the 
said Act to regulate commerce, as amended, notwithstand- 
ing which this respondent has on file with the Interstate 
Commerce Commission its proportional tariffs (I. C. C. 
No. 694), together with a supplement thereto, effective 
April 15, 1917, which shows rates from points on the Poco- 
moke and Occohannock rivers to junction points, includ- 
ing the city of Baltimore, with lines other than those of 
this respondent, and without prejudice, this respondent 
denies that the rate specifically complained of is unjust 
or unreasonable or unduly prejudicial to the said com- 
plainant. 

And in further support of its motion to dismiss, this 
respondent shows that by section 33 of the act of Con- 
gress creating the United States Shipping Board, it is 
specifically provided that the said act shall not be con- 
strued to affect the power or jurisdiction of the Interstate 
Commerce Commission, nor to confer upon the Board 
concurrent power or jurisdiction over any matter within 
the power or jurisdiction of said Commission; that the 
prayer of the complainant in this case directed to the 
United States Shipping Board praying it to require this 
respondent to answer the charges set out in its com- 
plaint, and after due hearing and investigation to pass 
such order or orders as may in its judgment be proper 
in the premises, cannot be granted, except in violation 
of the said section 33 of the said act of Congress, as 
well as the other provisions hereinbefore specifically re- 
ferred to, in that the Board in granting the petitioner’s 
prayer would thereby exercise power and jurisdiction over 
this respondent concurrently with the power and juris- 
diction which has been and is now exercised over it by 
the Interstate Commerce Commission, as set out in the 
fourth paragraph hereof; that this respondent has been 
advised by counsel learned in the law that the provisions 
of the said act of Congress do not apply to it, and con- 
sequently this respondent has not filed with the said Board 
its tariff of rates, fares and charges, as provided by 
section 18, nor has the said Board notified this respondent 
that such action will be required of it by the said Board. 

And your respondent prays that it may be hence dis- 
missed with its proper costs in such behalf incurred. 
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COMMISSION ORDERS 


Case No. 7725, National Commercial Fixtures Ma \ufac. 
facturers’ Association vs. A. & V. et al., dismiss«d, de. 


fendants having established rates satisfactory to com) laint. 
Complainant in Case 9558, West Virginia Rail Conipany, 
has been allowed to amend its complaint versus ©. & 0, 
et al. 
The Baltimore Chamber of Commerce has been ailowed 


to intervene in Case 9588, Board of Trade of City of Chi. 
cago vs. Santa Fe et al.; the McGraw Tire & Rubber Co, 
in Case 9579; Goodyear Tire & Rubber Co. vs. A. ©. & y, 
et al.; Schill Bros. Co., in Case 9489; Galion Iron Works 
& Mfg. Co. et al. vs. B. & O. et al., and The Carnegie 
Steel Co., The National Tube Co., The American Steel & 
Wire Co. and the American Bridge Co. in Case 9380, 
Pollack Steel Co. vs. B. & O. et al. 

Complainants in Case No, 9484, H. P. Hood & Son vs. 
B. & M. et al., and Case No. 9587, Reliance Mfg. Co. ys, 
Ill. Cent. et al., have been allowed to amend their com- 
plaints. 


CHANGES IN DOCKET 


The argument in Docket No. 8564, Eldred Mill Co. ys. 
The Cincinnati Northern R. R. Co. et al., which was as. 
signed for May 3, has been canceled, as has also the 
argument assigned for the same date in Docket No. 8566, 
S. M. Isbell Co. vs. Cincinnati Northern Co. et al. 

The hearing assigned for April 30, Washington, before 
Examiner Hagerty, in I. & S. 977, coal to Illinois points, was 
canceled. 


SUSPENDED TARIFFS 


April 27, in No. 1073, southwestern glass, Supplements Nos. 
53 and 54 to Leland’s I. C. C. No. 1073 were suspended from 
May 1 until August 29. : 

April 28,, in I. and S. 1074, runby and setback service, Sup. 
5 to Boyd’s I. C. C. No, A705 was suspended from May 1 
until August 29. 

April 28, in I. and S. 994, hollow building blocks to Ithaca, 
N. Y., P..R. R. Sup. 10 to I. C. C. No. GO 7068 and Sup. 1 to 
GO 7530 were further suspended from May 1 until November 1, 

April 28, in I. and S. 1006, switching at M*’ vaukee, Wis., Pere 
M. I. C. C. No. 3894 was further suspendea in part from May +! 
until November 20. = 

April 28, in I. and S. 961, W. T. Line iron and steel, M. K 
& T. first revised pages 88 and 100 to I. C, C. No. A4260 and 
57 and 69 to I. C. C. No. A4261 were further suspended from 
May 29 to November 29. Bie 

April 28, in I. and S. 1075, crushed rock from Pixleys, Mo. 
Mo. Pac. I. C. GC. No. A3257 was suspended from May 1 until 
August 29. 

April 28, in I, and S. 998, agricultural implements to south- 
eastern points, L. & N. Sup. 18 to I. C. C, No. A13484, Sup. lb 
to I. C. C. No. A13485, Sup. 11 to I, C. C. No. A13486, Sup. 1! 
to I. C. C. No. A13487, Sup. 10 to I..C. C. No, A13490, Sup. ¢ 
to I. C. C. No. A13491, Sup. 9 to I. C. C. No, A13492 and Sup. 
1 to I. C. C. No. A13844, Bullen’s Sups. 2:and 3 to I. C. C. No 
21, Cottrell’s Sups. 1 and 3 to I. C. C. No. 113, Morris Sup. | 
to I. C. C, No. 630, and Washburn’s Sups. 6 and 7 to I. C. C 
No. 216 were further suspended from May 15 until November 
15. 

April 28, in I. and S. 
Trunk Sup. 4 to I. C. C. No. 2330 and Pere M. Sup. 9 as 
No, 3625, Sup. 10 to I. C. C. No. 3625, Sup. 21 to I ©. ©. No. 
3680 and I. C. C. No. 3895 were further suspended from May ! 
until November 1. 

April 28, in I. and S. 992, track storage charges at St. Louis, 
Mo., C. & E. I. I. C. C. No. 2857, Sou, Ry. I. C. C. No. Ciist, 
and T. St. L. & W. Sup. 17 to I. C. C. No A534 we furthe! 
suspended from May 1 until November ], a 

April 28, in I. and S. 1076, poles from Pacific coast, Com 
Sup. 17 to I. C. C. No. 1001, and Sup. 16 to I. C. C. No. 1019, 
were suspended from May 1 until August 29. 


995, reshipping rates on corn, Ge 


April 28, in I. and S. 1078, flue lining, Boyd’s Sup. 15, tole 
C. No. A605, Sup. 19 to I. C. C. No. A605, Sup. 23 to I. C. ©. on 
A676, Sup. 18 to I. C, C. No. A685, Sup. 19 to I. C. C. No. a 
Sup. 21 to I. C. C. No. A685, Cameron’s Sup. 23 to I. ©. C 
D93, Sup. 18 to I. C. C. No. D94, Sup, 19 to I. C. C. No. r 
Sup. 21 to I. C. C. No. D94 and Morris’ Sups. 18 and Pe 
I. C. G. No. 541 were suspended from May 1 and later date 
until August 29. ; C 

April 28, in I, and S, 1077, sugar to St. John, N. I N. . 
I. C. C. No. 5731 and West Shore I. C. C. No. W. S. 2173 W 
suspended from May 1. until August 29. ; Cal. 

April 30, in I. and S,. 1079, terra cotta from Oa land, 3658 
Seventh Revised Page 130 to Southern Pacific I. C., ©. No. 2%" 
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effective April 30, and Eighth Revised Page 130 to I. C. C. No. in violation of fourth section, because in excess of a rate of 
3659, eflective May 22, were suspended until August 28. 59 cents to Paducah, Ky. Asks for just and reasonable rates 
May |, in I. and S. 1084, canned goods from San Francisco, and reparation. : 
Great Northern Pac. S. S. Co. 18th Revised Page 5 to I. C. C. No. 9612. Rapier Sugar Feed Co., Owensboro, Ky., vs, Illinois 
Fl and San Francisco & Portland S. S. Co. I. C. C. 38 sus- Central. 

pended from May 1 until August 29. Against a rate of 21 cents on imported Cuban black strap 
May 1, in I. and S, 999, eastern starch case, tariffs suspended molasees from New Orleans to Owensboro as unjust and un- 
until May 15 have been further suspended until November 15. reasonable because in excess of the subsequently established 
May |, in I. and S. 1083, transit on grain at St. Paul, Supple- rate of 15 cents. Asks for a cease and desist order and 
ment 6 to C. St. P. M. & O. I. C. C. No. 4070, suspended from reparation. 

May 1 until August 29. No. 9613. Cameron Coal Co. et al., Salt Lake City, Utah, vs. 
May |, in IL. and S. 1082, commodity rates from Kansas points, A. T.. & B ¥. et al, i ; 

Sup, 28 to M. K. & T. I. C, C. No. A3362, suspended from May 1 Against rates on coal from the Helper, Utah, district to 
until August 29. points in California, Colorado, Idaho, Kansas, Montana, Ne- 
May |, in I. and S. 1081, naphtha from Sapulpa, Okla., Sups. braska and Washington, as unjust and unreasonable and 

52, 53, 54 and 55 to Leland’s I. C. C. No. 1094, suspended from prohibitive in comparison with the rates from the Kemmerer 

May 2 until May 21. district in Wyoming and Walsenburg district in Colorado. 
May 1. in I. and S. 996, vegetables from St. Paul, Boyd’s I. C. Asks for just and reasonable rates and reparation. 

c, A749 further suspended from May 5 until November 5. No. 9614. Walter A. Zelnicker Supply Co., St. Louis, Mo., vs. 
May 2, in I. and S. 997, lumber transit, Virginian Ry. Sup. 1 Cc. Gt. West. et al. 

to I. C. C. No. 890, Sup. 1 tod. C. C. No. 941, and I. C. C. Nos. Alleges illegal imposition of class rates on shipment of relay 

1029 and 1039 were further suspended from May 12 until Novem- rails from Minneapolis to Warren, Kan., diverted to Radley, 

ber 12, ; : Kan. Asks for a cease and desist order, the application of a 
May 3, in I. and S. 956, live stock classification, Grand Trunk commodity rate and reparation. 

Supplement 7 to I. C. C. No, A1717 further suspended from No, 9615. Davis Sewing Machine Co., Dayton, O., vs. P. C. C. 

May 20 until November 20. & St. L. 

May 3. in I. and S. 1003, silo material to L. & N. stations, Against a demurrage charge of $7.00 on coal as being in 

Supplement 3 to Rock Island I. C. C. No. Ci0078 further sus- 

pended from May 20 to November 20. rs 


‘ ‘ Do Business by Mail 


D4 ° It’s profitable, with accurate lists of prospects. Our catalogue 
Digest of New Co! Y iplaints contains “vital information on Mail Advertising. Also prices and 
> guantity on 6,000 national mailing lists, 99% guaranteed. Such as: 
. . War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
No, 9460, Sub. i. _ Geont Western Lumber Co., San Fran- —— — _—— 
cisco, Cal., vs. Southern Pacific. - 

Unjust and unreasonable charges on box shooks from Kla- Auto Owners z Axle Grease Mfrs. Fish Hook Mfrs. 
math Falls, Ore., to points-in California. Asks for just and Write for this valuable reference book. Also prices and 
reasonable rates and reparation. samples of Fac-simile Letters. 

No, 9579, Sub. No. 1. Kelly-Springfield Tire Co., Akron, Ohio, Have us write r revise your Sales Letters. 
ys. Akron, Canton & Youngstown Ry. et al. Ross-Gould, 1021 P Olive Street, St. Louis. 

Against classification on less than carload shipments of rub- 


ber tires as unjust and unreasonable. Asks for a reasonable 
classification and reparation. 20S SS =- © eal 
No. 9484. H. P. Hood & Son, Boston, Mass., vs. B. & M. et al. 


Supplemental petition asking for transit on milk and cream 
stopped for pasteurization and other treatment. Mi cs 5 i ing 


No. 9587. Reliance Mfg. Co., Chicago, Ill., vs. Illinois Central t 
a, . Lis S St.Louis 


Against a rate of 74 cents on cotton piece goods from Dan- 
ville, Va., to Eddyville, Ky., as unjust and unreasonable and 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices: 90 West St., New York 


R. R. GOVIN, President, 90 West Street, New York. J. .. Ds pine Assistant Freight and Traffic Manager, 90 West Street, 


R. D. UPHAM, First Vice-President, 90 West Street, New York. 

0. E. THURBER, Second Vice-President, 90 West Street, New York. J. cooKMAN BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
GEO. K. LOWELL, Third Vice-President, in charge of Operation and Trafic, BAINBRIDGE COLBY, General Solicitor, 90 West Street, New York. 

. = West Street, New York. S T. W. MALEY, General Auditor, 90 West Street, New York. 

- B. HERSLOFF, Treasurer, 90 West Street, New York. C. W. KELLY, Assistant Auditor, 90 West Street, New York 

G. W. S. Whitney, Secretary, 90 West Street, New York. SAMUEL J. NATHAN, Superintendent of Car Service, 90 West Street, New 


JOHN H. ZINK, Freight and Traffic Manager, Baltimoro, Md. York. 
EXTENDS FROM WAGNER’S POINT TO CURTIS BAY 


_The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined 
to interior ports and to take care of outgoing freight for foreign countries. 

,_ This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by 
this railroad offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business 
— - =e to correspond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will 

romptly furnis i 

Mileage at present operated, 7 miles; additional under construction. 

Light ‘rage connection with all coastwise lines out of Baltimore for seaboard ports. 

Exce;tional location for plants desiring tidewater delivery. 

CONNECTIONS—At Clinton Street with the Pennsylvania Railroad via float at Wagner’s Point, C. & C. B. R. R. to Curtis Bay. At Port Covington 
with the Western Maryland via float to Wagner’s Point, C. & C. B. R. R. to Curtis Bay. With the Baltimore & Ohio Seawall Branch at Wagner’s Point. 


Through connections via these routes to all points East, West, North and South. 


YOUR BUSINESS IS TO SAVE FREIGHT! 


THEN WHY NOT USE ACME STEEL BOX STRAPPING? 


_ Railroad Traffic Associations have in several cases granted preferential classi- 
fication where containers are secured by strapping. It also i improves the appearance 
of your package and PREVENTS PILFERING and DAMAGE in transit. 


7 ACME STEEL GOODS CO. 
2840 Archer Pa aients CHICAGO 


No. 7 Acme Box Strap WRITE NOW FOR CATALOG) 


Acme Dot Embossed Strap 
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violation of the average agreement said to be in existence 
between the complainant and respondent. Asks for a cease 
and desist order and reparation. 
No, 9616. Walter A. Zelnicker Supply Co., St. Louis, Mo. vs, 
Missouri Pacific et al. 
Alleges imposition of the wrong rate on mine cars shipped 
from St. Louis to Williston, N. D. Asks for a cease and 
desist order and reparation, 





Note.—Items In the Docket marked with an asterisk (*) are 
dew, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


May 7—Richmond, Va.—Examiner Waters: 
§537—Mayo Milling Co., Inc., vs. C. & O. Ry. Co. et al. 


May 7—Chicago, Ill.—Examiner Burnside: 
|. & S. 1050—Reconsignment case. 


May 7—Denver, Colo.—Examiner Bell: 


9304—Big Horn Collieries Co. vs. C. B. & Q. R. R. Co. et al. 
ep rome Steel Works et al. vs. N. Y. & N. J. S. B. Co. 
e ° 
May 7—Washington, D. C.: 
* Carriers’ side general rate advance case. 
May 7—Kansas City, Mo.—Examiner Gaddess: 
458—N. C. & St. L.; 799— 


Fourth Section Applications Nos.: 

. L.-S. F.: 1548—Sou. Ry.: 1898—W. H. Hosmer; 1952— 

L. & N. R. R. Co. et al.: 2045—Ill. Cent.; 2138—M, & O. R. 
R.: 4218, 4219 and 4220—St. L. I. M. & S. 

Fourth Section Applications 702 (Leland and Tucker) and 
1867 (Hosmer), in connection with Application No. 458 in- 
volving class and commodity rates from Memphis, Tenn., 
to points tn Oklahoma, Kansas, Missouri and Nebraska, 


May 7—Huntington, W. Va.—Examiner Mackley: 
9541—H. R. Wylie China Co. vs: C. & N. W. Ry. Co. et al. 
word ‘ Bros, & Co., merchant millers, vs. C. & O. Ry. 
et al. 


May 7—Detroit, Mich.—Examiner Fleming: 
9424—Dow Chemical Co. vs. Pere Marquette R. R. Co. 
May 7.—Muscatine, Iowa—Examiner Worthington: 
1. & S. 1035—Coal to Muscatine, Iowa. 
9457—W. F. Block Co. vs. A. T. & S. F. Ry. Co. et al. 
May 8&—Chicago. Ill—Examiner Fleming: 
1. & S. 1028—Acid between Illinois points. 
1. & S. 1021—Per diem reclaim. 
May 8—Charlotte, N. C.—Examiner Waters: 
sar Bleaching and Finishing Works vs. Old Dom. S. S. 
‘o, et al. 
May 8—Huntington, W. Va.—Examiner Gerry: 
9558—The West Virginia Rail Co. vs. C. & O. Ry. Co, et al. 
9493—The West Virginia Rail Co. vs. C. & O. Ry. Co. et al. 
|. & S. 1043—Rails from Huntington, W. Va. 


May 8&—Pittsburgh, Pa.—Examiner Hagerty: 
8663—In re The Wabash Pittsburgh Terminal Ry. Co. 


May 9—Asheville, N, C.—Examiner Waters: 
9545—Elizabethton Flooring Co. vs. East Tenn. & West. 
N. C. R. R. Co. et al. 

9545, Sub. No. 1—Elizabethton Flooring Co. vs. East Tenn. & 
West. N. C. R. R. Co. et al. 

9545, Sub. No. 2—Elizabethton Flooring Co. vs. East Tenn. & 
West. N. C. R. R. Co. et al. 

9545, Sub. No. 3—W. Granville Taylor vs. East Tenn. & West. 
N. C. R, R. Co. et al.—also fourth section applications in- 
volving rates on maple lumber, Elizabethton, Tenn., to East 
Point and Rome, Ga., and Jacksonville. Fla.: 4144—East 
Tennessee & Western North Carolina R. R. Co.: 1478—Caro- 
lina, Clinchfield & Ohio Ry.: 1479—Carolina, Clinchfield & 
Ohio Ry. of S. C.: 1548—Southern Ry. Co.: 1630—Central of 
Georgia; 2029—Georgia, Southern & Florida Ry. Co. Also 
the following applications involving rates on maple lumber, 
Roan Mountain, Tenn., to Atlanta, Ga.: 4144—East Ten- 
nessee & Western North Carolina R. R. Co.; 1548—Southern 
Ry. Co.;: 458—Nashville, Chattanooga & St. Louis Ry. Co.; 
9546—Elizabethton Flooring Co. vs. East Tennessee & West- 
ern North Carolina R. R. Co.; and the following fourth sec- 
tion applications covering rates on maple flooring, Eliza- 
bethton to La Grange, Ga.: 4144—East Tennessee & West- 
ern North Carolina R. R, Co.: 1478—Carolina, Clinchfield & 
Ohio Ry.; 1479—Carolina, Clinchfield & Ohio Ry. Co. of South 
Carolina; 1548—Southern Ry. Co.; 1024—Atlanta & West 
Point R. R. Co. 

9547—Elizabethton Flooring Co vs. East Tennessee & Western 
North Carolina R. R. Co.—and fourth section applications 
as above involving rates on maple lumber, Elizabethton, 
Tenn., to Seneca, S. C., 

9513—Hutton & Bourbonnais Co. vs. Sou. Ry. Co. et al. 

a “2 + Flooring Co. vs. East. Tenn. & West. R. R. 

o. et al. 
May 9—Chicago, Ill._—Examiner Fleming: 
1. & S. 1038—Condensed milk in bulk. 
§222—B. E. Calkins vs. Nor. Pac. Ry. Co. et al. 


May 9—Cleveland, O.—Examiner Mackley: 


9489—The Galion Iron Works and Manufacturing Co. et al. 


vs. B. & O. R. R. Co. et al. 
9495—The Glens Run Coal Co. vs. Wheeling & L. E. Ry. Co. 
May 9.—Waterloo, Ia.—Examiner Worthington: 
a oe i Galloway Co. vs. Green Bay & Western R. R. 
.e a 


\ 
\ 











Docket of the Commission: 





No. 9645. Minneapolis Traffic Assn., Minneapolis, Minn., ys, 
Chicago Great Western et al. 

Alleges switching charges which became effective at Min- 
neapolis on Jan. 1, 1917, are unjust and unreasonable because 
grossly excessive, in fact exorbitant in and of themeslves 
restricting the movement of grain and grain produc's to, 
through and from Minneapolis. Asks for a cease and iesist 
order and just and reasonable switching charges. 


— 
e 


May 10—Salt Lake City, Utah—Examiner Bell: 
or + ee & Griffin Co. et al. vs, Akron, C. & Y, Ry, 
‘o. et al. . 


May 10—Des Moines, Iowa—Examiner Worthington: 
9482—J. C. Hubinger Bros. Co, vs. C. B. & Q. R. R. Co. et al, 


May 10 and 11—Chicago, IIl.: 
* 1, & S..1050—Reconsignment case, grain and grain products, 


Mey 11—Chattanooga, Tenn.—Examiner Waters: 

9372—Durham Coal end Iron Co. vs. Cent. of Ga. Ry. Co. et 
al. and fourth section applications asking authority to con- 
tinue to charge for the transportation of coal, in carloads, 
from Durham, Ga., to Denison, Tex., rates which are lower 
than the rates contemporaneously maintained on like traffic 
from or to intermediate points: Applications Nos. 453s— 
Nashville, Chattanooga & St. Louis Ry.; 463—F, A. Leland, 
agent; 1530—Central of Georgia Ry. Co. 


May 11—Omaha, Neb.—Examiner Worthington: 
9568—Omaha Cooperage Co. vs. Mo. Pac. Ry. Co. et al. 
|. & S. 1032—Posts from East St. Louis, Il. 


May 11—Chicagu, Ill._—Examiner Fleming: 
a" epee & Blei Co. vs. Mo. & Nor. Ark. R. R. Co. 
et al. 
9510—Hollingshead & Blei Co. vs. K, C. Sou. Ry. Co. et al. 
9494—Swift & Co. vs. Gt. Nor. Ry. Co. et al. 


May 11—Cincinnati, O.—Examiner Gerry: 
= Soy Brothers Co, vs. P..C. C. & St. L. BR. R. 
‘o. et al. 


a 2 ee Live Stock Exchange et al. vs. B. & O. S. W. 
et al. 


May 11—Little Rock, Ark.—Evaminer Gaddess: 

Fourth Section Applications 702 (Leland and Tucker) and 
1867 (Hosmer), in connection with Application No. 456 in- 
volving class and commodity rates from Memphis, Tenn., 
to points in Oklahoma, Kansas, Missouri and Nebraska. 

Fourth Section Applications Nos.: 458—N. C, & St. L.; 799— 
St. L.-S. F.; 1548—Sou. Ry.; 1898—W. H. Hosmer; 1952— 
L. & N. R. R. Co, et al.; 2045—Ill. Cent.; 2138—M. & O. R. 
R.: 4218, 4219 and 4220—St. L. I. M. & S. 


May 12—Cincinnati, O.—Examiner Gerry: 
9380—Pollak Steel Co. vs. B. & O. R. R. Co. et al. 

May 12 and 14—Chicago, IIl.: 

Il. & S. 1050—Reconsignment case, lumber. 

May 12—Toledo, O.—Examiner Mackley: 
~ ee Toledo Produce Exchange vs. N. Y. C. R. R, Co. 
et al. 

May 12—Reno, Nev.—Examiner Bell: 

9463—H. J. Fiiz, doing business as The Lassen County Trad- 
ing Co. vs. Nevada-California-Oregon Ry. et al. 

9463, Sub. No. 1—Nevada-California-Oregon Ry, Co. vs. Sou. 
Pac. Co. et al. 

May 12—Omaha, Neb.—Examiner Worthington: 
9446—Sunderland Brcs, Co. vs. C. B. & Q. R. R. Co. 
9512—Sunderland Bros. Co. vs. Mo. Pac. Ry. Co. et al. 

May 12—Nashville, Tenn.—Examiner Waters: 

1. & S, 1041—Live stock from Nashville, Tenn. 


May 14—Chicago, Ill.—Examiner Fleming: 
9521—Charles F. Murphey Co. vs. C. M. & St. P. Ry. Co. et al. 
ar 2 he Paper Box Board Co. vs. C. M. & St. P. Ry. 
o,. et al. 
9523—Victor Chemical Works vs. C. & E. I. R: R. Co. et al. 


May 14—Toledo, Ohio—Examiner Mackley: 
9318—The National Assn. of Macaroni and Noodle Mfrs. of 
America vs, Ala. Gt. Sou. R. R. Co. et al. 


May 14—Pittsburgh, Pa.—Examiner McKenna: 
9487—American Window Glass Co. vs. Sou. Ry. Co. et al. 
9522—Edward E. Rieck Co. vs. B. & O. R. R. Co. 


May 14—San Francisco, Cal.—Examiner Bell: P 
o108-—-Crown- Willamette Paper Co. vs. Willamette Nav. Co. 
et al, 
9501—Crown-Willamette Paper Co. vs. Sou. Pac. Co. et al. 
9529—Ewauna Box Co. vs. Sou. Pac. Co. et al. 


May 14—Argument at Washington, D. C.: : 
9190—Murfreesboro Board of Trade et al. vs. L. & N. R. RB. 
Co. et al.—and the following fourth section applications in- 
volving class and commodity_rates_to Nashville: e 
Nashville, Chattanooga & St. Louis R. R. and Western Me 
Atlantic R. R.; 542—Alabama Great Southern R. R. Co.; es 
New Orleans & Northeastern R. R. Co., Alabama & Vicks 
burg Ry. and Vicksburg, Shreveport & Pacific ly.; 603— 
Old Dominion S. S. Co.; 607 and _1771—Boston & Mains 
R. R.; 703—Atlantic Coast Line R. R.; 769—Mercl:ants = 
Miners’ ‘Transportation Co.; 732—Macon, Dublin - 
Savanaah R. R. Co.; 799—St. Louis & San I ran 
R. R. Co.; 972—Atlanta, Birmingham & Atlantic RY. vest 
1021—The Western Ry. of Alabama; 1024—Atlani: & en 
Point R. R.; 1074—Norfolk Southern R. R. Co.; 14381— Ry. 
York, New Haven & Hartford R. R. Co.; 1548—Sonthern 
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May 5, 1917 : - THE TRAFFIC WORLD 


POSITIONS WANTED OR OPEN 


WANTED—Position as TRAFFIC MANAGER OR ASSIST- 
ANT. Married man, 28 years of age, with ten years’ railroad 
and commercial experience. Familiar with rates, claims, etc. 
Can do stenography. Will go to any part of the country. 
M. O. 72, The Traffic World, Chicago. 


Will consider an offer from an industrial concern or railroad 

ing an experienced man in freight traffic. Sixteen years 
in freight traffic department of eastern trunk line road check- 
ing rates and making tariffs. Familiar with I. C. C., state 
and Canadian regulations. T. S. B. 31, care The Traffic World, 


Chicago. 


Capable Traffic Man, now employed by railroad company, 

wishes to change to industrial concern. Age 38 years, married, 

sober, familiar with rates, claims and I. C. C. decisions and 
Al references as to character and ability. 


WANTED—Experienced stenographer and bookkeeper, good 
habits, not afraid of work. Familiar with railroad work and 
Interstate Commerce Commission classifications, etc, Must be 
wiling to live in small town with modern conveniences and 
furnish bond, for which premium will be paid. To man able 
to fill these requirements good salary will be paid. State full 
particulars in first letter. Answer L. F. 719, The Traffic World, 


WANTED—Position as Traffic Manager, by thoroughly com- 
petent, progressive and aggressive man, 31 years of age and 
married. Twelve years’ general railroad experience, last eight 
years in General Freight Traffic Department handling rates, 
routing, claims, Interstate Commerce Commission matters, etc. 
Address B. A. 162, The Traffic World, Chicago. 


SPECIAL ANNOUNCEMENT. 


We have FOR SALE, for cash, a complete file of rail- 
road and committee publications of freight tariffs, number- 
ing over 4,000 issues, comprising the transportation 
charges, rules and regulations, covering all classes and 
commodities, between all points east of the Mississippi 
River; also Trans-Continental, Trans-Missouri and South- 
western Lines’ publications. WRITE FOR PARTICULARS. 
L. D. 14, care THE TRAFFIC WORLD, Chicago. 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Mi. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIG LEAGUE—Object: 
The object of this league is to interchange ideas concerning 
trafic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
hecessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


GM. Freer President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 
W. H. Chandler Vice-President 
ager Transportation Department, Boston Chamber of 
Commerce. 
Oscar F. Bell Secretary-Treasurer 
7 Crane Company, 836 South Michigan Avenue, Chi- 
o, Ill, 
EF. Lacey Assistant Secretary 
5 North La Salle Street, Chicago, Ill. 


a 


ntANUF ACTURERS? ASSOCIATION, In ae of Traffic of 
ustries Located at Sterling and Rock Falls, Ill. 

ce MEP OC slat cacleeata jeeteseaees ae ..President 
ae Di De sidinsesmacen Heese vtaeenbeneaneebumel Vice-President 
WE urle Secretary-Treasurer 
py OE FE psddnieecienaheeaeee ear Traffic Manager 
Sterlt corr spondence relative to movement of traffic to or from 
Manav’, aud Rock Falls, Ill., should be addressed.to the Traffic 

ser, General Offices, Lawrence Building, Sterling, Il. 


27 representative 
Railroads use 


Cook 
Tariff Files 


—In the offices of commercial 
agents, division freight agents, 
in freight stations, local stations, 
—or wherever a file of tariffs is 
kept and used, 


These 27 railroads have found 
that the Cook File speeds up 
billing—and practically elimi- 
nates erroneous rate quotations 
and other annoyances that eat 
into your profits. 


They have found—and will tell 
you—that the Cook File is a 
wonderful improvement over 
former methods of handling 
tariffs. 


Get this 
Free Book 


Cook Tariff Files are described 
and illustrated in a 12-page 
booklet. Write for it now. 
Find how you can save valu- 
able time and space—file any 
number of tariffs in easy reach 
for instant reference — elimi- 
nate books, fasteners, and 
overcrowded drawers. Investi- 
gate this for your business— 
get this booklet now. 


SHAW WALKER 


Muskegon, Michigan 
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Co.; 1561—Norfolk & Western Ry. Co.; 1563—Baltimore & 
Ohio R. R. Co.; 1573—Seaboard Air Line Ry. Co.; 1613—A. 
D. Hall, agent; 1625—C. C. McCain, agent; 1952—Louisville 
& Nashville R. R. Co.; 2060—J. F. Tucker, agent; 2173— 


Ocean 8S, S. Co. of Savannah; 2193—W. P. Emerson, agent; 

2659—A. T. & S. F. Ry. Co.; 3596—Boston & Albany R. R. 

Co.'; 3912—Tennessee Central R. R. Co.; 4218, 4219 and 4220— 

Missouri Pacific Ry. Co. and the Iron Mountain; 4297—New 

ag ag no Northern R. R. Co.; 4948—New Orleans, Mo- 
e Cc 


THE TRAFFIC WORLD 


Vol. XIX, No. 13 


May 18—New Orleans, La.—Examiner Waters: 
9548—Carrollton Excelsior and Fuel Co., Ltd., vs. N. 0, ¢ 
N. Bw. BR. BR.’ Co. 
May 18—Wichita, Kan.—Examiner Worthington: 
9519—Western Art Glass Co. vs. A. T. & S. F. Ry. Co. <¢ al, 


May 18—Argument at Washington, D. C.: 
Morgantown and Kingwood Divisions: 
— Revenues of rail carriers in Official Classificatio: 
ory. 
1. & S. 333—Rate increase in Official Classification t< ritory, 


terri- 


7591—Southern Rice Growers’ Assn. et al. vs. T. & N. ©. et al 


May 18—Chicago, Ill_—Examiner Mackley: 

9461—The De Laval Separator Co. vs. Aberdeen & Fockfish 
R. R. et al. 7 

May 19—Argument at Washington, D. C.: 
8827—The Public Utilities Commission of the State of 

rado et al. vs. A. T. & S. F. Ry. Co. et al. 

May 19—New York, N. Y.—Examiner McKenna: 
9524—Swift & Co. vs. B. & O. R. R. Co. et al. 
9556—David Kaufman & Sons Co, vs. C. R. R. of N. J. et al, 

May 19—San Francisco, Cal.—Examiner Bell: 
9533—Red River Lumber Co. vs. Sou. Pac. et al.—and Fourth 

Section No. 349, R. H. Countiss, involving rates on box 
shooks, Westwood, Cal., to Louvers Powder Works, Colo, 
and related points. 


ago. 
os . “en Valley Coal Sales Co. vs. Lehigh Valley R. R. 


May 15—Argument at Washington, D. C.: 
9224—Charleston & Norfolk S. S. Co. 
8081—Charleston & Norfolk S. S. Co. vs. C. & O. et al. 
9093—Northern Potato Traffic Assn. vs. A. T. & S. F. Ry. Co. 
et al.—and Fourth Section Application No. 700, Leland and 
Tucker, involving rates on potatoes from points in Minne- 
SM and Wisconsin to Dallas and other Texas common 
points. 
May 15 and 16—Chicago, IIl.: 
1. & S. 1050—Reconsignment case, coal. 
May 15—San Francisco, Cal.—Examiner Bell: 
* 9323, Sub. No. 6—Horst Co. vs. Southern Pacific Co. et al. 
* 9323, Sub. No. 7—Horst Co. vs. Southern Pacific Co. et al. 
* Fourth Section Applications Nos. 345 and 349, Countiss, agent, 


Colo- 


covering C. L. and L. C. L. shipments of hops from points 
in California. 

9023—E. Clemens Horst Co. vs. Southern Pacific et al. 

May 15—Kansas City, Mo.—Examiner Worthington: 

E. H. Wright & Co. vs. A. T. & S. F. Ry. Co. et al. 

9526—Iola Cement Mills Traffic Assn, et al. vs. A. T. & S. F. 
Ry. Co. et al 

May. 15—New Orleans, La.—Examiner Gibson: 

9436—Alabama-Georgia Syrup Co. et al. vs. Louisville & Nash- 
ville R. R,. Co. et al.—and the following fourth section orders 
involving rates on molasses and syrup, in barrels and tank 
cars, C. L., from New Orleans to Nashville: 601—New Or- 
leans & North Eastern R. R. Co.: 1621—Western Ry. of 
Alabama; 1548—Southern Ry. Lo.: 1952—Louisville & Nash- 
ville R. R, Co.; 2128—Mobile & Ohio R. R. Co. 

May 15—Philadelphia, Pa.—Examiner McKenna: 
a t du Pont de Nemours & Co. vs. Me. Cent. R. R. 

‘o. et al. 

9567 and Sub, No. 1—E. I. du Pont de Nemours Powder Co. 
vs. P. & R. Ry. Co. et al. 

May 15—Helena, Ark.—Examiner Waters: 

9433—Helena Traffic Bureau vs. Mo. Pac. Ry. Co. et al, 

0454—H. W. Mosby vs. Y. & M. V. R. R. Co. et al.—and the 
following fourth section applications involving rates on 
cypress shingles, carloads, from Natchez and Vicksburg, 
Miss., to McKenzie, Tenn.: Applications Nos. 945—N. C. & 
St. L. Ry.; 2048—Y. & M. V. R. R. Co.; 2045—Ill. Cent. 
R. R. Co. 

May 16—New York, N. Y.—Examiner McKenna: 

1. & S. 1048—Marl from Caledonia. N. Y. 

May 16—Argument at Washington, D. C.: 

6942—Consolidation Coal Co. et al. vs. B. & O. 

May 16—San Francisco, Cal.—Examiner Bell: 

9460—California Pine- Box and Lumber Co. et al. vs. 
Pac. Co. et al. 

9460, Sub. No. 1—Great Western Lumber Co. vs. Sou. Pac. et al. 

May 17 and 19—Chicago, IIl.: 

Il. & S. 1050—Reconsignment case, other interests, and car- 


Sou. 


riers’ closing testimony. 

May 17—New York, N. Y.—Examiner McKenna: 

rT" aie Hermann & Co, vs. N. Y. N. H. & H. R. R. Co. 
et al. 

7 Refining Co, vs. Balto. & Ohio S. W. R. R. Co. 
et al. 

9456, Sub. No. 1—Indian Refining Co. vs. C. C. C. & St. L. 
Ry. Co et al. 

9456, Sub. No. 2—Indian Refining Co. vs. C. C. & St. L. 
Ry. Co. et al. 

0456, Sub. No. 2—Indian Refining Co. vs. C. C. C. & St. L. 
Ry. Co. et al. 

0456, Sub. No. 4—Indian Refining Co. vs. C. C. C. & St. L. 
Ry. Co, et al. 

Also the following fourth section application 

rates on petroleum oils and products, C. L., from 

ville, Tll., to State Fair and Dearborn, Mich.: 

No. 2060—J. F. Tucker, agent. 

May 17—La Crosse, Wis.—Examiner Fleming: 

1. & S. 1034—Beer from La Crosse, Wis. 

— & J. Michel Brewing Co. vs. C. B. & Q. R. R. Co. 
© J 

May 17—Argument at Washington, D. C.: 

6969—-New Orleans Cotton Exchange vs. L. & N. R. R. 

7070—New Orleans Cotton Exchange vs. Sou. Ry. 

7147—New Orleans Cotton Exchange vs. Cent. of Ga. 

8035—New Orleans Joint Traffic Bureau vs. B. & O. et al. 

May 17—San Francisco, Cal.—Examiner Bell: 

9395—Pacific Lurgber Co. et al. vs. N. W. Pac. Ry. Co. et al. 

May 17—Chicago, Tll.—Examiner Mackley: 

5360—Cudahy Packing Co. vs. C. R. I. & P. Ry. Co. et al. 

9528—Illinois Brick Co. vs. C. & E. I. R. R. Co. et al, 

May 17—St. Louis, Mo.—Examiner Gerry: 

9448—Condie-Bray Glass and Paint Co. vs. C. R. I. & P. Ry. 
Co. et al. 

e-—pouthern Coal, Coke and Mining Co. vs. Sou. Ry. Co. 
et al, 

May 17—Kansas City, Mo.—Examiner Worthington: 

9215—Dulaney Bros. vs. C. & A. R. R. Co. 

May 18—New York, N. Y.—Examiner McKenna: 
9%52—Northwestern Trading Co., Inc., vs. Adams Express Co. 

9530—Chas. Schaffer, Sr., et al. vs. Long Island R. R. Co. 


involving 
Lawrence- 
Application 


May 19—Terre Haute, Ind.—Examiner Fleming: 
ar" eee Haute Paper Company vs. St. L.-S. F. Ry. Co, 
et al. 
May 19—Oklahoma City, Okla.—Examiner Worthington: 
8078—Miller Bros. vs. St. L.-S. F. R. R. Co. et al. 


May 19—St. Louis, Mo.—Examiner Gerry: 
1. & S. 1046—Matches to Texas points. 
May 21—San Francisco, Cal.—Examiner Bell: 
9540—McCloud River R. R. Co. vs. Sou. Pac. et al. 
6605—Goldfield Consolidated Milling and Transportation Co, 
vs. Penn. R. R. Co. et al. 
6521—Pacific Engineering and Construction Co. vs. C. R. 1 & 
P. Ry. Co. et al. 
* 8061—In re charges by carriers west of the Missouri River 
upon cars transported as freight on their own wheels. 


May 21—Argument at Washington, D. C.: 
* 1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
* 4181—In re allowances to short lines by railroads serving in- 
dustries. 
9320—The Portage Silica Co. vs. Erie R. R. Co. et al. 
ba me 1—The Geauga Silica Sand Co. vs. Erie R. R. 
o. et al. 
9194—Lexington Flouring Mills et al. vs. Mo. Pac. et al. 
May 21—Piqua, Ohio—Examiner Fleming: 
* 9499—Geo. W. Hartzell vs. C. C. C. & St. L. Ry. Co. et al. 
Fourth Section App. 2060—J. F. Tucker, agent, rates on wal- 
nut logs, carloads, Mahomet, Ill., to Piqua, Ohio. 


May 21—Tulsa, Okla.—Examiner Worthington: 
0497—American Refining Co. vs. A. T. & S. F. Ry. Co. et al 
9453—R. C. Mills & Co. vs. St. L.-S. F Ry. Co. et al. 

May 21—St. Louis, Mo.—Examiner Gerry: 

1. & S. 1022—Missouri River-Illinois grain. 
l. & S. 1037—Minimum weights on grain and flour (No..3). 


May 21—Syracuse, N. Y.—Examiner La Roe: 
* 9535—Syracuse Chamber of Commerce vs. N. Y. C. 
Co. et al. . 
May 21—Chicago, Ill—Examiner Mackley: 
9481—Albert Miller & Co. vs. Manistee & N. E. R. R. Co. et al. 
9481, Sub. No. 1—Miller Michigan Potato Co. vs. Manistee & 
N. EB. R. R. Co. et al. 
9481, Sub. No. 2—J. S. Dennis vs. Manistee & N. E. R. R. Co. 
et al. 
9481; Sub. No. 3—George W. Lardie & Son vs. Manistee & 
N. E. R. R. Co. et al. 

0481, Sub. No. 4—Reed & Cheney Co. vs. Manistee & N. BE 
R. R. Co. et al. _ 
0481, Sub. No. 5—J. F. French et al. vs. Manistee & N. E 
R. R. Co. et al. ag 
9481, Sub. No. 6—M. Piowaty & Sons vs. Manistee & N. E 

R. R. Co. et al. ; 
9481, Sub. No. 7—Loveland & Hinyan Co. vs. Manistce & N. 
E. R. R. Co. et al. 
9488—Aurora, Elgin & Chicago R. R. Co. vs. Indiana Harbor 
Belt R. R. Co. 
May 22—Argument at Washington, D. C.: 
* 1. & S, 965—C. F. A. class scale case. 


May 22—St. Louis, Mo.—Examiner Gerry: 
1. & S. 142—Grain to Arkansas stations. 


May 23—Washington, D. €.: 

* Shippers’ side general rate advance case. 

May 23—Fort Smith, Ark.—Examiner Worthington: 
1, & S. 1044—Arkansas-Texas commodities. 


May 23—Springfield, Mass.—Examiner McKenna: 
9564—R. W. Rice Coal Co. et al. vs. N. Y. N. H. & ! 
Co. et al, 
May 23—Scranton, Pa.—Examiner La Roe: : 
* 9514—Northern Anthracite Coal Co. et al. vs. L. V. FR 
et al. - 
May 23—Chicago, Il.—Examiner Mackley: F 
9588—Rpard of Trade of the City of Chicago vs. A. T. & S. F: 
Rv. Co. et al. 
May 24—Los Angeles, Cal.—Examiner Bell: 
* 9563—Globe Grain and Milling Co. vs. Los Angeles & § 


R. R. 


R. R. 


R. Co. 


it Lake 


Rm. 3. 
May 24—Boston, Mass.—Examiner McKenna: 
9425—United Shoe Machinery Co. vs. B. & M. R. R. ¢ 
9484—H. P. Hood & Sons vs. B. & M. R. R. Co. et al 


et al. 


- May 24—St. Louis, Mo.—Examiner Gerry: 


1. & S. 1081—Coal to St. Louis, Mo. 
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alachvcritexsecce Cilts 
fficiency In 


TRAFFICWORK ¥ 


FACULTY and 

LECTURE WRITERS 

List) 

N. D. Chapin 
Formerly Chief of Tariff Bu- 
reau of the New York Central 

and West Shore Railroad. 
Asa Colton 
Instructor in Interstate Com- 
merce; Sometime of Freight 
Department of the South 
Brooklyn Railway Company. 
R. E. Riley 
Formerly Instructor in Rail- 
way Transportation at Y. M. 
C. A., New York City; for- 
merly with the I. C. = 4 
Cc. & = €& es & = F&F. 
Atlantic Steamship, C. H. & 
D. and B. & O. 8. W. B. BR. 

G. F. Falley 
Formerly General Freight and 
Passenger Agent of the B. & 

N. W. Railway. 

John P. Curran, LL.B. 
Central Freight Association; 
formerly with South Western 
Tariff Committee, St. Louis. 

R. Garrison 


# 
Chief Clerk, Central Freight ° 


Association; formerly with 
L. E. & W., C. H. & D. and 
G. R. & L. Railways. 
C. R. Lincoin ~ 
Formerly with C. R. I. & P. 
and C. B. & Q. Railroads, 
and Traffic Department, Mar- 
shall Field & Co. 

L. E. O’Brien, Ph. B. 
Formerly Ind. Traffic L{gr. 


Text and Lecture Writers 
(Partial List) 
E. R. Dewsnup, A.B., A.M. 
Professor of Railway Admin- 
istration, The University of 
Illinois; Author of Freight 
cation. 
a A. R. Smith 
e-Pres., Louisville & 
Nashville Railroad: Author of 
Freight Rates in Southern 
Territory. 

W. H. Chandler 
Transportation Manager, Bos- 
ton Chamber of Commerce; 
Author of The Express Serv- 

ice and Rates. 

B. Olney Hough 
Editor, American Exporter: 
Author of Ocean Traffic and 


Trade. 
I. L. Sharfman, A.B., LL.B. 
Professor of Railway Econom- 
les. The University of Michi- 
sac; Author of Railway Reg- 
i ulation. 


Over 25,000 


ambitious men in all lines of railroad and industrial traffic 
work, throughout the United States, have benefited through 
membership in our Department of Interstate Commerce an 
Railway traffic. More than 


$150,000 


has been expended by our institution in organizing and per- 
fecting the training and service rendered members of this de- 
partment, whieh is now under the direct, personal super 


vision of 
MR. N. D. CHAPIN 


Formerly Chief of Tariff Bureau, N. Y. ©. Lines 


Mr. Chapin has been engaged to devote his entire time to 
this work, and is assisted by a selected corps of railroad ont 
industrial traffic experts, together with an organization 0 
more than 300 people. 


LaSalle Training Fully Recognized 


The LaSalle Course in Interstate Commerce and Ratlway 
Traffic is now fully recognized by the country’s greatest 
traffic authorities as the highest type of traffic training now 
available. It has been adopted as representing the highest 
standard of technical training, information and practice, = 
the matter of Interstate Commerce, railway and industria 
management, in important traffic centers and is approved by 
many trunk railroads, such as the following: 


Baltimore & Ohio R. R., Louisville & Nashville R. R 
Cumberland Valley R. R., Erie R. R. 
Pennsylvania Lines West 


The course is 8 complete, up-to-date and thoroughly prac- 
tical system of training, covering all phases of traffic 
operations. It is a ‘100 man power” course, conducted by 
thoroughly qualified traffic experts who have riscn from the 
ranks. No ether course compares with it. Should not be 
confused with so-called traffic clubs or traffic associations. 
Hundreds of men are now holding big positions and drawing 
_— 7 salaries as a direct result of LaSalle train- 
ng an ce. 

A few of the many LaSalle Students Now Industrial Traffic 
Man : M. Epply, Traffic Manager, Hammermill Paper 
Co., ie, Pa.; T. J. Bennett, Traffic Mgr., American Steel 
Foundries, Chicago; P. D. Siverd, Traffic Mgr., The Garland 
Corp., Pittsburgh; R. R. Muller, Traffic Mgr., U. 8S. Light 
and Heating Co., Niagara Falls, N. Y.; J. D. Quinn, Traffic 
Mgr., Franklin Steel Works, Franklin, Pa.; Thos. 8. Barry, 
Traffic Mer. for the City of Pawtucket, B. L; Seth Tate, 
Tratfic Mgr., Higginbotham, Baily-Logan Co., Dallas, Texas; 
K. L. Crickman, Traffic ., Great Western Smelting & 
Refining Co., St. Louis; R. holm, Traffic Mgr., Lockwood 
Engineering Co., Cleveland; O. R. H. Culbertson, Traffic Mgr., 
Seattle Construction & Dry Dock Co., Seattle, Wash. 


Send Coupon trartic Book 


NORMAN D. CHAPIN 


Read This Letter From A 
Well-Known Traffic 
Official 


“If the information in the in- 
closed clipping (referring to Mr. 
Chapin’s appointment as head of 
the department of traffic and 
transportation) from ‘The Pitts- 
burgh Dispatch’ today is ocor- 
rect, I wish to extend 
congratulations to yourself and 
the University in the selection 
of Mr. N. D. Chapin for the 

tion mentioned. I 

. Chapin not only one of the 
best-informed rate and tariff men 
in the country, but also possessed 
of all the necessary persons! 
qualifications to engage success- 
fully in th 
University. ° 

Gen’l Western Freight and 
Passenger 
N. Y., N. H. & H. B. RB. 


Other Prominent Railroad 
Men Endorse LaSalle 
Training 


“Your enterprise has my en- 
tire approval.”’ 
3B. P. RIPLEY, Pres., 
Santa Fe By. 
“I wunhesitatingly recommend 
your course to anyone.”’ 
H. J. STEEPLE, Gen’l Agt., 
Erie Railro 
“I recommend your course to 
anyone as a means of improving 
his knowledge and efficiency in 
. HAMILTON BAXTER, 
Div. Freight Agt., Southern Ry. 
Among others who endorse our 


Send now for big illustrated traffic book, giving full particulars 
regarding our course of instruction by mail, opportunities open, 
salaries paid, etc. There is no obligation on your part. Book 
and all information sent free. Act promptly. Special reduced 
rate scholarships and small monthly payment plan open to those 
enrolling now. Write today. : 


LaSALLE EXTENSION UNIVERSITY 


“Th: World’s Greatest Extension University” 
Chicago, Ill 


James Peabody 
Lete Statistician, A. T. & 
8. F. Railway; Author of 
Railway Organization and 
Servi 


ce. 
3. F. Morton 
Asst. Traffic Director, Chi- 
cazo Association of Com- 
moree; Author of Routing 
— - ——~bar 
” ngo 

“lo Mgr., Inland Steel Co. rk See 

“he complete LaSalle or- 

ization consists of more 

n 300 business experts, 

fessional men, text writers, 

tructors. and oqtenatn. in- 

ting reenenized authori 

all departments. — 


a LaSalle Extension University 
Dept. 595-C Chicago, Ill. 


Please send FRE® proof about oppor- 
tunities now open to TRAFFIC EX- 
PERTS with LaSalle training. 


Te ciciiecichninis — 
i 


| | EE eee | 


MT wate 
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This directory of Warehousemen, Transfer Agents, Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor. 
respondence from our readers and can help you if you will lay your distribution or forwarding difficulties 
before them for solution. Practically branch service available without payroll or building investment, 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


wae FAs ee he CARS A SPECIALTY. 
WO WAREHOUSES ON TRACK 
The be FIREPROOF storage in El Paso. 


Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


520-532 LAFAYETTE BLVD. 
DETROIT, MICH. 


Hight fireproof warehouses on tracks of princi ralil- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve aute 
trucks for delivery. Write for further particular: 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 

GALVESTON, TEXAS 


| POOL CAR SERVICE 
LAWRENCE WAREHOUSE‘ @ 


Operating 17 Warehouses and Docks 


CHICAGO 
Jos. Stockton Transfer Co. 


636 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for hg mr a Electric Co., De Laval Separator Co., 
New York; J. Johnson Soap Co., Milwaukee; Cudahy 
Packing _— .. Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us, 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
ervice—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
“pony EXPRESS ” 
ST. JOSEPH = = —sMO.. 


MERCHANDISH STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CHICAGO— 
Chicago Storage & Transfer Co., (Not Inc.) 


5817-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a@ specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 


Floors for rent. 
INSURANCE RATE, 15 Cents. 24-CAR SWITCH 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American arehouse- 


men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


Byvank Transfer & Storage Co. 


823-826 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


Louisville Public Warehouse Co., Int. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded and 
free warehouses. ; 
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DIRECTORY OF ATTORNEYS Continued 
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John R. Walker 


COMMERCE COUNSEL 
For 


Southern Hardwood Traffic Association. 


Cooperage Traffic Association. 
The Lumbermen’s Bureau. 


908-819 Munsey Blidg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases Only 


602-606 Hibbs Bidg., Washington, D. C. 


Bureau of Applied Economics 
Southern Building, Washington, D. C. 


Transcription, Compilation, and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases 
References Furnished. 
Correspondence Invited 


E. HILTON JACKSON 


ATTORNEY AT LAW 


416 5th St., N. W., 
Washington, D. C. 
Interstate Commerce Commission, 


Federal Trade Commission and 
The Shipping Board 


SAMUEL D. WEAKLEY 


ATTORNEY AT LAW AND COMMERCE COUNSEL 

iy" "Pule “Service Commerce and Public 

pe a 

senger rates (1907-1914). 

1807-1812 Jefferson County Bank Bullding, 
BIRMINGHAM, ALA, 


R. W. Ropiequet 


ATTORNEY AT LAW 


Interstate Commerce and Public 
Utilities 
Murphy Bullding, East St. Louls, tll. 
506 Mermod & Jaceard Bidg., St. Louls, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bidg., Washington, D. C. 


Walter E. McCornack 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Sulte 1555 First National Bank Blidg., 
Chicago, Ill. 


Author of “INTERSTATE COMMERCE, an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 
Specialist in all matters appertaining to interstate 
commerce. Practitioner before the Inter- 

Commerce Commission. 


Union Trust Buliding 


Southern Bulidiag 
CINCINNATI, OHIO WASHINGTON. D. C. 


CLIFFORD THORNE 


Rate and Valuation Cases 
Before Courts and Commissions. 


Lytton Building, 
Chicago. 


‘Jean Paul Muller 


ACCOUNTANT AND ATTORNEY-AT-LAW 
420-424 Woodward Bids., Washington, D. C. 
ea Involk Finanetal and Operating 

of oy Tests Comparisons, and other 


and 
Rete Litigation before State and Federal Commis- 
sions and Courts. 


ERNEST A. STEWART 


TRANSPORTATION EXPERT AND 
TRAFFIC ACCOUNTANT 
Formerly Examiner Interstate Commerce 
Commission 
Acts as traffic counselor and handles rate 
litigation before Interstate Commerce 
Commission, United States Shipping 
Board and State Commissions. 


314-315 1. W. Hellman oe 
LOS ANGELES, CALIF. 


RAYMOND M. HUDSON 


ATTORNEY AT LAW 
BOND BUILDING, WASHINGTON, D. C. 


Erecting belee U. G. Summe Coat, ©, G Cust 
of Claims, D. C ow ¢ aa. > C. Supreme 
Court, Va. and Md. Courts, Executive Departments, 
Congressional Committees, Federal Reserve Board, 
Federal Trade Commission, Interstate Commerce 
Commission. Cable ‘‘Rayhud.”’ 


E. I. McVANN 
ATTORNEY AT LAW 
Interstate Commerce Practice 
CHICAGO—No. 11 South La Salle St. 


WASHINGTON—701 Woodward Building. 
NEW YORK—No. 44 Pine St. 


JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 
Sulte 819-24 First Nat.-Soo Line Bidg. 
MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 


BORDERS, WALTER & BURCHMORE 


1630 First National Bank Building, Chicago, Ill. 


M. W. Borders 
CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


EDWARD E. McCALL 
Counsel 


Luther M. Walter 


John S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIO UTILITIES 


GEORGE V. S. WILLIAMS 


Attorney and Counselor at Law 


CHARLES S. ALLEN 


IN CHARGE OF TRAFFIC MATTERS 


Formerly with I. C. C. and 
Traffic Department Southern Ry. Co. 


As a Friend of THE TRAFFIC 


165 Broadway, 


NEW YORK CITY 


(Former Member State of New York Public Service Commission) 


SPECIALTY — Jnterstate Commerce, Federal 
Trade and Public Utilities 


Practice 


WORLD, please mention this paper in writing to attorneys. 
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CLINCHFIELD ROUTE 


(Carolina, Clinchfield & Ohio Railway) 
(Carolina Clinchfiel & Ohio Railway of South Carolina) 


Daily Fast Freight Service 


There are practically no restrictions as to tunnels or bridge clearance. The Clinchfield has tunnels, but 
they are all of such dimensions as will permit the handling of shipments of unusual size. 







All large furniture, automobile or vehicle cars now in use on any Tine can be handled by the Clinch- 
feld Railway. 









The Clinchfield Railway can handle shipments of unusual weight. The maximum gross weight of car 
and lading which can be handled by the Clinchfield Railway is 240,000 pounds. 





There are no large terminal points on the Clinchfield, hence the route is signally free from congestions 
or any conditions which tend to cause congestions. 















The Clinchfield. Railway is of substantial construction with easy grades, thus insuring heavy train ton- 
nage, which obviates the necessity of “setting out” cars to reduce train tonnage, with the consequent delays. 





All stations, including junctions, on the Clinchfield Railway, the entire length of its line, are connected 
with the General Offices at Johnson City, Tenn., by long distance telephone and telegraph, thus insuring 
efficient tracing service. 





The shortest route, a superb roadbed, the most up-to-date equipment and a determination to merit your 
patronage have enabled the Clinchfield to substantially reduce the time from the Central West to the South- 
east and the Carolinas. 





Traffic Representatives at Important Places 


Our representative in your territory will welcome the opportunity to demonstrate his effectiveness in tak- 
ing care of your shipments. Save time by routing 
VIA 


CLINCHFIELD ROUTE 





Prompt and accurate rate quotations. Special attention to Claims, Tracing and other traffic questions 
of interest to shippers. 


CLINCHFIELD ROUTE 


THEO DEHON, General Southern Agent, J. W. BOTTORFF, General Western Agent, 
Spartanburg, S. C. Cincinnati, Ohio. 
J. J. CAMPION, Vice-President, 
Johnson City, Tenn. 
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VIN 


Begin 


Your Trips 


~ Here! 


Start your travels right by buying Wells Fargo 
Travelers Checks at banks, tourist agencies or 
Wells Fargo offices. 


They insure you against annoyance and delay. 
cepted at face-value throughout the world. 


Ac- 


If you lose money there is no redress—it is gone. 
If you lose Wells Fargo Checks, you get a refund 
in full. Your signature alone converts them into cash. 


And this convenience and protection cost you but 
50 cents for each $100. 


Wells Fargo Travelers Checks 


Ten thousand Wells Fargo agents at your service 


Vol. XIX, No. Js 


| 
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